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Opening  Remarks 

Mr.  Carr.  I  want  to  welcome  you  to  the  hearing  today.  We  will 
review  the  fiscal  year  1995  budget  request  for  the  National  High- 
way Traffic  Safety  Administration.  NHTSA  does  a  good  job  as  the 
federal  agency  most  concerned  with  automobile  safety  and  safety 
on  our  Nation's  highways,  and  the  estabUshment  and  enforcement 
of  all  the  motor  vehicle  safety  standards — a  very  important  activity 
of  the  federal  government.  Your  fiscal  year  1995  budget  request  is 
$277.2  million,  which  is  a  decrease  of  $21  million  below  the  1994 
level. 

We  are  pleased  to  welcome  the  Deputy  Administrator,  Chris 
Hart,  in  your  first  appearance  in  this  capacity  before  the  Sub- 
committee. Chris  is  well-known  to  us  from  his  days  at  the  NTSB. 
We  are  delighted  with  the  fact  that  you  bring  a  lot  of  experience, 
particularly  in  the  area  of  engineering,  to  your  new  post. 

I  want  to  also  welcome  the  Assistant  Secretary  for  Budget  and 
Programs,  Louise  StoU,  to  the  subcommittee.  You  are  a  welcome 
participant  in  all  of  our  hearings. 

(1) 


Mr.  Hart,  we  will  put  your  entire  statement  in  the  record.  In  the 
interest  of  time,  pernaps  you  would  like  to  make  a  few  summary 
comments.  We  could  then  get  right  to  some  questions. 

I  want  to  say  that  Mr.  Wolf  is  on  his  way  and  I  understand  he 
will  be  here  shortly. 

Opening  Statement 

Mr.  Hart.  Thank  you,  Mr.  Chairman,  and  good  morning.  I  appre- 
ciate the  opportunity  to  make  my  first  appearance  before  the  sub- 
committee for  the  purpose  of  presenting  the  Agenc^s  budget  re- 
quest for  fiscal  year  1995.  Secretary  Pena  is  a  strong  supporter  of 
our  program,  as  you  know,  and  he  has  been  personally  involved  in 
setting  challenging  goals  for  NHTSA,  and  I  am  pleased  Louise 
StoU,  the  Department's  Assistant  Secretary  for  Budget  and  Pro- 
grams could  be  with  me  today  as  an  expression  of  the  Secretary's 
support  for  our  budget  request. 

Mr.  Chairman,  as  you  know,  before  coming  to  NHTSA,  I  was  in- 
volved with  transportation  safety  at  the  National  Transportation 
Safety  Board  and  my  experience  has  been  that  you  need  to  work 
in  tandem  with  Congress  and  that  especially  with  the  appropria- 
tions committees  in  order  to  do  an  effective  job  in  solving  difncult 
safety  problems. 

The  program  we  are  proposing  for  1995  will  address  a  number 
of  issues  that  you  have  identified  in  past  hearings.  For  example,  we 
are  emphasizing  our  technical  support  to  help  States  implement  ef- 
fective laws  and  programs  to  improve  alcohol  safety,  including 
more  enforcement  of  underage  drinking  laws  and  provisional  li- 
censing for  young  drivers. 

The  Agenc^s  senior  managers  have  also  joined  me  today  in  order 
to  respond  in  greater  detail  to  your  questions  about  program  plans 
and  about  the  level  of  funding  we  believe  is  necessary  to  carry  out 
the  responsibilities  assigned  to  us  by  Congress. 

The  associate  administrators  on  my  right  are  Barry  Felrice  for 
Rulemaking,  Bill  Boehly  for  Enforcement,  and  George  Parker  for 
Research  and  Development.  And  on  my  left  are  Don  Bischoff  for 
Plans  and  Policy,  Adele  Derby  for  Regional  Operations,  and  Mike 
Brown  for  Traffic  Safety  Programs. 

FISCAL  YEAR  1995  BUDGET 

Mr.  Chairman,  the  agency  designed  its  1995  budget  to  effectively 
and  efficiently  carry  out  increased  safety  needs  on  a  national  level 
and  to  cover  expanded  responsibilities  that  are  directed  by  Con- 
gress. We  envision  an  active  Federal  presence  that  will  ensure  that 
major  traffic  safety  issues  are  addressed.  The  budget  maximizes 
our  resources  for  safety  efforts  at  the  same  time  the  agency  de-em- 
phasizes or  terminates  functions  that  are  marginally  related  to 
safety  or  that  we  have  found  to  be  ineffective. 

TRAFFIC  SAFETY  TRENDS 

Traffic  safety  has  improved  considerably  since  Congress  enacted 
the  motor  vehicle  and  highway  safety  laws  in  1966.  Programs 
throughout  the  country  have  improved,  traffic  safety  enormously 
reflecting  efforts  at  all  levels  of  society,  government,  business,  non- 
profit organizations  and  citizen  volunteers.  As  a  result,  the  number 


of  traffic  fatalities  have  been  reduced  substantially  below  the  1966 
level  and  during  the  same  period,  the  traffic  fatality  rate  calculated 
using  vehicle  miles  of  travel  has  come  down  consistently  and  is 
now  at  its  lowest  level  on  records. 

Despite  these  improvements  in  safety,  our  job  is  far  from  com- 
plete. After  declining  in  absolute  terms  for  many  years,  the  number 
of  traffic  fatalities  increased  slightly  during  1993.  Our  preliminary 
estimates  placed  the  level  of  deaths  at  approximately  39,850  in 
1993,  more  than  600  higher  than  in  1992.  Just  as  troubling  are  the 
number  of  injuries  in  traffic  crashes  that  exceeded  5  million  last 
year  and  is  increasing. 

When  we  assess  total  transportation  safety  in  the  United  States, 
we  see  some  94  percent  of  transportation  deaths,  and  99  percent 
of  the  injuries  occur  in  motor  vehicle  crashes,  which  are  the  num- 
ber one  cause  of  death  for  persons  between  ages  5  and  34. 

SOCIETAL  COST  OF  CRASHES 

In  strictly  economic  terms,  crashes  cost  society  $137.5  billion  in 
1990  alone.  This  in  no  way  accounts  for  personal  losses,  pain  and 
suffering  and  emotional  impact.  A  traffic  fatality  represents  the 
kind  of  premature  death  that  the  subcommittee  focused  on  in  last 
year's  hearings.  That  is  certainly  the  case  when  a  crash  ends  a 
young  life  during  formative  years  or  kills  a  person  just  starting  a 
family  and  career.  The  programs  I  am  presenting  today  are  de- 
signed to  address  these  issues  of  public,  personal  loss  and  economic 
loss. 

HEALTH  CARE  COSTS 

Before  summarizing  our  budget  request,  I  want  to  spend  a  mo- 
ment on  how  the  cost  of  health  care  has  been  driven  up.  As  Con- 
gress, the  Administration,  and  the  private  sector  study  the  health 
care  system,  we  are  examining  how  the  agency's  programs  can 
make  a  contribution  toward  reducing  health  care  costs.  We  have 
very  conservative  estimates  of  the  impact  of  traffic  deaths  and  inju- 
ries on  health  care  costs — over  $14  billion  annually.  Almost  30  per- 
cent of  this  cost,  over  $4  billion,  is  made  by  medicare  and  medicaid. 

We  see  health  care  rising  at  over  twice  the  rate  of  inflation,  gen- 
erally. Consequently,  if  we  keep  health  care  costs  holding  at  their 
current  levels — which  is  clearly  undershooting  our  real  goal—we 
estimate  it  would  reduce  total  health  care  costs  by  over  a  billion 
dollars  a  year. 

Our  studies  indicate  Federal  dollars  invested  in  traffic  safety  are 
highly  cost  effective.  The  effectiveness  of  projects  compared  with 
their  cost  was  a  major  consideration  when  NHTSA  developed  its 
budget  for  1995. 

SECRETARY'S  GOALS 

Our  fiscal  year  1995  program  and  budget  were  designed  to 
achieve  the  Secretary's  goals  to  reduce  motor  vehicle  deaths  and  to 
direct  more  attention  and  resources  to  reducing  and  preventing 
crash  injury.  More  specifically,  the  Secretary  has  tasked  NHTSA  to 
increase  safety  belt  use  to  75  percent,  up  from  62  percent  in  1992, 
and  to  reduce  the  proportion  of  alcohol-related  crash  deaths  to  43 


percent,  down  from  almost  46  percent  in  1992,  both  goals  to  be  ac- 
complished by  1997. 

Achieving  these  two  goals  would  save  an  additional  2,900  lives 
a  year,  prevent  thousands  of  injuries  and  reduce  annual  health 
care  costs  by  nearly  a  billion  dollars. 

nhtsa's  budget  request 

The  agency  is  requesting  $277.2  million  for  its  fiscal  year  1995 
budget,  which  is  $21  million  less  than  our  fiscal  year  1994  budget. 
This  program  provides  $126  million  for  the  operations  and  research 
program,  and  $151  million  for  highway  safety  grants  to  the  States. 

Tlie  operations  and  research  budget  supports  the  entire  spectrum 
over  agency  efforts  to  improve  vehicle,  driver  and  pedestrian  safety. 
It  also  enables  NHTSA  to  carry  out  supporting  research  and  devel- 
opment, provide  technicsd  assistance  to  improve  State  and  local 
safety  programs  and  manage  a  national  crash  and  safety  informa- 
tion system  that  has  proven  essential  to  government  industry  and 
public  safety  activities. 

COMBINED  ALCOHOL-BELT  PROGRAM 

NHTSA  also  intends  to  launch  a  new  program  in  fiscal  year  1995 
combining  impaired  driving  and  occupant  protection  which  is  being 
developed  in  fiscal  year  1994  in  cooperation  with  States  and  the 
highway  safety  community.  We  are  able  to  employ  this  comprehen- 
sive approach  because  alcohol  and  belt  safety  have  each  reUed  upon 
the  same  strategies,  education  to  gamer  public  awareness,  passage 
of  stronger  state  laws,  and  effective  law  enforcement. 

We  believe  this  combined  alcohol  belt  program  will  be  our  most 
effective  new  approach  to  reduce  crashes,  deaths  and  injuries  and 
it  will  be  essential  for  achieving  the  Secretary's  traffic  safety  goals 
I  outlined  earlier. 

To  support  the  conibined  program  plus  related  projects,  we  are 
requesting  $8.3  million  for  alcohol  safety  and  $5.7  million  for  the 
National  Occupant  Protection  Program.  Improving  the  safety  of  two 
groups  of  motorists  is  of  special  concern  to  the  agency,  namely 
younger  and  older  drivers. 

VEHICLE  SAFETY  RULEMAKING 

For  fiscal  year  1995,  we  have  asked  for  $739,000  to  carry  out  re- 
search outlined  in  the  plan  we  transmitted  to  Congress  last  year. 
The  majority  of  the  Agency's  vehicle  regulatory  activities  in  the 
past  two  years  has  focused  on  timely  implementation  of  rulemaking 
mandated  by  testimony  of  the  Intermodal  Surface  Transportation 
Efficiency  Act  of  1991  commonly  known  as  ISTEA. 

Rules  requiring  full  frontal  air  bag  protection  in  all  passenger  ve- 
hicles and  upgraded  side  impact  protection  were  issued  by  NHTSA 
along  with  other  rulemaking  activities  legislated  by  Congress. 

The  $3.7  million  requested  in  the  budget  supports  the  legislation 
of  ISTEA  and  initiation  of  vehicle  safety  work  in  other  areas.  These 
include  increased  occupant  protection  in  rollover  crashes,  improved 
braking  provided  by  anti-lock  brake  systems  on  passenger  vehicles 
and  rear  impact  guards  on  truck  trailers  to  reduce  underride  by 


smaller  vehicles.  We  also  intend  to  look  at  the  safety  of  electric  and 
alternatively  fueled  vehicles. 

ENFORCEMENT  PROGRAM 

The  agency  requests  $8.4  million  for  its  enforcement  program  for 
fiscal  year  1995.  This  will  support  a  thorough  compliance  testing 
of  vehicles  to  be  certain  that  the  public  receives  the  safety  benefits 
promised  by  newer  upgrade  graded  standards,  many  of  which  have 
been  mandated  by  Congress.  At  the  same  time,  we  manage  vigor- 
ous defect  investigation  efforts  to  identify  vehicles  with  safety  de- 
fects and  make  certain  that  they  are  recalled  for  corrective  action 
by  the  manufacturer. 

We  will  continue  to  operate  the  agenc^s  auto  safety  hotline  in 
order  to  provide  safety  information  requested  by  consumers  and 
our  goal  is  to  build  a  partnership  with  motorists  because  the  infor- 
mation they  provide  to  NHTSA  over  the  hotline  serves  as  the  foun- 
dation for  determining  the  existence  of  possible  safety  defects. 

SIMULATOR  PROGRAM 

New  research  tools,  like  the  motion-based  simulator,  are  essen- 
tial in  the  U.S.  to  move  successfully  to  future  improvement  in  driv- 
er and  vehicle  safety.  The  National  Advanced  Driving  Simulator 
will  be  an  important  tool  to  improve  our  understanding  of  the  role 
of  human  factors  in  crashes,  which  is  essential  for  improving  vehi- 
cle crash  avoidance. 

rVHS  PROGRAM 

The  Agenc^s  responsibilities  in  the  Department's  Intelligent  Ve- 
hicles Highway  Systems  Program  is  to  foster  development  and 
transition  to  the  industry  of  cost-effective,  driver  friendly,  collision 
avoidance  systems.  IVHS,  like  the  simulator,  is  an  essential  re- 
search tool  for  bringing  capabilities  in  crash  avoidance  into  wide- 
spread commercial  uses. 

To  support  the  IVHS  activities  in  1995,  the  agency  is  seeking 
$7.3  million.  This  will  be  augmented  by  $10  million  requested  for 
NHTSA  by  the  Federal  Highway  Administration  to  support  the 
work  that  is  crucial  to  the  successful  completion  of  Federal  high- 
way projects  and  the  automated  highway  system  project.  Our  goal 
in  the  Department's  IVHS  on  mobility  enhancement  is  to  make 
sure  new  technology  matches  up  successfully  with  driver  capability. 

HIGHWAY  SAFETY  GRANTS 

We  are  requesting  $123  million  for  the  Section  402  grants  to 
state  and  Community  Highway  Safety  Programs,  the  same  amount 
Congress  appropriated  for  fiscal  year  1994.  States  target  their  402 
grants  to  improve  their  program  effectiveness  in  addressing  major 
issues  such  as  alcohol  safety,  occupant  restraints,  and  speeding. 

Section  402  gives  States  the  flexibility  to  respond  to  their  own 
unique  safety  needs  and  at  the  same  time  address  the  national 
safety  priorities  that  are  enacted  by  Congress. 

The  agency  proposes  funding  of  $25  million  for  the  Section  410 
Alcohol-Impaired  Driving  Countermeasures  Grant  program,  which 
is  requested  at  the  fully  authorized  amount  in  order  to  encourage 


States  to  pass  stronger  laws  and  start  more  effective  programs  to 
reduce  drunk  and  drugged  driving.  Section  410  has  been  a  major 
influence  on  recent  State  enactment  of  the  ,08  VOC  laws  and  ad- 
ministrative license  revocation. 

Mr.  Chairman,  this  concludes  my  summary  of  the  1995  program 
and  budget.  We  would  be  very  pleased  to  answer  any  questions 
that  you  may  have. 

[The  prepared  statement  and  biography  of  Christopher  Hart  fol- 
low:] 
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Mr.  Chairman  and  Members  of  the  Subcommittee: 

Before  presenting  the  FY  1995  Budget  request  of  the  National 
Highway  Traffic  Safety  Administration  (NHTSA) ,  I  would  like  to 
say  that  it  is  an  honor  to  make  my  first  appearance  before  your 
subcommittee,  and  to  assure  you  and  the  other  members  of  the 
Secretary's  commitment  to  improving  traffic  safety.   I  am  pleased 
to  have  with  me  today  Louise  Stoll,  our  Assistant  Secretary  for 
Budget  and  Programs,  on  behalf  of  the  Office  of  the  Secretary. 

Mr.  Chairman,  you  and  the  other  members  have  been  strong 
supporters  of  traffic  safety,  and  I  want  to  take  this  opportunity 
before  beginning  my  statement  to  acknowledge  your  contributions. 
I  look  forward  to  continuing  the  agency's  close  relationship  with 
your  subcommittee. 

Accompanying  me  today  to  assist  in  providing  answers  to  your 
questions,  and  seated  to  my  right,  are  Barry  Felrice,  Associate 
Administrator  for  Rulemaking;  Bill  Boehly,  Associate 
Administrator  for  Enforcement;  and  George  Parker,  Associate 
Administrator  for  Research  and  Development.   Seated  to  my  left 
are  Don  Bischoff,  Associate  Administrator  for  Plans  and  Policy; 
Adele  Derby,  Associate  Administrator  for  Regional  Operations;  and 
Mike  Brownlee,  Associate  Administrator  for  Traffic  Safety 
Programs . 
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Introduction 

As  you  know,  Mr.  Chairman,  NHTSA's  mission  is  to  improve 
traffic  safety  in  the  United  States  by  reducing  crashes,  deaths 
and  injuries,  and  their  human  consecjuences  and  direct  economic 
costs.   The  overall  economic  impact  of  these  crashes  is  enormous. 
NHTSA  estimates  that  highway  crashes  produced  a  direct  economic 
cost  to  society  of  $137.5  billion  in  1990.   President  Clinton  and 
Secretary  Peiia  believe  that  NHTSA's  mission  of  saving  lives  and 
reducing  injuries  is  one  of  the  highest  priorities  of  the 
Department  of  Transportation.   NHTSA's  budget  proposal  for 
FY  1995  focuses  on  both  motor  vehicle  and  occupant  safety,  and 
addresses  behavioral  issues  affecting  the  safety  of  drivers, 
passengers  and  pedestrians. 

The  agency  is  encouraged  by  significant  progress  made  in 
motor  vehicle  and  highway  safety  in  recent  years.   America's 
roads  have  become  safer  as  a  result  of  NHTSA's  efforts,  and  its 
work  with  states,   to  improve  traffic  safety.   The  traffic 
fatality  rate  in  1993  is  estimated  to  have  declined  to  1.7 
fatalities  per  100  million  vehicle  miles  of  travel,  which  is  the 
lowest  level  on  record.   Nevertheless,  much  remains  to  be  done. 
This  is  illustrated  by  the  fact  that  the  total  number  of  traffic 
fatalities  for  1993  reversed  its  downward  trend  in  recent  years 
and  rose  to  an  estimated  level  of  39,850  deaths,  compared  to 
39,235  deaths  in  1992. 

An  assessment  of  overall  transportation  safety  in  the  United 
States  indicates  that  94  percent  of  the  fatalities  and  99  percent 
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of  the  injuries  result  from  motor  vehicle  crashes.   Vehicle 
crashes  remain  the  number  one  cause  of  death  for  persons  of  the 
ages  of  5-34,  the  primary  cause  of  death  due  to  injuries  of  any 
kind,  and  the  fifth  leading  cause  of  death  overall.   This  is  a 
public  health  problem  of  critical  dimensions,  and  a  staggering 
economic  burden  results  from  it. 

We  are  continuing  to  focus  our  attention  and  resources  on  a 
major  agency  priority,  the  need  to  prevent  and  reduce  injuries  in 
crashes.   There  are,  for  example,  120  non- fatal  motor  vehicle 
injuries  for  every  fatality,  and  in  1990  injuries  resulted  in  an 
aggregate  cost  2.2  times  the  cost  of  fatalities.   It  is  estimated 
that  an  average  of  $35  thousand  in  health  care  costs  is  saved  for 
each  serious  injury  prevented. 

The  annual  health  care  cost  of  motor  vehicle  crash  injuries 
is  conservatively  estimated  at  $14.2  billion.   Nearly  thirty 
percent  of  this  cost,  over  $4  billion,  is  paid  by  Medicare  and 
Medicaid.   Given  that  U.S.  health  care  costs  are  increasing  at 
more  than  twice  the  overall  rate  of  inflation,  merely  holding 
crash  injury  costs  at  their  current  levels  --  and  this  clearly 
undershoots  our  real  goal  --  will  reduce  health  care  costs  by 
over  $1  billion  annually.   Moreover,  reductions  in  death  and 
injury  from  motor  vehicle  crashes  will  help  to  contain  health 
care  costs  and  reduce  the  tax  burden  needed  to  support  the 
nation's  health  care  system. 

The  agency's  FY  1995  budget  request  is  designed  to  continue 
and  strengthen  programs  that  meet  the  Secretary's  goals  to  reduce 
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the  costs  of  motor  vehicle- related  crashes.  NHTSA  has  developed 
strategies  for  reducing  these  costs  by  achieving  goals  to 
increase  safety  belt  use  and  reduce  drunk  driving;  iit^jlementing 
other  critical  highway  safety  iit^rovements ;  and  advancing  state- 
of-the-art  crashworthiness  and  crash  avoidance  technologies. 

The  Secretary's  goal  is  to  achieve  a  national  safety  belt 
use  rate  of  75  percent  by  1997,  compared  to  62  percent  in  1992. 
This  would  save  1,700  additional  lives  per  year  in  passenger  cars 
alone,  and  prevent  thousands  of  injuries,  thereby  reducing 
overall  health  care  costs  by  $684  million.   The  Secretary's  goal 
for  drunk  driving  prevention  is  to  reduce  the  percentage  of 
alcohol -related  traffic  deaths  to  43  percent  by  1997,  compared  to 
45.8  percent  in  1992.   It  is  estimated  that  meeting  this 
objective  will  save  an  additional  1,200  lives  each  year  and 
reduce  annual  health  care  costs  by  $282  million. 

The  agency  has  a  solid  record  of  achievement.   In  the  last 
10  years  alone,  safety  belt  use  has  increased  by  50  percentage 
points  and  the  proportion  of  alcohol -related  deaths  is  down  by  11 
percentage  points.   NHTSA' s  prograims  are  major  factors  in  efforts 
to  reduce  health  care  costs,  contain  business  costs,  and  reduce 
taxes.   To  make  an  even  greater  contribution  to  reductions  in 
health  care  costs  in  the  future,  the  agency  must  intensify  its 
focus  on  injury  prevention  while  continuing  its  mission  to  save 
1 ives . 

Today,  I  will  summarize  NHTSA' s  FY  1995  budget  request  and 
highlight  some  of  the  recent  accomplishments  and  planned 
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initiatives.   I  will  then  be  pleased  to  answer  your  questions. 

The  Budget  Request 

NHTSA's  FY  1995  budget  request  totals  $277.2  million, 
consisting  of  $125.8  million  for  the  Operations  and  Research 
Program  and  $151.4  million  for  highway  traffic  safety  grants  to 
the  states.   The  FY  1995  request  represents  a  $20.9  million 
decrease  from  the  budget  level  enacted  by  Congress  for  FY  1994. 
This  reduction  reflects  the  conclusion  of  the  Section  153  Safety 
Belt  and  Motorcycle  Helmet  Incentive  Grants  and  the  Section  408 
Alcohol  Safety  Incentive  Grants,  since  their  funding 
authorizations  cease  at  the  end  of  FY  1994.   The  agency  designed 
the  FY  1995  program  and  budget  to  maximize  our  resources  for 
safety  activities  at  the  same  time  we  de-emphasize  or  terminate 
functions  only  marginally  related  to  safety  or  found  to  be 
ineffective. 
Budget  Highlights 

The  $125.8  million  requested  for  the  Operations  and  Research 
Program  will  permit  NHTSA  to  respond  to  critical  national  traffic 
safety  problems  and  requirements.   The  program  for  FY  1995 
includes  the  following  initiatives: 

o    Completion  of  final  rulemaking  actions  mandated  by  the 
Intermodal  Surface  Transportation  Efficiency  Act  of 
1991  (ISTEA) ,  including  air  bags  in  passenger  vehicles, 
side  impact  protection  on  light  trucks  and  vans,  and 
antilock  braking  systems  on  large  trucks, 
o    Progress  toward  achievement  of  the  Secretary's  goals  to 
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reduce  alcohol -related  traffic  deaths  to  43  percent  of 
total  fatalities  and  increase  safety  belt  usage  to  75 
percent  by  1997. 

A  major  program  of  technical  assistance  to  improve 
State  and  local  highway  safety  efforts  for  driver 
impairment,  occupant  protection,  traffic  speed 
enforcement,  emergency  medical  services,  older  and 
young  driver  safety,  measures  to  deter  high-risk  driver 
behavior,  increased  safety  for  motorcyclists, 
pedestrians  and  bicyclists,  and  improved  traffic 
records  systems. 

Program  evaluations  of  vehicle  standard  effectiveness, 
strategic  planning  to  guide  future  agency  programs,  and 
studies  to  better  understand  the  impact  of  crash 
injuries  on  normal  human  functions,  as  well  as  their 
effect  on  the  nation's  economy  and  health  care  costs. 
Expanded  research  in  Intelligent  Vehicle -Highway 
Systems.   NHTSA  will  focus  on  improvements  in  vehicle 
crash  avoidance  and  safety  evaluation  of  mobility 
enhancements.   The  agency  will  work  closely  with 
industry  to  demonstrate  promising  system  designs. 
Management  of  major  crash  information  collection  and 
analysis  systems,  including  the  Fatal  Accident 
Reporting  System  (PARS)  and  the  National  Accident 
Sampling  System  (NASS) .   These  systems  are  crucial  to 
Federal,  State  and  private  sector  efforts  to  improve 


13 


traffic  safety  in  the  U.S. 

New  Car  Assessment  Program  (NCAP)  testing  of  frontal 
crashworthiness  and  side  impact  protection,  with  the 
goal  of  providing  consiomers  with  better  safety 
information  to  help  make  vehicle  purchase  decisions. 
Work  on  rollover  protection,  child  safety  in  side 
impacts,  upgraded  frontal  crash  protection,  and  safety 
of  electric  and  alternatively- fueled  vehicles. 
Vehicle  enforcement  compliance  tests  to  ensure  that  the 
motoring  public  receives  improved  safety  benefits 
offered  by  new  performance  standards  for  frontal  crash 
and  side  impact  protection,  as  well  as  in  other  areas. 
An  active  defects  investigation  program  to  ensure  that 
unsafe  vehicles  are  identified,  recalled  and  corrected. 
This  will  entail  processing  more  defect  complaints, 
conducting  more  vigorous  investigations,  and  operating 
the  Auto  Safety  Hotline  to  satisfy  public  demands  for 
safety  information  (and  in  turn  receive  more 
information  on  potential  vehicle  defects  as  the  primary 
support  to  the  agency's  defect  investigation  activity). 
Continue  crashworthiness  research  to  improve  frontal, 
side  and  rollover  crash  protection,  and  to  continue 
major  biomechanics  studies  of  injury  mechanisms  and 
test  device  development  that  will  support  NHTSA' s 
vehicle  safety  rulemaking  actions. 
Development  of  a  world-class  National  Advanced  Driving 
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simulator  (NADS)  at  the  University  of  Iowa  to  improve 
driver  and  vehicle  crash  avoidance  capabilities. 
The  $151.4  million  in  funding  requested  for  highway  traffic 
safety  grants  will  support  state  and  community  efforts  to  create 
and  implement  innovative  and  effective  highway  safety  programs. 
The  grant  programs  are  tailored  to  the  safety  and  program  needs 
of  each  state,  in  order  to  reduce  deaths  and  injuries  on  our 
highways  nationwide.   NHTSA's  grant  programs  consist  of  the 
following: 

o    Section  402  State  and  Community  Grants  -  $123  million. 
This  grant  program  provides  Federal  leadership, 
encouragement  and  technical  assistance  to  all  states  in 
their  efforts  to  develop  and  implement  the  most 
effective  highway  safety  programs  to  address  national 
safety  priorities  ested^lished  by  Congress. 
o    Section  410  Alcohol -Iir^aired  Driving  Countermeasures 
Grants  -  $25  million.   Section  410  has  been  very 
influential  in  encouraging  states  to  pass  strong 
legislation  to  deal  with  drunk  and  drugged  driving. 
o    National  Driver  Register  -  $3.4  million.   All  50  states 
and  the  District  of  Columbia  are  being  provided 
technical  and  training  assistance  to  support  the 
conversion  of  their  driver  licensing  records  to  the  new 
Problem  Driver  Pointer  System  (POPS) .   NHTSA  expects  to 
have  all  states  operational  in  PDPS  by  ;^ril  1995. 
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strategic  Planning 

NHTSA  is  developing  a  strategic  plan  for  its  future 
direction  that  will  be  completed  in  the  summer  of  1994.   During 
1993,  NHTSA  conducted  a  number  of  outreach  and  information 
gathering  activities,  including  development  of  several  issue 
papers  covering  areas  critical  to  the  future  of  the  agency. 
These  issue  papers  pertain  to  traffic  safety  programs,  the  motor 
vehicle  industry,  data  collection,  medical  services,  vehicle 
characteristics  and  use,  and  energy  and  the  environment.   Now 
that  this  information  gathering  has  been  completed,  NHTSA  is 
positioned  to  set  its  agenda  for  the  next  several  years. 
A  Secretarial  Highway  Safety  Program  Initiative 

NHTSA  requests  $22.3  million  for  the  highway  safety  progreun 
in  order  to  carry  out  the  Alcohol,  Drug  and  State  Programs; 
National  Occupant  Protection  Progrsim;  Enforcement  and  Emergency 
Services;  Highway  Safety  Research;  and  State  Motor  Vehicle 
Services.   This  is  the  agency's  key  program  to  address  various 
facets  of  driver  behavior,  by  far  the  most  frequent  cause  of 
motor  vehicle  crashes.   The  highway  safety  progreun  focuses  on 
technical  assistance  to  iit^jrove  strategies  for  changing  human 
behaviors  that  lead  to  crashes,  injuries  and   fatalities. 

Two  areas,  alcohol  iir^airment  and  failure  to  use  availcQsle 
occupant  restraints,  account  for  a  major  portion  of  losses  each 
year.   Consequently,  Secretary  Peiia  established  two  goals  to 
reach  by  1997:   reduce  the  alcohol -related  portion  of  traffic 
deaths  to  43  percent;  and  increase  belt  use  to  75  percent. 
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Accomplishing  these  goals  will  save  an  additional  2,900  lives  and 
$5.8  billion  in  societal  costs  each  year. 

NHTSA  is  working  with  the  highway  safety  community  and  the 
media  to  develop  a  campaign  to  achieve  the  Secretary's  goals. 
States  have  taken  the  lead  in  campaign  planning  by  setting  the 
alcohol  and  seat  belt  goals  they  hope  to  achieve  by  1997.   This 
campaign,  which  is  slated  to  begin  in  the  first  quarter  of 
FY  1995,  is  designed  to  utilize  NHTSA' s  leadership  to  help 
national,  state,  and  local  highway  safety  advocates  to 
incorporate  three  strategic  features  into  their  program  plans. 
First,  we  want  to  introduce  a  quarterly  schedule  for  program 
material  dissemination  and  emphasis,  one  that  would  move  us 
toward  a  more  coordinated  national  traffic  safety  agenda. 
Second,  we  want  to  make  further  progress  in  helping  states  and 
communities  conduct  highly  publicized  seat  belt  and  impaired 
driving  law  enforcement  efforts.   And  third,  we  want  to  increase 
the  utilization  of  combined  programs  in  which  multiple  programs 
are  pursued  simultaneously,  such  as  media  campaigns  that  address 
the  dangers  of  impaired  driving  and  speeding,  and  enforcement 
efforts  that  focus  on  seat  belt  and  alcohol  violations. 
Alcohol  and  Drugs 

Approximately  $8.3  million  will  be  required  in  FY  1995  to 
fund  two  basic  strategies  to  stop  drunk  and  drugged  driving: 
deterrence  by  means  of  laws,  enforcement,  sanctions  and 
publicity;  and  prevention  by  means  of  information  and  education. 
These  strategies  will  support  the  combined  alcohol -belt  campaign 
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and  help  achieve  the  Secretary's  goals. 

NHTSA's  program  will  assist  states  in  passing  major  laws, 
including  administrative  license  revocation,  .08  BAG  limit  for 
adults,  and  zero  alcohol  tolerance  for  persons  under  age  21. 
Passing  these  laws  help  States  qualify  for  Section  410  impairment 
countermeasures  incentive  grants. 

Emphasis  on  youth  alcohol  safety  will  continue,  including 
completion  of  a  graduated  licensing  demonstration,  support  for 
closure  of  loopholes  in  State  alcohol  sale  and  purchase  laws 
governing  minors,  and  technical  assistance  to  law  enforcement 
officers.   We  will  use  our  public -private  coalition,  the  Network 
of  Employers  for  Traffic  Safety  (NETS)  to  mount  worksite  traffic 
safety  programs  for  youth.   The  agency  will  continue  implementing 
recommendations  of  Traffic  Safety  Summit  II,  including  training 
for  prosecutors  and  judges,  youth  legislation,  and  work  with 
other  Federal  agencies  on  alcohol  treatment  research  and 
education. 

Public  information  and  prevention  of  impairment  will  be 
continued  through  the  Ad  Council,  Drunk  and  Drugged  Driving  (3D) 
Prevention  Month  and  Techniques  for  Effective  Alcohol  Management 
(TEAM) ,  each  a  collaboration  between  public  and  private  sector 
organizations  (a  strategy  that  offers  the  additional  advantage  of 
multiplying  the  impact  of  NHTSA  resources) .    Our  focus  includes 
intervention  with  high  school  and  college  youth,  and  other  high- 
risk  populations. 

Institutionalization  and  regionalization  of  Drug  Evaluation 
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and  Classification  (DEC)  will  be  completed  in  FY  1995.   Technical 
support  will  be  offered  to  states  in  their  final  year  of  effort 
to  reach  self-sufficiency,  and  training  for  prosecutors  and 
judges  in  DEC  sites  will  be  maintained.   A  checkpoint 
demonstration  co  detect  drug  and  alcohol -impaired  drivers  will  be 
completed,  as  will  a  new  research  initiative  to  identify  and 
document  legal  obstacles  to  convictions  for  drug- impaired 
drivers.   Improved  training  for  drug  recognition  experts  will  be 
developed  and  tested,  based  on  research  that  validates  and 
streamlines  DEC  procedures.   Finally,  a  screening  instrument  for 
determining  whether  drug- impaired  drivers  should  be  referred  to 
treatment  will  be  pilot  tested  and  evaluated  during  FY  1995. 
Occupant  Crash  Protection 

The  national  occupant  protection  program  is  proposed  at 
$5.7  million  in  FY  1995.   Funds  will  be  used  primarily  to  provide 
materials  to  support  state  efforts  to  conduct  periodic,  visible 
law  enforcement,  to  increase  public  awareness  of  the  benefits  of 
safety  belt  and  child  seat  use,  and  to  support  upgrading  occupant 
protection  laws.   These  activities  constitute  a  significant 
portion  of  the  combined  alcohol -belt  program. 

Significant  progress  has  already  occurred.   Every  state,  the 
District  of  Columbia  and  Puerto  Rico  have  enacted  child  passenger 
safety  laws,  and  47  states,  D.C.  and  Puerto  Rico  have  safety  belt 
use  laws.   Vigorous  enforcement  by  the  States  has  increased  belt 
usage  from  under  15  percent  in  1983  to  66  percent  in  1993,  and 
child  restraint  use  has  increased  similarly. 
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Programs  for  FY  1995  will  employ  education,  public 
information,  enforcement  training,  and  outreach  to  iit^jrove 
restraint  law  conpliance  and  law  enforcement,  and  also  to  target 
high-risk  groups  with  low  usage  levels.   Whenever  possible,  we 
plan  to  promote  the  combined  focus  on  reducing  alcohol  fatalities 
and  increased  use  of  occupant  protection.   The  agency  intends  to 
develop  programs  to  inform  the  public  on  the  correct  use  of  child 
seats,  particularly  in  combination  with  front  seat  airbags. 
Speed  Enforcement 

The  budget  proposes  $1.2  million  for  technical  assistance  to 
State  and  local  speed  enforcement  programs.   Emphasis  is  in 
several  areas,  including  advanced  enforcement  technologies, 
public  information,  and  demonstration  of  new  approaches  in  speed 
control .   Speed  enforcement  receives  program  emphasis  because 
one-third  of  the  traffic  deaths  in  1992  was  attributed  to  speed- 
related  factors.   Motor  vehicle  crashes  of  all  types  involving 
speed- related  factors  cost  society  an  estimated  $19  billion  each 
year. 

Research  on  speed  problems  will  consist  of  in-depth  crash 
investigations  to  determine  the  degree  to  which  speed  contributes 
to  crash  causation,  and  the  circumstances  under  which  the  risk  of 
a  crash  is  increased  due  to  speeding.   New  strategies  utilizing 
laser  speed  measuring  devices  will  be  continued,  and  research 
will  employ  a  national  driver  survey  to  assess  perceptions  and 
attitudes  about  speed.   The  results  of  this  survey  will  be  used 
to  strengthen  speed  enforcement  programs. 
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Emergency  Medical  Services 

The  agency  is  requesting  $769  thousand  for  the  Emergency 
Medical  Services  (EMS)  program.   This  program  helps  to  reduce  the 
level  of  crash  fatalities  and  injuries,  and  consequently  reduces 
health  care  costs.   NHTSA's  effort  represents  the  major  Federal 
technical  assistance  progrsim  to  help  states  develop  and  enhance 
comprehensive  EMS  systems,  including  trauma  care.   Trauma  systems 
can  reduce  preventable  mortality  by  20-30  percent  and  return  over 
95  percent  of  patients  with  traumatic  injuries  to  normal, 
productive  lives.   NHTSA  will  continue  to  provide  states  with 
technical  assistance  based  on  findings  from  our  statewide  EMS 
program  assessments.   Assistance  will  focus  on  prehospital  data 
collection  to  link  statewide  data  bases  for  evaluations,  and  on 
communications  planning  as  well  as  public  information  and 
education.   Special  emphasis  will  be  given  to  improving  EMS 
delivery  in  rural  areas,  including  to  Native  American 
populations.   As  the  recognized  leader  in  developing  emergency 
medical  technician  training  curricula,  NHTSA  will  continue  to 
update  its  national  EMS  training  materials. 
Motorcycle  Safety 

To  conduct  a  program  that  addresses  proper  operator 
licensing,  helmet  use,  and  methods  to  reduce  rider  alcohol  and 
drug  involvement,  $345  thousand  is  requested.   These  are  crucial 
problems  that  cause  motorcycle  travel  to  be  the  most  hazardous 
form  of  highway  transportation.   NHTSA  will  implement  a  national 
campaign  on  rider  impairment,  and  continue  work  on  improperly 
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licensed  motorcyclists.   We  will  support  state  efforts  to  enact 
helmet  laws,  and  emphasize  activities  to  terminate  use  of  helmets 
that  fail  to  comply  with  the  Federal  safety  standard.   Various 
members  of  the  highway  safety  community  will  be  consulted, 
including  motorcycle  safety  organizations,  motor  vehicle 
agencies,  and  motorcycle  manufacturers  and  dealers. 
Pedestrian  and  Bicycle  Safety 

NHTSA  requests  $594  thousand  for  programs  to  address 
pedestrian  and  bicycle  crashes,  which  kill  nearly  7,000  persons 
each  year.   The  FY  1995  program  includes  the  joint  NHTSA- FHWA 
Walk  Alert  Program,  which  describes  programs  in  a  comprehensive 
guide  intended  to  assist  communities  in  designing  projects  to 
reduce  pedestrian  crashes.  This  guide  will  provide  additional 
technical  assistance  to  help  States  address  older  pedestrian 
problems.   A  new  initiative  will  focus  on  alcohol -impaired 
pedestrians,  an  especially  serious  problem  given  that  over  one- 
third  of  pedestrians  who  are  killed  have  a  .10  BAC  or  higher. 
Younger  and  Older  Drivers 

Younger  and  older  driver  safety  is  of  special  concern  to 
NHTSA,  and  we  will  continue  to  implement  the  research  agenda 
transmitted  to  Congress  in  1993.   The  agency  is  proposing  a  total 
of  $739  thousand  to  conduct  younger  and  older  driver  research. 
A  two-year  study  will  be  concluded  in  FY  1995  that  explores  what 
researchers  in  other  health  fields  have  learned  about  risk-taking 
behaviors  of  yoxing  people,  and  considers  how  to  apply  this 
knowledge  in  the  area  of  traffic  safety.   The  agency  will 
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continue  to  develop  methods  to  increase  belt  use  by  young  people. 
And  we  recently  completed  a  driver  education  agenda  and  action 
plan  that  address  novice  driver  education.  These  projects  help 
provide  the  foundation  for  developing  a  driver- education  program 
described  in  our  report  to  Congress . 

The  agency's  FY  1995  older  driver  program  will  conclude  its 
study  of  the  consequences  of  losing  driving  privileges,  and  the 
role  and  use  of  alternative  forms  of  transportation.   Studies 
will  identify  obstacles  for  physicians,  family  members  and 
friends  when  notifying  driver  licensing  agencies  aJDOut  older 
drivers  who  have  experienced  problems.   The  FY  1995  program  also 
will  implement  earlier  research  results  to  develop  procedures  for 
older  drivers  to  negotiate  intersections  safely,  with  the 
objective  of  permitting  older  drivers  to  perform  safely  in  more 
difficult  driving  situations. 
Traffic  Records 

NHTSA  requests  $1.3  million  to  support  the  ISTEA  requirement 
that  states  establish  Safety  Management  Systems,  and  to  assist 
states  in  improving  their  traffic  records  systems.  In  conjunction 
with  FHWA,  we  will  be  providing  grants  and  assistance  to  states 
on  information  collection. 
Vehicle  Safety  Rulemaking 

Rulemaking  develops  and  issues  Federal  motor  vehicle  safety 
standards  and  consumer  information  requirements  in  order  to 
improve  the  safety  performance  of  motor  vehicles  and  vehicle 
safety- related  equipment. 
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The  FY  1995  budget  proposal  of  $3.7  million  for  the 
rulemaking  progrsim  will  provide  funding  for  Vehicle  Safety 
Standards,  the  New  Car  Assessment  Progreun  (NCAP) ,  the  Fuel 
Economy  Program,  and  several  important  consumer  programs. 

A  major  near- term  goal  of  NHTSA's  rulemaking  program  for  the 
past  several  years  has  been  completion  of  rulemaking  actions  on 
schedule,  as  mandated  by  the  Intermodal  Surface  Transportation 
Efficiency  Act  (ISTEA) . 

In  response  to  ISTEA,  the  agency  published  a  final  rule  in 
September  1993,  requiring  all  passenger  vehicles  to  be  equipped 
with  air  bags,  starting  with  automobiles  in  model  year  1998.   The 
agency  published  proposals  during  1993  to  further  improve  the 
protection  afforded  by  child  booster  seats;  to  require  antilock 
brake  systems  on  heavy  trucks;  and  to  reduce  head  injuries  from 
interior  impacts.   An  advanced  notice  of  proposed  rulemaking  was 
issued  to  consider  the  need  for  additional  brake  performance 
standards,  including  antilock  brakes  for  passenger  cars  and  other 
light  vehicles.   The  agency  also  published  a  rule  in  1993  to 
inqprove  methods  for  securing  wheel  chairs  on  school  buses, 
thereby  increasing  transportation  safety  for  disabled  children. 

We  have  several  significant  non- ISTEA  rulemaking  actions  in 
progress,  including  reinstating  stopping  distance  requirements 
for  heavy  trucks  and  recjuiring  new  truck  trailers  to  have  rear 
impact  guards. 

NHTSA  is  considering  additional  rulemaking  resulting  from 
current  regulatory  activities.   Included  are  steps  to  reduce 
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injuries  in  rollover  crashes,  including  possible  initiation  of 
rulemaking  to  reduce  ejections  through  windows  (using  innovative 
glazing  materials)  and  through  doors  (by  improving  door  latches 
and  locks) ,  and  to  upgrade  the  roof  crush  standard.   Other  areas 
where  rulemaking  is  being  considered  include  further  increasing 
safety  from  fires  that  can  result  in  crashes,  requiring  greater 
seat  back  strength,  and  upgrading  the  child  safety  seat  standard 
by  utilizing  additional  test  dummies  to  evaluate  protection  of 
children  of  different  ages  and  sizes.   NHTSA  also  is  taking  a 
comprehensive  look  at  safety  issues  related  to  the  disabled,  and 
has  undertaken  a  rulemaking  process  to  specify  requirements  for 
wheelchair  lifts  on  buses  and  vans. 

As  a  result  of  increased  use  of  alternatively- fueled 
vehicles,  we  are  determining  whether  these  vehicles  perform 
safely  on  the  road  and  in  crashes.   Public  comment  on  safety 
issues  is  being  solicited  through  published  proposals  addressing 
compressed  natural  gas  and  electric  vehicles,  and  NHTSA  will 
gather  information  on  the  crash  experience  of  selected 
alternative  fuel  fleet  operators  in  order  to  define  areas  for 
possible  rulemaking  actions.   Final  rules  on  compressed  natural 
gas  vehicle  performance  and  fuel  tank  performance  are  expected  in 
FY  1994. 
New  Car  Assessment  Program  (NCAP) 

A  proposed  $2.5  million  NCAP  program  will  support  tests  of 
the  frontal  crashworthiness  of  38  vehicles  and  expand  NCAP 
testing  to  include  side  impact  crashworthiness  testing  of  14 
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MY  1995  automobiles.   More  than  450  vehicles  have  been  tested  for 
frontal  crashworthiness  since  NCAP's  inception  in  1979,  and  test 
results  have  been  provided  to  consumers  through  the  media  and 
NHTSA's  Auto  Safety  Hotline. 

Improvements  are  being  made  to  the  NCAP  results,  in  order  to 
make  them  more  useful  to  the  public  for  vehicle  purchase 
decisions,  as  Congress  directed.   A  series  of  reports  to  Congress 
since  1992  explains  how  the  agency  is  implementing  improvements, 
and  issues  addressed  in  these  reports  include  data  presentation, 
NCAP  promotion  and  predictions  of  real -world  crash  results.   In 
response  to  Congressional  concerns,  the  agency  intends  to  use  the 
Hybrid  III  dummy  exclusively  in  testing  MY  1994  vehicles  for  all 
seating  positions  protected  by  air  bags,  and  to  adopt  Hybrid  III 
as  the  agency's  exclusive  test  device  for  NCAP  starting  with  MY 
1996  vehicles. 
Fuel  Economy 

The  National  Academy  of  Sciences  concluded  in  its  study  of 
the  potential  for  improving  fuel  economy  that  the  Federal 
government  lacks  needed  information  on  technology  to  improve  fuel 
economy,  including  developments  in  the  automotive  industry.   In 
response  to  that,  we  are  requesting  $785  thousand  to  develop  the 
following  information  for  enhancing  NHTSA's  decision-making 
capability  on  the  future  of  the  corporate  average  fuel  economy 
(CAFE)  progrsim:   production  and  financial  information  on 
manufacturer  plants  and  product  lines;   and  information  from 
studies  on  the  most  promising  technologies  to  improve  fuel 
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economy  during  the  next  5-10  years. 
Vehicle  Safety  Enforcement 

To  adequately  fund  the  Vehicle  Safety  Compliance  and  Defects 
Investigation  programs,  NHTSA  requests  $8.4  million.   These 
programs  ensure  that  motorists  enjoy  the  safety  benefits  of 
Federal  vehicle  standards,  and  that  vehicles  and  equipment,  such 
as  child  seats,  with  safety  defects  are  identified,  recalled  and 
corrected.   This  objective  is  accomplished  by  testing  vehicles 
and  equipment  against  performance  requirements  in  the  standards 
and  investigating  potential  safety  defects. 

Almost  11  million  vehicles  were  recalled  in  1993  for  safety 
defects  and  noncompliance  (the  highest  number  of  vehicles  ever 
recalled  in  response  to  NHTSA  investigations) .   The  foundation 
for  NHTSA' s  defect  investigations  program  is  motorist  information 
received  through  the  agency's  Auto  Safety  Hotline.   In  1993,  76 
percent  of  the  defect  investigations  were  based  on  Hotline  calls, 
and  projects  will  be  initiated  in  FY  1994  to  further  increase 
consumer  awareness  of  the  Hotline. 

During  FY  1995,  NHTSA  plans  to  test  passenger  cars  for 
compliance  with  the  new  dynamic  test  requirements  of  Federal 
Standard  No.  214,  side  impact  protection,  which  became  effective 
in  September  1993  for  10  percent  of  the  passenger  car  fleet,  and 
will  be  phased  in  over  the  next  several  model  years.   This 
standard  provides  significant  improvements  in  occupant  safety  in 
side  impact  crashes.   Testing  will  continue  for  the  dynamic 
frontal  crash  protection  requirements  of  Federal  Standard  No. 
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208,  occupeuit  crash  protection,  and  £or  rear  and  side  fuel  system 
crash  testing  requirements  of  Standard  301,  fuel  system 
integrity.   The  agency  will  continue  to  test  all  child  seats  and 
motorcycle  helmets  on  the  market  to  ensure  that  these  products 
are  providing  effective  crash  protection. 
Research  and  Analysis  Progrsim 

The  budget  request  includes  $36.7  million  for  Research  and 
Analysis  in  FY  1995  to  advance  scientific  understanding  of  crash 
injuries,  acquire  and  analyze  crash  and  injury  data,  study 
improvement  of  vehicle  structural  designs,  and  develop  new  safety 
technology. 
Vehicle  Safety  Systems 

The  agency  requests  $6.1  million  for  vehicle  and  component 
development  that  will  permit  the  agency  to  continue  progress 
toward  establishing  a  technical  basis  for  advancing 
crashworthiness  &  formulating  vehicle  crashworthiness  policies 
and  regulations.   The  budget  request  also  supports  development  of 
occupant  protection  technologies.   Frontal,  side,  and  rollover 
crashes  still  account  for  most  of  the  deaths  and  injuries  to 
occupants  of  passenger  vehicles.   In  addition  to  occupant  impacts 
with  vehicle  interior  surfaces  during  crashes  and  ejections 
through  door  and  window  areas,  pedestrian  impacts  contribute 
significantly  to  death  and  injury.   Improvements  in  vehicle 
structure  and  occupant  compartment  design,  combined  with 
improvements  in  restraint  systems,  will  require  biomechanics  of 
injury  measurement,  research  in  test  procedures,  and 
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countermeasure  development  and  evaluation. 

While  continuing  much  of  the  FY  1994  research  devoted  to  the 
agency's  priorities,  the  FY  1995  program  will  continue  the 
development  of  occupant  protection  systems  beyond  the  safety 
capabilities  of  restraints  in  current  use. 

As  a  result  of  the  benefits  of  air  bags  and  improved  side 
impact  protection  in  new  vehicles,  more  people  who  might 
otherwise  die  in  a  crash  are  surviving.   Research  is  planned  to 
further  improve  vehicle  safety  in  order  to  minimize  both  medical 
and  disability  costs  of  people  in  offset  and  car- to- car  crashes 
not  currently  covered  by  crashworthiness  standards. 
Biomechanics 

The  funding  request  for  Biomechanics  totals  $4.5  million, 
for  the  purpose  of  continuing  research  and  development  on  crash 
injury,  one  of  the  cornerstones  of  NHTSA's  safety  initiatives  and 
regulations.   To  improve  safety  performance  of  vehicles  in 
crashes,  the  agency  must  gain  a  better  scientific  understanding 
of  injury  mechanisms  in  crashes  and  human  injury  tolerance 
levels. 

Biomechanics  research  will  continue  efforts  in  four  areas: 
hospital -based  crash  and  outcome  studies  to  relate  crash  factors 
to  injuries;   mechanisms  of  injury  in  vital  body  areas,  such  as 
head,  neck,  torso,  arms  and  legs;   mathematical  work  to  model 
human  reaction  in  crashes  and  predict  both  extent  and  severity  of 
injury;  and  design  of  new  dummy  components  to  accurately  simulate 
humans  in  crashes  and  improve  prediction  of  the  extent  and 
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severity  of  resulting  injuries. 

National  Advanced  Driving  Simulator  (NADS) 

The  NADS  program  is  proposed  at  $2  million  for  FY  1995  to 
support  fabrication,  testing  and  validation  of  the  simulator. 
The  simulator  will  be  an  important  tool  for  furthering  NHTSA's 
understanding  of  human  factors  in  traffic  safety  and  for 
supporting  development  of  IVHS.   In  January  1994,  NHTSA  awarded 
two  contracts  for  the  Phase  I  competitive  design  of  NADS,  and 
following  this  13 -month  period  of  design  competition,  the  agency 
plans  to  select  a  single  contractor  to  proceed  with  building, 
testing  and  installing  the  simulator  at  the  University  of  Iowa. 

The  NADS  program  will  help  maintain  the  U.S.  simulation 
industry's  technological  leadership  in  the  world  and  support  the 
Secretary's  goal  of  advancing  U.S.  transportation  technology  and 
expertise.   When  operational,  it  will  be  the  world's  most 
advanced  driving  simulator. 
Intelligent  Vehicle  Highway  Systems  (IVHS) 

NHTSA's  FY  1995  budget  proposal  for  IVHS  is  $7.3  million,  in 
order  to  continue  the  agency's  program  to  foster  the  development 
and  early  deployment  of  cost-effective,  driver- friendly  collision 
avoidance  products.   IVHS  will  estcQslish  safety  goals  for  crash 
avoidance  technology,  develop  performance  guidelines  for  crash 
avoidance  systems  and  evaluate  their  performance,  and  work  with 
industry  to  demonstrate  and  market  the  most  promising 
applications.  NHTSA's  IVHS  progreun  encon^asses  five  major 
elements : 
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o    Development  and  utilization  of  research  tools  (such  as 

instrumented  vehicles  and  the  NADS  Simulator)  to  acquire 
data  to  improve  our  understanding  of  driver  and  vehicle 
performance. 

o    NHTSA  collision  databases  used  to  quantify  crash  problems  to 
ensure  that  countermeasure  performance  is  implemented  to 
match  real -world  safety  needs. 

o    Assessment  of  collision  avoidance  systems,  in  order  to 
develop  guidelines  for  performance. 

o    In-service  field  evaluation  (cooperatively  with  industry)  of 
safety  impact,  reliability,  maintainability,  failure  and 
cost  of  systems. 

o    Safety  evaluations  of  DOT  mobility  enhancement  technologies, 
to  ensure  that  innovations  do  not  compromise  driver 
capability  and  overall  safety  as  these  technologies  are 
introduced  into  motor  vehicle  safety.   The  agency's  support 
to  the  DOT  Automated  Highway  Systems  prograun  is  an  example. 

A  principal  component  of  NHTSA' s  IVHS  program  is  development  of 

information  on  human  factors  performance  for  the  purpose  of 

matching  technology  to  the  capability  of  drivers. 

The  FHWA  budget  requests  $10  million  to  transfer  to  NHTSA' s 

IVHS  effort,  in  order  to  support  NHTSA  activities  that  are 

crucial  to  the  success  of  FHWA  projects  and  the  automated  highway 

system  project. 

National  Center  for  Statistics  and  Analysis  (NCSA) 

The  Center's  request  of  $16.3  million  is  necessary  to  manage 
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its  highway  and  vehicle  safety  information  systems.   The  data 
systems  are  essential  to  safety  problem  identification,  program 
development  and  effectiveness  evaluation.   These  systems  are  the 
primary  source  of  information  on  motor  vehicle  and  highway  safety 
for  other  DOT  agencies,  especially  FHWA,  and  are  crucial  for 
vehicle  manufacturers,  the  insurance  industry,  state  and  local 
government,  and  the  general  public. 

Agency  databases  have  to  be  updated  and  upgraded  constantly 
in  order  to  keep  up  with  changing  safety  needs.   For  example,  new 
information  is  being  collected  by  the  Fatal  Accident  Reporting 
System  (FARS)  and  the  National  Accident  Sampling  System  (NASS)  to 
support  increased  attention  to  crash  avoidance,  especially  as 
part  of  the  IVHS  program.   NHTSA  is  improving  the  cost 
effectiveness  of  data  systems,  including  a  reconfiguration  of  the 
NASS  vehicle  crashworthiness  system  to  facilitate  more  efficient 
collection  of  crash  data.   Upgrades  in  data  systems  will  include 
information  collected  on  pedestrian  crashes  and  speed- related 
crashes,  for  the  purpose  of  supporting  increased  agency  work  on 
these  issues.   Initial  results  of  the  Crash  Outcome  Data 
Evaluation  System  (CODES)  program  authorized  by  ISTEA  have  been 
promising.   A  successful  linkage  of  crash  records  and  traffic 
records  with  data  on  emergency  medical  response  and  hospital 
treatment  is  vitally  important  to  highway  safety. 
Highway  Traffic  Safety  Grants 

NHTSA  requests  $151.4  million  in  FY  1995  to  provide  grants 
to  help  States  and  communities  strengthen  and  make  their  highway 
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safety  laws  and  programs  more  effective  and  efficient.   This 
includes  a  request  of  $123  million  for  the  Section  402  State  and 
Community  Highway  Safety  Grant  Program.   In  FY  1995,  the  Section 
402  program  will  be  a  major  influence  nationwide  in  meeting  by 
1997  the  Secretary's  goals  to  increase  belt  use  and  reduce  the 
proportion  of  alcohol -related  crash  deaths,  and  to  continue 
reducing  the  traffic  fatality  rate.   These  goals  can  be  achieved 
through  effective  State  laws  and  their  enforcement,  and  public 
information  and  education.   The  402  Program  ensures  that  all 
States  have  resources  to  address  key  highway  safety  problems  that 
occur,  and  that  these  problems  are  attacked  with  the  most 
effective  countermeasures  available  nationwide,  as  developed  and 
tested  in  the  Federal  Section  403  Program.   NHTSA  will  continue 
to  recognize  and  document  outstanding  State  highway  safety 
accomplishments  using  Section  402  grants  through  the 
Administrator's  Highway  Safety  Programs  of  Excellence  awards. 
The  agency  also  will  strengthen  technical  assistance  to  States  by 
producing  a  new  "Traffic  Safety  Digest"  of  important  projects 
supported  by  Section  402  grants. 

Funding  for  the  Section  410  Alcohol -Impaired  Driving 
Countermeasures  Grant  program  is  requested  at  the  fully 
authorized  level  of  $25  million.   Twenty- three  states  and  the 
District  of  Columbia  received  Section  410  grants  in  FY  1993,  and 
approximately  30  states  are  expected  to  qualify  in  FY  1994.   The 
agency  expects  approximately  32  states  to  be  eligible  for  Section 
410  grants  in  FY  1995. 
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Through  the  highway  safety  grant  programs,  Federal  efforts 
and  resources  to  reduce  deaths  and  injuries  on  our  highways  are 
multiplied.   The  influence  of  national  guidance  and  Federal 
grants  provided  through  the  Section  402  program,  plus  the 
incentive  grant  programs,  have  produced  a  significant  leveraging 
effect  within  State  highway  safety  programs.   Public  and  private 
sectors  unite  to  participate  in  the  highway  safety  arena.   The 
cost-benefit  ratio  of  NHTSA's  programs  to  date  clearly  indicates 
that  additional  dollars  in  this  program  will  be  multiplied  many 
times  in  terms  of  the  benefits  realized.   These  programs  are 
major  tools  in  the  effort  to  reduce  health  care  cost  and  increase 
highway  safety. 
National  Driver  Register 

The  FY  1995  request  includes  $3.4  million  for  the  National 
Driver  Register,  to  assist  all  states  and  the  District  of 
Columbia  in  converting  their  driver  license  systems  to  the  new 
Problem  Driver  Pointer  System  (PDPS) .   Eight  states  are  currently 
testing  PDPS,  and  we  expect  all  states  to  be  fully  operational  in 
PDPS  by  April  30,  1995.   The  FY  1995  program  also  will  include  a 
joint  effort  with  FHWA  and  the  American  Association  of  Motor 
Vehicle  Administrators  (AAMVA)  to  determine  how  new  information 
technology  can  be  incorporated  to  provide  seamless  service  to 
Federal,  State  and  private  users  of  the  NDR. 

Mr.  Chairman,  that  concludes  my  statement.   We  will  be 
pleased  to  answer  your  questions. 
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his  appointment  by  President  Clinton  as  the  Deputy  Administrator 
in  February,  1994. 

Established  by  the  Highway  Safety  Act  of  1970,  NHTSA  is 
responsible  for  reducing  deaths,  injuries  and  economic  losses 
resulting  from  motor  vehicle  crashes.   This  is  accomplished  by 
setting  and  enforcing  safety  performance  standards  for  motor 
vehicles  and  items  of  motor  vehicle  equipment,  and  through  grants 
to  state  and  local  government  to  enable  them  to  conduct  effective 
local  highway  safety  programs. 

Before  joining  the  NHTSA,  Mr.  Hart  served  as  a  Member  of  the 
National  Transportation  Safety  Board  (NTSB)  from  1990  to  1993, 
and  as  Deputy  Assistant  General  Counsel  to  the  Department  of 
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Mr.  Hart  is  a  member  of  the  District  of  Columbia  Bar.   He  is 
also  a  member  of  the  Lawyer-Pilots  Bar  Association  and  has  been 
listed  in  "Who's  Who  in  American  Law". 

A  pilot  with  multi-engine  and  instrument  ratings,  Mr.  Hart 
was  listed  in  "Who's  Who  in  Aviation".   He  was  the  recipient  of 
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TRAFFIC  DEATHS  INCREASE 


Mr.  Carr.  Thank  you,  Mr.  Hart. 

Before  starting  the  questions,  do  you  have  any  comments  you 
want  to  make,  Ms.  StoU? 

Ms.  Stoll.  No,  thank  you. 

Mr,  Carr.  Mr.  Wolf,  do  you  have  an  opening  statement  you  want 
to  make? 

Mr.  Wolf.  No,  thank  you. 

Mr.  Carr.  Let's  talk  a  bit  about  the  overall  statistic  of  the  num- 
ber of  traffic  deaths.  It  is  one  that  bothers  me,  not  from  the  stand- 
point necessarily  of  the  tragic  individual  impacts,  but  from  the 
standpoint  that  we  all  seem  to  try  to  drive  to  a  bottom  line.  In 
doing  so,  we  sort  of  sift  and  distill.  Sometimes  we  get  to  the  bottom 
line  number,  the  absolute  number,  and  traffic  deaths  have  gone  up. 

What  I  would  like  to  have  you  do,  if  you  would,  is  pull  back  from 
that  bottom  line  and  help  us  understand  that  number.  At  some 
point,  it  is  measured  against  the  number  of  vehicle  miles  traveled. 
This  winter  we  learned  that,  just  as  in  aviation,  if  you  have  a  real- 
ly harsh  winter  with  a  lot  of  freeze,  thaw,  sleet,  freezing  rain,  more 
accidents  occur,  and  maybe  some  related  fatalities. 

I  don't  know  to  what  extent  you  compute  weather  into  these  for- 
mulas. I  am  just  trying  to  ask  you  how  alarmed  should  we  be  in 
relative  terms  that  we  have  had  a  slight  uptick  in  the  absolute 
number  of  traffic  fatalities. 

Does  it  suggest  that  somehow  or  other  some  finely  knit  thing  we 
have  tried  to  put  together  is  starting  to  unravel  or,  like  so  many 
statistical  indicators,  this  c-ne  is  fairly  easily  explained  away  and 
maybe  next  year  we  can  expect  things  to  be  on  the  right  track? 

Can  you  expand  on  that  for  us? 

Mr.  Hart.  I  would  be  happy  to,  Mr.  Chairman. 

We  are  obviously  not  pleased  that  the  number  moved  up  either. 
The  increase  in  fatalities  was  about  1.6  percent  over  1992.  How- 
ever, we  also  noted  an  increase  of  2.2  percent  in  vehicle  miles  trav- 
eled, and  that  is  why  the  rate  went  down,  because  the  vehicle  miles 
traveled  increased  at  a  greater  rate  than  the  number  of  fatalities. 

So  that  is  why  I  indicated  that  the  rate,  the  fatality  rate  for  vehi- 
cle miles  traveled  was  on  a  continuing  decline.  Obviously,  we  are 
pleased  with  that,  but  we  are  nonetheless  not  pleased  that  the  total 
number  went  up  and  we  would  like  to  see  the  numbers  go  down 
yet  further.  That  is  what  we  are  all  about,  to  try  to  do  that  in  every 
way  we  can. 

Mr.  Bischoff  may  want  to  add  to  that. 

Mr.  Bischoff.  I  think  it  is  a  very  complex  relationship  between 
fatalities  driven  by  a  number  of  factors,  but  I  think  there  are  three 
principal  factors:  The  state  of  the  economy,  the  level  of  safety, 
which  can  be  safety  of  roads,  the  safety  of  vehicles,  and  the  safety 
of  our  drivers,  and  demographics. 

Currently,  demographics  are  pushing  us  to  higher  fatalities.  We 
have  more  roads,  more  drivers  and  more  vehicle  miles  of  travel. 
But  the  level  of  safety  has  been  constantly  improving  so  that  the 
number  of  fatalities  goes  through  a  downward  cycle  and,  fortu- 
nately, each  high  has  been  lower  than  the  preceding  high,  so  we 
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are,  our  overall  assessment  of  the  trend  is  that  the  level  of  safety 
is  overpowering  demographics. 

What  is  happening  is  the  economy  improved  this  past  year,  and 
we  have  seen  every  time  the  economy  improves,  fatalities  go  up. 
And  what  happens  is  people  start  driving  more  and  they  start  driv- 
ing particularly  at  times  that  are  more  dangerous,  like  evenings 
and  weekends.  So  looking  at  the  fatality  chart,  I  guess  we  would 
have  expected  that  fatalities  would  have  turned  up  because  of  the 
turnup  in  the  economy. 

But  what  we  are  pleased  about  is  what  Mr.  Hart  has  said,  that 
we  are  still  enjoying  an  overall  downward  trend  in  the  fatality  rate 
that  has  been  going  down  now  for  30  years  and  I  think  that  is 
what  is  most  important. 

economy's  effect  on  safety 

Mr.  Carr.  You  mentioned  the  economy.  Of  course  in  Michigan, 
we  are  very  sensitive  to  the  impact  of  the  national  economy  on  our 
State's  economy  and  emplojrtnent.  One  of  the  mitigating  factors 
ought  to  be  that  as  the  economy  improves,  incomes  improve. 

I  heard  the  President  yesterday  at  the  Fox  Theater  in  Detroit 
complain  that  while  we  are  creating  new  jobs,  we  are  not  raising 
income  levels  very  dramatically.  Income  growth  has  been  fairly 
stagnant.  While  we  are  creating  lots  of  new  jobs — over  a  million 
new  jobs  in  the  last  13,  14  months — we  still  have  seen  an  8.3  per- 
cent reduction  in  manufacturing  jobs. 

The  question  is  to  what  extent  are  we  turning  over  the  fleet  of 
automobiles  that  we  have?  Obviously,  the  automobile  that  is  manu- 
factured today  is  safer  than  the  one  that  someone  might  be  driving 
that  is  10  years  old.  Is  there  anything  in  the  statistics  on  fatalities 
that  tells  us  that  there  has  been  a  slowdown  in  the  turnover  of 
automobiles  so  that  people  are  hanging  on  to  older  cars  and  that 
these  older  cars  are  more  involved  in  accidents  than  the  newer 
cars? 

Mr.  Hart.  I  will  have  to  defer  to  Mr.  Bischoff.  I  am  not  familiar 
with  whether  our  statistics  are  detailed  enough  to  go  into  age  of 
autos  and  whether,  for  example,  we  have  looked  at  whether  the  in- 
crease in  lease  financing  has  increased  the  turnover  even  in  times 
of  a  difficult  economy.  I  am  not  sure  our  statistics  are  that  finely 
honed. 

Mr.  Bischoff  or  maybe  Mr.  Parker. 

Mr.  Parker.  Yes.  I  would  like  to  address  a  couple  of  the  factors 
you  raised.  The  level  of  economic  activity,  the  harsher  winters,  the 
turnover  of  the  fleet,  all  those  I  think  are  hypotheses  of  what  might 
be  influencing  the  total  number  of  fatalities. 

The  agency  started  a  couple  of  years  ago  modeling  efforts  to  look 
at  all  those  factors  so  you  can  account  for  them  and  get  an  under- 
standing of  what  the  effects  are  on  the  overall  fatality  numbers. 
That  work  is  not  completed  yet.  We  plan  to  continue  it  and,  hope- 
fully, before  we  are  too  far  in  the  distant  future,  we  can  answer 
these  questions  better  for  you. 

I  think  all  those  are  somewhat  important  factors.  Harsh  winters, 
though,  seem  to  go  the  other  way.  You  may  have  more  accidents — 
you  probably  have  less  driving  but  more  accidents  per  driving,  but 
fatalities  may  go  down  in  a  situation  like  that  because  you  do  not 
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have  the  high  speed  driving,  et  cetera.  As  I  say,  we  are  engaged 
in  analjrtical  efforts  to  try  to  understand  all  the  components  that 
go  into  that  fatality  number. 

NATIONAL  ACCIDENT  DATABASE 

Mr.  Carr.  One  of  the  things  this  Committee  has  been  about  in 
the  last  year  is  trying  to  get  our  arms  around  some  solid  research 
so  that  we  can  base  investment  decisions  on  economics  rather  than 
politics.  We  have  asked  the  Federal  Highway  Administration  to 
speed  its  work  with  the  HPMS  system,  whereby  segments  of  the 
national  highway  system  are  mapped  into  a  database  that  is  ma- 
nipulated to  determine  the  condition  of  roads  and  where  we  ought 
to  put  our  infrastructure  investment. 

I  was  wondering  if  we  should  not  also  begin  a  program  where 
there  is  some  detailed  accident  reporting  that  is  of  a  common  for- 
mat such  that  we  can  build  a  national  database  which  would  in- 
clude make,  model,  age,  overedl  maintenance  level,  weather,  and  a 
number  of  items  you  folks  could  think  about  that  I  could  not,  so 
that  we  could  be  dealing  from  a  real  empirical  database  that  can 
be  useful. 

Mr.  Parker.  I  think,  Mr.  Chairman,  that  would  be  useful  and  we 
have  been  working  on  that  for  several  years.  One  is  the  critical 
automated  data  reporting  elements  that  we  have  talked  about,  I 
think,  a  couple  of  years  here.  The  difficulty  with  that  is  that  you 
are  dealing  with  the  States  in  kind  of  a  voluntary  program. 

We  pay  for  some  data  collection  activities — FARS  and  NASS,  for 
example.  We  do  collect  I  believe  from  26  States  their  accident  files, 
and  I  think  we  have  seen  over  the  years  an  improvement  in  what 
they  are  reporting.  And  we  have  these  major  activities  to  promote 
cadre,  so  that  the  States  have  what  we  think  are  the  core,  critical 
accident  reporting  elements,  which  would  include  weather,  and 
make,  model  of  vehicle,  et  cetera.  And  I  think  you  are  going  to  see 
improvements  in  that  regard  in  the  future. 

The  hangup,  as  I  said  earlier,  is  we  do  not  pay  for  that  so  it  is 
a  kind  of  jawboning  and  arm  twisting,  but  the  main  component  of 
that  is  to  convince  the  States  that  the  data  is  very  useful  for  them 
in  designing  their  own  highway  safety  programs.  So  we  have  also 
embarked  upon  a  program  to  help  the  States  with  analysis  of  their 
data  to  convince  them  this  data  is  important  to  them. 

I  think  those  things  together,  a  sort  of  arm  twisting  plus  convinc- 
ing the  States  that  the  data  is  important  to  identifying  their  prob- 
lems and  priorities  will  eventually  get  us  to  the  point  that  the  state 
data  will  be  in  very,  very  good  shape. 

Ms.  Derby.  May  I  add  a  bit  to  that? 

This  year  we  had  an  initiative  to  work  with  the  States  to  have 
them  plan  for  how  they  could  improve  their  data  collection  activi- 
ties, and  we  intend  to  fund,  up  to  25  States  in  small  grants.  We 
are  working  with  FHWA  on  this  effort  to  help  States  adopt  CADRE 
and  to  see  what  has  to  be  done  to  accomplish  that.  There  is  some 
national  governor  elements  that  motor  carriers  want,  and  working 
with  the  States,  hope  to  advance  the  state-of-the-art  there  so  that 
the  data  will  be  available  to  everybody. 

Mr.  Hart.  I  would  add  in  a  very  generic  fashion  that  to  the  ex- 
tent health  care  is  receiving  a  lot  more  prominence  and  attention, 
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we  are  in  the  business  of  prevention  of  fatalities  and  injuries,  and 
that  gives  us  a  prominent  role  in  the  whole  health  care  arena.  That 
environment  I  think  will  help  us  do  a  lot  of  the  programs  that  we 
are  trying  to  do  better,  such  as  enhancing  the  completeness  of  the 
States'  databases  that  we  get. 

AUTOMATED  CRASH  DATA  COLLECTION 

Mr.  Carr.  Well,  it  probably  is  not  the  charter  of  your  agency,  but 
perhaps  the  Secretary  could  take  an  initiative  here.  Last  year  we 
had  a  very  interesting  discussion  stimulated  by  my  good  friend  and 
colleague,  a  member  of  this  Committee,  Mr.  Price,  and  some  devel- 
opments that  they  were  trying  to  advance  in  the  state  of  North 
Carolina  that  would  equip  the  state  police  with  certain  devices  that 
would  locate  traffic  accidents  more  precisely,  even  using  GPS  tech- 
nology, et  cetera. 

I  can't  help  but  being  impressed  by  what  small  package  delivery 
has  become  in  this  country.  Now,  why  did  I  suddenly  go  off  on  that 
tangent?  I  see  people  from  UPS  and  Federal  Express — and  I  am 
probably  omitting  a  few  other  good  package  deliveries  for  the 
record,  but  this  is  not  an  endorsement.  Every  truck  is  equipped 
with  an  electronic  clipboard  that  has  software  loaded  into  it.  When 
they  make  their  rounds  they  are  using  electronic  pen-type  devices 
to  make  checkmarks  and  write  things  with  a  signature  recognition, 
like  an  Apple  Newton  or  something  like  that.  Of  course,  all  this  in- 
formation gets  transmitted  through  satellites  back  to  a  central 
place  where  it  is  all  collected  and  sifted  into  some  meaningful  data 
exchange. 

It  would  seem  to  me  that  one  thing  we  could  do  on  the  informa- 
tion highway  is  to  have  a  program  out  of  the  DOT  which  would 
seek  as  its  goal  that  every  squad  car  in  America — police,  state, 
county — would  have  an  electronic  clipboard  where  when  the  matter 
turned  to  highway  safety — a  fatality,  an  accident,  or  something  like 
that — there  would  be  a  form  through  which  the  data  could  be 
transmitted.  Perhaps,  two-thirds  of  the  format  would  be  deter- 
mined by  the  federal  government,  and  one-third  determined  by 
local  units  of  government  so  that  they  have  flexibility  to  make  ad- 
ditions or  changes  that  are  meaningful  to  them. 

The  federal  government  could,  with  a  matching  program,  supply 
the  money  to  equip  these  squad  cars  and,  through  modem  data 
communications,  you  could  determine  how  many  accidents  occurred 
in  America  on  a  daily  basis.  Was  there  something  that  was  weather 
correlated? 

Perhaps  you  find  out  that  a  number  of  accidents  occurred  last 
week  somewhere  in  America  with  a  suspicious  commonality  to  a 
particular  make,  model,  or  vintage  of  automobile.  This  information 
would  alert  people  to  something  that  was  occurring  with  a  particu- 
lar vehicle  that  we  should  look  at,  a  kind  of  an  early  warning  sys- 
tem. 

In  any  event,  it  seems  to  me  that  you  could  think  of  dozens  and 
dozens  and  dozens  of  uses  for  the  entire  Department.  FHWA  could 
make  use  of  this.  We  all  think  we  know  where  the  safety  problems 
are,  but  I  think  it  is  probably  months  if  not  years  before  we  can 
accurately  correlate  accident  data  with  physical  locations  on  high- 
ways where  there  may  be  design  problem. 
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It  would  be  expensive.  The  cost  would  have  to  be  shared.  But  it 
seems  to  me  if  small  package  delivery  companies  in  America  can 
figure  out  a  way  to  have  this  technology  seep  into  every  nook  and 
cranny  of  American  society,  why  shouldn't  law  enforcement,  acci- 
dent investigators  and  all  the  like  have  this  technology?  Couldn't 
we  get  the  Secretary  interested  in  a  new  initiative  that  would  help 
us  all  out? 

And  it  seems  to  me  that  the  NTSB  and  NHTSA  would  be  among 
the  many  users.  There  would  be  other  users.  I  don't  think  the  bur- 
den ought  to  be  on  NHTSA  to  push  forward  on  this.  I  think  such 
an  activity  is  much  broader  than  that. 

Mr.  Hart.  I  think  those  are  very  interesting,  and  I  am  going  to 
ask  Mike  Brownlee  to  go  into  more  detail  to  indicate  some  of  the 
things  we  are  doing,  but  I  will  note  we  are  also  interested  in  better 
data  links  with  various  sectors  over  society.  We  do  not  get  data 
into  our  systems  enough  from  the  hospitals  so  we  can  correlate  in- 
juries with  make,  model  of  cars,  for  example. 

So  there  are  a  lot  of  things  we  can  do  by  getting  information 
from  once  a  person  goes  into  the  hospital  door  our  information  flow 
essentially  stops.  And  there  are  a  lot  of  things  we  can  do  to  im- 
prove what  we  do  by  getting  more  of  that  information  and  a  lot  of 
that  we  could  obtain  on  a  quicker  basis  too,  but  I  will  ask  Mr. 
Brownlee  to  amplify. 

Mr.  Brownlee.  The  entire  area  of  traffic  records  and  its  effect 
on  auto  safety,  both  from  a  national  and  state  perspective,  is  very 
high  on  our  list  of  priorities  for  the  future.  Several  projects  are 
going  on  that  bear  directly  on  the  observation  you  made  about  tech- 
nology, one  of  which  is  use  of  electronic  clipboards.  There  are  a 
number  of  options  that  are  currently  in  the  field  that  are  being 
used  by  police  to  record  data  and  download  it  into  a  computer  sys- 
tem at  the  end  of  the  day. 

We  are  working  to  evaluate  this  type  of  technology  to  determine 
potential  applications  and  associated  costs  and  benefits  for  police 
agencies.  Another  technological  innovation.  Global  Positioning  Sys- 
tems are  used  in  a  number  of  ways,  not  only  to  locate  accidents  on 
the  highway  for  problem  I.D.  purposes  but  there  are  also  potential 
applications  for  pin  pointing  accident  locations  for  EMS  response 
and  police  response  and  those  sorts  of  things  as  well  as  intelligent 
vehicle  applications  that  my  colleague,  Greorge  Parker,  has  some  in- 
terest in. 

One  of  the  principal  keys  we  find  in  data  in  the  States  is  the 
ability  to  get  usable,  accessible,  and  manageable  data  through  com- 
puterized systems  in  a  timely  fashion.  And  while  technological  ad- 
vances can  help  that  to  a  large  degree,  one  of  the  principal  issues 
is:  How  do  you  get  that  today  in  a  central  place  usable  by  all  par- 
ties? 

Mr.  Parker.  Electronic  clipboards  can  be  helpful  to  that  because 
you  can  do  an  end-of-the-day  readout  and  develop  the  database  as 
you  go  along.  The  States  are  usually  a  year  or  two  behind  in  their 
databases,  so  when  we  are  trying  to  look  at  current  model  issues, 
the  databases  from  the  States  are  usually  a  couple  of  years  old  and 
are  not  all  that  useful  for  that. 

I  will  mention  one  other  program — CODES — which  is  the  Crash 
Outcome  Data  Evaluation  System.  And  that  was  initiated  based  on 
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$5  million  we  got  from  Congress  as  part  of  ISTEA.  That  is  a  project 
to  link  police  accident  reports,  EMS  reports,  and  hospital  reports, 
electronic  databases,  based  on  those.  And  there  are  seven  States 
that  have  grants  from  us  to  do  that. 

And  I  think  there  has  developed  within  both  the  accident  com- 
munity, within  the  States,  and  within  the  health  community  a  real 
ground  swell  of  interest  and  we  hope  that  we  can  promote  that  into 
other  States  too. 

NISSAN  MINIVAN  RECALL 

Mr.  Carr.  Well,  I  could  talk  about  all  that  stuff  forever,  but  I 
don't  want  to  use  all  the  time.  Mr.  Wolf,  do  you  have  any  ques- 
tions? 

Mr.  Wolf.  Thank  you,  Mr.  Chairman.  Welcome  to  the  Commit- 
tee, and  just  for  the  record,  let  me  just  stipulate  again  my  concern 
that  the  Assistant  Secretary  is  here.  We  will  resolve  that  issue  at 
another  time,  but  I  reiterate  my  concern  about  your  attendance  at 
these  hearings. 

I  have  a  lot  of  questions  and  I  will  try  to  move  through  them 
fairly  quickly  and  maybe  some  can  be  answered  briefly  with  more 
information  for  the  record. 

Last  year  when  NHTSA  testified,  I  asked  the  question  about  Nis- 
san Motor  Corporation.  The  company  has  annouced  a  buy-back  of 
all  33,000  of  the  C-22  minivans  sold  in  the  U.S.  NHTSA  was  peti- 
tioned last  year  to  order  the  buy-back  but  denied  the  petition  after 
Nissan  agreed  to  conduct  the  fourth  recall. 

How  do  you  answer  the  critics  that  say  the  buy-back  is  too  little, 
too  late,  and  that  you  should  have  forced  the  company's  hand  long 
ago? 

Mr.  Hart.  I  am  going  to  provide  a  general  statement  and  then 
let  Mr.  Boehly  fill  in  the  details  because  most  of  that  predates  me. 

We,  as  an  agency,  are  very  interested  in  vigorously  enforcing  our 
compliance  standards  and  are  vigorously  enforcing  defects,  so  we 
obviously  looked  at  that  closely.  That  buy-back  was  basically  un- 
precedented in  the  Agency's  history.  That  is  not  to  say  that  is  why 
we  were  reluctant  to  do  it. 

The  reason  we  did  what  we  did  is  that  it  appeared  each  time 
that  the  remedy  that  was  proposed  would  be  adequate  and,  basi- 
cally, we  are  trying  to  do  what  we  can  to  protect  the  public  safety 
with  adequate  remedies.  That  is  what  in  a  generic  sense  that  oc- 
curred in  that  case.  But  I  will  ask  Mr.  Boehly  to  fill  in  the  details. 

Mr.  Boehly.  Mr.  Wolf,  you  may  recall  last  year  when  we  chatted 
about  the  Nissan  van  matter  we  indicated  that  we  had  been  peti- 
tioned by  an  outside  organization  to  pursue  the  buy-back.  We  de- 
nied that  petition  and  instead  went  with  the  fourth  recall  from  Nis- 
san. The  question  is:  Why  did  we  do  that? 

Our  principal  concern  is  for  the  safety  of  the  American  public. 
The  isssue  here  is  to  make  sure  that,  if  there  is  any  problem,  it 
gets  remedied  quickly  and  expeditiously.  A  buy-back  can  take  some 
time.  People  may  opt  out  of  a  buy-back.  Our  concern  was  to  make 
sure  that  vehicles  were  repaired.  There  was  some  concern,  obvi- 
ously, because  it  would  be  the  fourth  recall  and  concern  that  Nis- 
san was  going  to  do  a  comprehensive  and  thorough  job. 
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We  met  with  them,  looked  at  the  recall  they  were  proposing  at 
that  time.  We  looked  at  test  data  on  the  remedy  and  we  were  con- 
vinced it  would  address  the  under-hood  fire  problem  associated 
with  excessive  engine  overheating.  And,  therefore,  because  our 
principal  goal  again  was  to  protect  the  safety  of  the  public,  we  al- 
lowed Nissan  to  proceed  with  the  fourth  recall  and  denied  the  peti- 
tion to  go  along  with  a  buy-back. 

Subsequent  to  that,  we  continued  to  monitor  the  process  of  that 
recall.  We  initiated  a  program,  in  which  we  sent  out  letters  to  all 
owners,  about  33,000  owners  of  those  Nissan  vans,  to  ask  them  the 
experience  they  were  having;  were  there  any  fires  that  were  occur- 
ring, were  there  any  problems  they  were  having  subsequent  to  the 
recall.  We  inspected  some  of  those  cars  in  the  real  world  to  see  how 
the  recall  work  had  been  done. 

Along  about  December,  we  started  getting  some  reports  there 
were  fires  not  associated  with  the  remedy,  but  the  way  the  remedy 
or  recall  work  had  been  instituted  by  the  dealerships  into  the  vehi- 
cles themselves.  We  again  met  with  Nissan,  made  it  clear  to  them 
we  would  not  allow  a  fifth  recall  but  something  had  to  be  done  to 
address  this  problem. 

They  came  in  and  proposed  a  buy-back  option  for  owners  should 
they  choose  to  accept  it,  leaving  that  open  for  120  days,  and  if  peo- 
ple chose  to  opt  out  of  the  buy-back,  they  could  then  get  additional 
inspection  work  of  the  vehicle  done  to  make  sure  the  recall  work 
had  been  done  properly.  So  consumers  will  have  an  option  now. 
They  can  bring  the  vehicle  in,  get  some  cash  for  it-retail  value  for 
the  vehicle-or  they  can  have  it  yet  again  looked  at  to  make  sure 
the  recall  work  was  done  properly. 

An  important  issue  we  looked  at  was  the  value  of  the  van.  For 
example,  the  value  of  those  vans  over  what  would  have  been  ex- 
pected, or  what  would  have  been  expected,  if  it  had  not  had  this 
problem.  And  we  looked  at  peer  vehicles,  Mitsubishi  and  Toyota 
vans,  to  look  at  what  the  manufacturer  suggested  retail  price  of 
those  vehicles  had  been  in  comparison  to  the  Nissan  van,  and  we 
found  the  Nissan  van  value  was  within  the  range,  and  sometimes 
greater  than  the  range  of  the  peer  vehicles. 

So  there  was  no  data  to  suggest  that  the  buy-back  allowance — 
that  is  the  retail  value  that  Nissan  was  proposing — was  lower  than 
what  would  be  expected  for  the  vehicle  at  that  time. 

So,  as  the  case  stands  right  now,  Nissan  will  offer  this  buy-back 
to  interested  parties.  They  can  opt  into  it  and  have  their  vehicle 
bought  or  they  can  bring  it  in  for  an  inspection  to  make  sure  all 
the  fourth  recall  work  was  done  properly.  We  continue  to  believe 
the  fourth  recall  work  will  address  the  problem  and  it  will  solve  the 
under-the-hood  fire  problem.  But  there  are  concerns  about  the  way 
the  dealers  perform  this  work,  and  Nissan  has  a  comprehensive 
program  to  ensure  that  will  take  place. 

FORMER  NHTSA-DOT  ATTORNEYS 

Mr.  Wolf.  In  the  testimony  last  year,  it  was  revealed  that  Nis- 
san's legal  counsel  was  the  former  chief  counsel  of  NHTSA,  and  she 
departed,  I  understand,  in  1989. 

Mr.  BOEHLY.  I  think  that  is  correct. 
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Mr.  Wolf.  I  have  been  concerned  about  people  who  leave  Con- 
gress and  leave  the  Administration  and  go  out  to  represent  these 
companies,  particularly  foreign  companies.  And  I  had  asked 
NHTSA  to  provide  for  the  record  a  history  of  any  lawyers  rep- 
resenting Japanese  car  manufacturers  who  were  formerly  with 
DOT.  We  have  received  nothing  from  NHTSA  on  that.  It  was  on 
page — I  don't  have  the  exact  page  here,  but  in  the  record  I  will  be 
glad  to  show  it  to  you. 

It  was  on  page  140  that  we  asked  NHTSA  for  that. 

Mr.  Hart.  We  would  be  happy  to  provide  that  information. 

[The  information  follows:] 

NHTSA  knows  of  three  former  employees  in  the  agency's  Office  of  Chief  Counsel 
who,  after  termininating  their  employment  at  NHTSA,  have  subsequently  rep- 
resented Japanese  motor  vehicle  manufacturers:  Paul  Jackson  Rice,  former  Chief 
Counsel  (1990-1993);  Erika  Z.  Jones,  former  Chief  Counsel  (1985-1989);  and  Roger 
Fairchild,  former  rulemaking  staff"  attorney. 

HIGH  RISK  DRIVERS  ACT 

Mr.  Wolf.  On  the  High  Risk  Drivers  Act,  let  me,  first,  give  the 
credit  to  Senator  Danforth.  He  authored  the  bill  and  I  was  pleased 
to  introduce  it  in  the  House.  We  will  hold  hearings  on  next  Thurs- 
day, the  24th. 

In  testimony  submitted  for  the  record  last  year,  NHTSA  indi- 
cated it  was  in  the  process  of  developing  its  views  on  the  legislation 
which  would  provide  for  a  new  traffic  safety  incentive  grant  pro- 
gram. 

Can  you  share  with  the  Committee,  since  a  year  has  gone  by, 
what  your  views  are  with  regard  to  the  High  Risk  Driver's  Act 
which  passed  the  Senate,  by  voice  vote. 

Mr.  Hart.  Yes,  I  believe  we  submitted  a  position  statement  on 
that.  I  will  ask  Mr.  Brownlee  to  provide  the  detail. 

Mr.  Brownlee.  Yes,  sir.  The  fundamental  principles  of  the  High 
Risk  Drivers  Act,  and  that  is  dealing  with  provisional  graduated  li- 
censing for  young  people,  the  older  driver  parts  of  it,  the  record 
parts  of  the  High  Risk  Drivers  Act,  are  all  programs  we  support 
and  have  actively  been  involved  in  for  some  time. 

The  key  to  the  Act  is  Title  I,  which  is  the  provisional  licensing 
jart  of  it.  The  incentive  program  that  is  created  in  order  to  stimu- 
ate  these  kinds  of  programs  within  a  state,  we  have  some  prob- 
ems  with.  And  those  problems  essentially  are  through  the  grant 
system  that  currently  exists  within  the  States  for  highway  safety 
purposes.  There  are  a  lot  of  opportunities  for  the  States  to  manage 
their  own  programs. 

One  of  our  concerns  was  that  the  grant  program  that  is  author- 
ized there  would  compete  with  some  of  these  other  demands  within 
the  States  for  highway  safety  program  funding. 

There  are  some  other  parts  of  it  specifically  that  we  might  take 
issue  with,  dealing  with  some  of  the  programs  not  directly  related 
to  provisional  licensing  in  Title  I.  But,  the  fundamental  problem  we 
have  is  establishing  a  new  incentive  program  that  might  compete 
with  other  funding  programs  that  are  available  to  the  States. 

Mr.  Wolf.  Have  you  sent  those  comments  up  to  the  committee? 

Mr.  Brownlee.  Yes,  those  views  were  submitted  to  the  commit- 
tee. 

Mr.  Wolf.  To  the  Public  Works  Committee? 
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Mr.  Brownlee.  Yes. 

Mr.  Hart.  In  a  more  generic  fashion,  as  we  improve  seat  belt  use 
and  as  we  reduce  alcohol-involved  fatalities,  we  are  getting  more 
to  the  harder  core  of  the  non-users  of  belts  and  of  the  drinkers,  and 
that  has  necessitated  focusing  on  certain  groups  to  try  to  improve 
the  statistics.  Two  of  the  groups  we  are  focusing  on  are  two  of  the 
groups  in  that  Act,  the  young  and  old  drivers.  So  we  are  very  inter- 
ested in  targeting  our  focus  more  sharply  towards  those  groups  as 
we  get  to  the  more  difficult  cases. 

Mr.  Wolf.  Just  to  help  me  a  little  bit,  then,  what  is  NHTSA's 
position  on  the  bill?  Are  you  in  support  of  the  bill  with  changes  or 
are  you  opposed  to  the  bill. 

Mr.  Hart.  I  think  the  comments  that  Mr.  Brownlee  referred  to 
are  that  we  are  in  support  of  the  concept  of  the  bill,  but  we  would 
like  to  sharpen  some  of  the  specifics  of  it  in  order  to  avoid  some 
of  the  problems  he  mentioned. 

Mr.  Wolf.  Okay.  What  about  the  administrative  license  revoca- 
tion. That  just  passed  in  the  State  of  Virginia.  Some  of  the  groups 
are  asking  us  to  put  something  in  the  bill  with  regard  to  that. 
What  is  your  feeling  about  that? 

Mr.  Hart.  Administrative  license  revocation  is  something  we 
support  strongly  as  well.  That  is  one  of  the  seven  qualifying  factors 
in  our  Section  410  legislation,  and  we  have  testified  in  States 
around  the  country  on  that  concept. 

Again,  I  will  ask  Mr.  Brownlee 

Mr.  Wolf.  So  you  would  favor  putting  that  in  the  bill? 

Mr.  Brownlee.  Administrative  license  revocation  as  a  part  of  a 
provisional  system  for  dealing  with  underage  drivers  would  be  an 
absolute  must  to  be  included  with  any  form  of  provisional  licensing 
that  might  go  on  within  a  State.  Again,  we  support  provisional  li- 
censing. 

underage  alcohol  model  law 

Mr.  Wolf.  Last  year,  you  testified  that  a  model  law  of  the  States 
to  combat  underage  alcohol  sales  would  include  several  prohibi- 
tions, including  prohibitions  against  the  seller  and  against  posses- 
sion. 

NHTSA  also  promised  to  develop  guidance  for  a  model  law  and 
provide  distribution  to  the  States.  Has  that  been  done? 

Mr.  Brownlee.  Yes,  it  has.  We  have  worked  with  the  Commis- 
sion on  model  state  laws  to  develop  a  model  law  that  would  encom- 
pass all  those  features  in  an  underage  program. 

Mr.  Wolf.  Could  we  get  a  copy? 

Mr.  Brownlee.  Certainly. 

Mr.  Wolf.  Was  that  sent  out 

Mr.  Brownlee.  It  is  sent  out  through  the  normal  devices  for  dis- 
tribution by  the  Commission.  It  is  made  available  routinely  to  all 
the  States,  State  legislators  and  others  interested  in  those  laws. 

[The  information  follows:] 
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Model  Underage  Alcohol  Consumption 

Reduction  Act 

Policy  Statement 


Despite  the  legal  drinking  age  of  21,  vast  numbers  of  youths  under  the  age  of  21  consume  alcohol. 
Distressingly,  the  number  of  them  engaging  in  abusive  alcohol  cor\sumption  patterns  remains  high: 
nearly  one-third  of  high  school  seniors  experience  a  "binge"  of  five  or  more  drinks  in  a  row  v^thin 
the  previous  two  weeks.  For  college  students  under  the  age  of  21,  the  numbers  approach  50  per- 
cent. These  drinking  patterns  can  lead  to  harmful  and  sometimes  deadly  consequences.  For  exam- 
ple, approximately  30  percent  of  teenage  drivers  killed  in  1991  tested  positive  for  alcohol. 

Studies  indicate  that  the  later  the  onset  of  alcohol  consumption,  the  less  likely  an  individual  is  to 
develop  problems  with  alcohol  abuse.  However,  the  average  age  at  which  young  people  in  this 
country  begin  drinking  is  now  13. 

Research  also  indicates  that  alcohol  can  be  a  "gateway"  drug,  in  some  instances  leading  to  tobacco 
or  illicit  drug  use.  By  reducing  the  exposure  of  children  and  teer\s  to  alcoholic  beverages,  the  Com- 
mission intends  to  reduce  the  likelihood  that  those  youths  will  progress  through  that  pattern  of 
increasingly  self-destructive  behavior 

The  Office  of  the  Inspector  General  of  the  U.S.  Department  of  Health  and  Human  Services  has 
identified  numerous  loopholes  in  state  laws  p^ertaining  to  underage  alcohol  consumption.  These 
kxjpholes  contribute  to  the  easy  access  to  alcohol  and  lax  attitudes  that  lead  to  underage  alcohol 
consumption.  While  all  states  have  established  a  minimum  legal  drinking  age  of  21,  few  prohibit 
all  aspects  of  the  purchase,  possession,  or  consumption  of  alcohol  by  those  under  the  age  of  21.  For 
example,  twenty-three  states  do  not  prohibit  minors  from  attempting  to  purchase  alcohol.  Five 
states  do  not  have  laws  to  prosecute  those  who  succeed  in  purchasing  alcohol.  Sixteen  states  do 
not  prohibit  those  under  21  from  misrepresenting  their  age  to  obtain  alcohol.  Eighteen  states  have 
no  laws  against  the  use  of  fraudulent  identification. 

This  model  legislation,  developed  with  the  assistance  of  the  Nahonal  Highway  Traffic  Safety 
.Administration,  establishes  a  comprehensive  prohibition  of  the  purchase,  possession,  and  con- 
sumption of  alcohol  by  underage  people.  It  also  addresses  other  iinportant  means  through  which 
underage  drinkers  obtain  alcohol:  older  people  who  provide  alcohol  to  underage  drinkers,  estab- 
lishments that  knowingly  serve  underage  drinkers,  and  fraudulent  identification  use  by  underage 
drinkers.  The  Commission  believes  that  all  of  these  provisions  should  be  included  in  any  compre- 
hensive statute  designed  to  curb  underage  alcohol  abuse. 
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PRESIDENTS  COMMISSION   ON   MODEL  STATE   DRUG   LAWS 


State  laws  alone  will  not  prevent  or  cvirb  underage  alcohol  abuse.  Prevention  also  must  take  the 
form  of  educatiorul  programs,  school  policy  approaches,  mass  media  campaigns,  communitywide 
Strategies,  alternative  programs,  and  workplace  programs.  Attitudes  and  influences  must  change 
as  well,  and  those  changes  can  happen.  See,  for  example,  the  Model  State  Sensible  Advertising  and 
Family  Education  Act  in  this  volume,  addressing  alcohol  advertising. 

Laws  express  community  values  and  set  community  standards  in  strong,  unambiguous  terms. 
Laws  —  an  important  facet  of  any  comprehensive  preventive  approach  —  help  to  shift  attitudes 
and  direct  social  irifluences  towards  socially  accepted  behaviors.  The  intent  of  this  model  legisla- 
tion is  not  only  to  address  a  serious  problem  in  the  most  effective  legal  manner  available,  but  also 
to  accentuate  tiiose  community  values  of  health,  safety,  and  the  welfare  of  young  people,  both  now 
and  in  the  future. 
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Highlights  of  the  Model 

Underage  Alcohol  Consumption 

Reduction  Act 


ASSUMPTIONS  AND  REMEDIAL  GOALS 

•  Recognizes  the  high  prevalence  of  underage  drink- 
ing. 

•  Recognizes  the  harmful  consequences  of  such  under- 
age drinking,  including  above  average  rates  of  traffic 
fatalities,  hangovers,  injuries,  and  legal  difficulties  as 
well  as  the  potential  for  future  heavy  alcohol  and 
other  drug  use. 

•  Recognizes  that  numerous  loopholes  exist  in  state  leg- 
islahon  pertairung  to  underage  purchase,  possession, 
and  consumption  of  alcohol  and  the  use  of  fraudu- 
lent identification  to  obtain  alcohol. 


Prohibits  the  use  of  fraudulent  identification  to 
obtain,  possess,  or  consume  alcoholic  beverages  and 
establishes  perulties  to  punish  the  use  of  such  identi- 
fication. 

Prohibits  the  sale  or  furnishing  of  alcohol  to  under- 
age persons  and  establishes  penalties  to  punish  such 
sale  or  furrushing. 

Prohibits  the  sale  or  furnishing  of  alcoholic  beverages 
to  underage  persons  by  a  licensed  individual  or  estab- 
lishment and  establishes  penalties,  including  the 
revocation  of  the  liquor  license,  for  such  illegal  sale 
or  furnishing. 


SrECIFIC  RECOMMENDATIONS 

•  Prohibits  the: 

Purchase,  attempt  to  purchase,  or  solicitation  of 
someone  to  purchase  any  alcoholic  beverage; 

Consumption  of  any  alcoholic  beverage;  and 

Possession  of  any  alcoholic  beverage  with  the 
intent  to  consume  it. 

•  .Authorizes  law  enforcement  officials  to  seize  and/or 
destroy  alcoholic  beverages  that  are  in  the  possession 
of  underage  persons. 

•  Provides  penalties,  including  fines,  conunuruty  ser- 
vice, and  the  suspension  of  driver's  license,  for  those 
who  violate  underage  drinking  provisions  of  this 
[Act). 

•  Provides  three  options  for  assessing,  referring,  and 
treating  underage  drinkers  to  appropriate  treatment 
or  education  services. 
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Model  Underage  Alcohol 
Consumption  Reduction  Act 


Section  1.  Short  Title. 

The  provisions  of  this  [Act]  shall  be  known  and  may  be 
cited  as  the  "Model  Underage  Alcohol  Consumption 
Reduction  Act." 


Section  2.  Legislative  Findings. 

(a)  Despite  a  minimum  legal  drinking  age  of  21,  recent 
alcohol  and  other  drug  use  prevalence  surveys  such  as 
the  annual  National  High  School  Senior  Survey  indi- 
cate that  nearly  one-third  of  all  high  school  seniors 
expenenced  a  "binge"  of  five  or  more  drinks  in  a  row 
within  the  previous  two  weeks. 

(b)  The  average  age  at  which  young  people  begin 
drinking  is  13.  By  age  13,  approximately  30  percent  of 
boys  and  22  percent  of  girls  classify  themselves  as 
drinkers.  According  to  a  1988  National  High  School 
Semor  Survey,  17  percent  of  high  school  seniors  report- 
ed having  been  drunk  at  least  once  by  eighth  grade,  37 
percent  by  runth  grade,  54  percent  by  tenth  grade,  and 
"1  percent  by  twelfth  grade.  Studies  demonstrate  that 
the  use  of  alcohol  by  individuals  before  the  age  of  15 
appears  to  be  one  of  the  predictors  of  later  heavy  alco- 
hol and  other  drug  use  by  the  individuals. 

c)  Parental  approval  of  drinking  has  been  found  in  a 

r.umber  of  studies  to  be  a  significant  predictor  of  alco- 

'1  consumption  by  many  adolescents,  according  to  an 

K)tfice  of  Substance  Abuse  Prevention  Monograph  "A 

"romising  Future;  Alcohol  and  Other  Drug  Problem 
i'revention  Services  Improvement." 

i.'.i  A  Southern  Illinois  University /College  of  William 
.ind  Mary  survey  of  58,000  college  students  from  78 

■  rierent  colleges  and  universihes  found  that  students 
under  the  age  of  21  drink  more  alcohol  and  suffer 
n-.ore  hangovers,  injuries,  and  legal  difficulties  than 
t.ioseover  21. 

• ,  Fort)'  seven  percent  of  traffic  fatalities  of  people  age 
1^-20  were  alcohol  related  in  1991,  according  to  the 
-\.itional  Highway  Traffick  Safety  Administration. 


(f)  A  1991  Office  of  the  Inspector  General  report  indi- 
cates that  eight  million  junior  and  senior  high  school 
students  drink  alcohol  weekly.  The  same  report  notes 
that  6.9  million  junior  and  senior  high  school  students 
purchase  their  own  alcohol  from  stores. 

(g)  The  Office  of  Inspector  General  has  found  that 
numerous  loopholes  exist  in  state  legislation  pertain- 
ing to  underage  purchase,  possession,  and  consump- 
tion of  alcohol  and  the  use  of  fraudulent  identification. 

(h)  The  National  Trar\sportation  Safety  Board  has 
called  upon  states  to  eliminate  loopholes  in  state  laws 
by  banning  the  purchase,  attempt  to  purchase,  posses- 
sion, or  cor«umption  of  any  alcoholic  beverage  by 
those  under  the  age  of  21. 

(i)  The  Join  Together  Public  Policy  Panel  on  Underage 
Access  to  Alcohol  recommends  the  following  actions 
to  reduce  underage  drinking,  among  other  recommen- 
dations: 

(1)  States  should  lower  the  Blood  Alcohol  Concen- 
tration (BAC)  levels  for  youths; 

(2)  All  retail  outlets  and  private  individuals  should 
be  held  liable  for  negligently  providing  alcohol  to  a 
minor; 

(3)  Prominent  warning  labels  about  the  risks  of  alco- 
hol consumption  should  appear  on  all  alcohol 
advertising;  and 

(4)  Local  government  officials  and  community  coali- 
tions around  the  country  should  systematically 
assess  youth  access  to  alcohol  in  their  cortununities 
and  examine  ways  to  reduce  this  access. 

COMMENT 

By  identifying  some  of  the  problems  of  underage  driiUt- 
ing  to  be  addressed  by  this  legislation,  this  declaration 
of  findings  will  aid  the  coiuts  and  state  agencies  in  inter- 
preting and  implementing  the  specific  provisiotts  of  the 
[Act].  This  legislation  holds  underage  persot\s  as  well 
as  licensed  and  unlicensed  adults  and  establishments 
accountable  for  curbing  underage  alcohol  coiuumption. 
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Sections.  Purpose. 

The  provisions  of  this  [Act]  are  intended  to  establish  com- 
prehensive state  provisions  prohibiting  the  purchase,  pos- 
session, and  consumption  of  alcohol  by  underage  persons 

Section  4.  Definitions. 

As  used  in  this  [Act); 

(a)  "Fumish"  means  to  give,  provide,  or  supply. 

(b)  "Licensee"  means  any  individual  or  establishment, 
or  their  employees  or  their  agents,  licensed  by  the  state 
to  sell  or  distribute  alcoholic  beverages. 

(c)  "[Single  state  authority  on  alcohol  and  other 
drugs]"  means  the  state  agency  desigruted  by  the  gov- 
ernor to  plan,  manage,  monitor,  and  evaluate  alcohol 
and  other  drug  treatment  services  in  the  state. 

(d)  "Underage"  means  less  than  21  years  of  age. 

COMMENT 

The  Commission  intends  the  application  of  the  term 
"fumish"  to  be  a  strict  liability  offense  and  recom- 
mends that  state  legislatures  express  a  similar  intent  if 
they  adopt  the  term  as  well  "Fumish"  has  been  used  in 
many  state  laws  concerning  underage  alcohol  consump- 
tion. A  significant  case  history  exists  in  which  the  term 
"furnish"  has  been  interpreted  as  a  strict  liability 
offense  with  respect  to  providing  alcohol  to  underage 
drinkers. 


Section  5.  Unlawful  Purchase,  Consumption, 
or  Possession  of  Alcohol. 

An  underage  person  shall  not: 

(a)  Purchase,  attempt  to  purchase,  or  solicit  someone 
to  purchase  any  alcoholic  beverage; 

(b)  Consume  any  alcoholic  beverage; 

(c)  Possess  any  alcoholic  beverage  with  the  intent  to 
consume  it.  Possession  creates  a  rebuttable  presump>- 
tion  of  intent  to  consume. 

COMMENT 

The  prohibitions  set  forth  in  this  section  give  direct 
effect  to  the  primary  purpose  of  this  [Act].  Prohibition 
of  the  purchase  (including  attempt  to  purchase),  con- 
sumption, and  possession  of  alcoholic  beverages  by 
underage  persons  forms  the  centerpiece  of  any  effective. 


comprehensive  package  of  state  underage  drinking 
laws. 

Several  exceptions  may  be  considered  by  state  legisla- 
tures. In  subsection  (b),  a  legislature  may  wish  to  con- 
sider exempting  underage  consumption  of  alcoholic 
beverages  during  legitimate  religious  services  or  activi- 
ties while  under  direct  adult  supervision.  In  subsection 
(c),  a  legislature  may  wish  to  allow  possession  of  alco- 
holic beverages  in  instances  of  employment  as  a  bar- 
tender, barback,  wait  staff,  busperson,  dining  establish- 
ment host,  or  sales  clerk  or  stockperson  in  a  liquor  store, 
where  allowable  by  laws  regulating  those  professior\s. 
These  exemptioru  should  be  allowed  only  when  there 
is  direct  adult  supervision. 

Any  efforts  to  curb  underage  drinking  need  to  begin  in 
the  home  setting.  With  that  in  mind,  the  Commission 
recommends  against  any  exception  for  possession  or 
consumption  by  underage  persons  in  a  private  home, 
with  or  without  adult  supervision  (as  found  in  a  num- 
ber of  state  alcohol  codes).  The  Commission  feels  that 
such  an  exception  sends  mixed  and  conhising  signals  to 
parents  and  youths  alike  that  underage  drinking  is  tol- 
erable under  certain  circumstances. 


Section  6.  Law  Enforcement  Authorization  to 
Seize  Beverages. 

(a)  A  law  enforcement  officer  shall  seize  any  opened 
or  unopened  alcoholic  beverage  that  is  in  the  posses- 
sion of  an  underage  f)ersot\,  provided  that  such  seizure 
is  not  inconsistent  with  the  constitution  of  this  state 
and  the  United  States. 

(b)  Where  a  law  enforcement  officer  has  seized  alco- 
holic beverages  pursuant  to  this  sechon,  such  alcoholic 
beverages  shall  be  destroyed  upon  determination  that 
the  beverages  no  longer  have  evidentiary  value. 

COMMENT 

This  section  should  be  construed  to  allow  law  enforce- 
ment officers  to  seize  and  destroy  alcoholic  beverages 
in  the  possession  of  underage  persons  in  accordance 
with  established  procedures  of  their  agencies  for  han- 
dling evidence.  The  conduct  of  such  law  er\forcement 
officials  in  seizing  and  destroying  such  alcoholic  bev- 
erages, of  course,  must  also  comply  with  state  and  fed- 
eral constitutional  law. 
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Section  7.  Penalties. 

A  person  who  violates  Section  5  is  guilty  of  a  misde- 
meanor and,  upon  conviction  or  adjudication  of  guilt, 
shall  be  punished  by: 

(a I  A  minimum  fine  of  not  less  than  [$250],  no  part  of 
\\  hich  shall  be  suspended,  and  not  less  than  [24  hours 
or  more  than  32  hours]  of  community  service  during 
hours  when  the  person  is  not  employed  and  is  not 
a-'ending  school  or  a  combination  of  fine  and  commu- 
n.rv  service  as  determined  by  the  court. 

lb .  Suspension  of  driver's  license. 

(1)  In  addition  to  the  penalty  set  forth  in  subsection 
(a),  the  court  shall  order  the  suspension  of  the  con- 
victed or  adjudged  individual's  driver's  license  for  a 
period  of  (90  days)  for  the  first  offense,  [sue  months) 
for  the  second  offense,  and  [one  year]  for  any 
offense  thereafter.  The  driver's  license  of  that  per- 
son shall  be  surrendered  to  the  court.  The  court 
shall  imn\ediately  forward  the  surrendered  license 
and  a  certificate  of  conviction  or  adjudication  of 
guilt  to  the  state  [department  of  motor  vehicles). 

(2)  If  the  individual  does  not  have  a  driver's  license 
or  the  driver's  license  of  the  individual  is  suspended 
or  revoked  at  the  time  the  individual  is  so  convicted 
or  adjudged  guilty,  there  shall  be  a  delay  in  the  indi- 
vidual's  eligibility  to  receive  a  license  or  have  a 
revoked  license  reinstated,  equal  to  the  level  of  pun- 
ishment established  in  subsection  (b)(1). 

'.3)  If  an  individual  is  determined  by  the  assessment 
process  established  in  (c)  to  have  an  alcohol  and/or 
other  drug  problem  and  is  ordered  to  submit  to  a 
treatment  program,  the  individual  shall  not  have  his 
or  her  license  reinstated  until  after  successfully  com- 
pleting the  treatment  requirement,  even  if  the  sus- 
pension periods  in  (1)  and  (2)  have  been  fulfilled. 
Should  a  treatment  program,  as  required  by  subsec- 
tion (c),  not  be  immediately  available,  the  offender, 
after  completion  of  the  period  of  suspension,  may 
have  his  or  her  license  reinstated  if  all  of  the  follow- 
ing conditions  are  met: 

(A)  The  offender  is  placed  on  a  certified  waiting 
list  until  a  position  for  the  recommended  course 
of  treatment  becomes  available; 

(B)  The  offender  remains  alcohol-  and  drug-free 
and  submits  to  regular  alcohol  and  other  drug 
testing  as  ordered  by  the  court; 


(C)  The  offender  attends,  with  verification,  no 
fewer  than  [five]  twelve-step  recovery  meetings 
per  week,  until  the  course  of  treatment  begins. 

If  the  offender  for  any  reason  fails  to  comply  with 
the  conditions  of  this  subsection,  the  license  shall 
not  be  reinstated  urUess  the  court  finds  in  writing 
that  there  are  extraordinary  and  compelling  reasons 
to  reinstate  the  license  pending  the  person's  partici- 
pahon  in  the  recommended  course  of  treatment  by  a 
date  certain  to  be  fixed  by  the  court. 

(  (c)  (OPTION  11  In  addition  to  the  penalties  estab- 
lished in  subsections  (a)  and  (b),  the  violator  shall  be 
subject  to  the  full  application  of  the  [Model  Compre- 
hensive Criminal  Justice  Treatment  Act],  found  in  Vol- 
ume rv.  Treatment ). 

[  (c)  (OPTION  21  In  addition  to  the  penalties  estab- 
lished in  subsections  (a)  and  (b),  the  offender  shall  sub- 
mit to  an  assessment  of  alcohol  and  other  drug  prob- 
lems. 

(1)  The  assessment  shall  be  conducted  by  the  [sin- 
gle state  authority  on  cdcohol  and  other  drugs),  a 
designee  of  the  [single  state  authority  on  alcohol 
and  other  drugs),  or  an  inpatient  or  outpatient  treat- 
ment program  licensed  by  the  [single  state  authority 
on  alcohol  and  other  drugs). 

(2)  The  court  shall  order  appropriate  supervised 
treatment  or  education  services  in  accordance  with 
the  clinical  alcohol  and  other  drug  abuse  assess- 
ment. 

(3)  The  [single  state  authority  on  alcohol  and  other 
drugs)  or  its  designee  shall  report  to  the  court  on  the 
progress  of  any  offender  ordered  to  participate  in  a 
treatment  progrcim. 

(4)  Failure  to  complete  the  court-ordered  treatment 
shall  result  in  doubling  of  the  fines,  incarceration, 
community  service,  and  duration  of  loss  of  licensure 
otherwise  provided  in  this  [Act],  or  any  combina- 
tion thereof,  as  determined  by  the  court.  ] 

[  (c)  (OPTION  3|  A  person  who  commits  a  second  or 
subsequent  violation  of  these  sections  shall  be  subject 
to  the  penalties  prescribed  in  subsection  (a)  and,  in 
additioa  shall  submit  to  an  assessment  of  alcohol  and 
other  drug  problems. 

(1)  The  assessment  shall  be  conducted  by  the  [sirv 
gle  state  authority  on  alcohol  and  other  drugs),  a 
designee  of  the  [single  state  authority  on  alcohol 
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and  other  drugs],  or  an  inpatient  or  outpatient  treat- 
ment program  licensed  by  the  [single  state  authority 
on  alcohol  and  other  drugs]. 

(2)  The  court  shall  order  appropriate  supervised 
treatment  or  education  services  in  accordaiKe  with 
the  clinical  alcohol  and  other  drug  abuse  assess- 
ment. 

(3)  The  [single  state  authority  on  alcohol  and  other 
drugs]  or  its  designee  shall  report  to  the  court  on  the 
progress  of  any  offender  ordered  to  participate  in  a 
treatment  program. 

(4)  Failure  to  complete  the  court-ordered  treatment 
shall  result  in  doubling  of  the  fines,  incarceration, 
community  service,  and  duration  of  loss  of  licensure 
otherwise  provided  in  this  [Act],  or  any  combina- 
tion thereof,  as  determined  by  the  court.  ] 

(d)  All  convictions  in  state,  federal,  or  foreign  jurisdic- 
tions for  those  misdemeanors  substantially  equivalent 
to  those  defined  in  Section  5  apply  in  this  state  and  are 
subject  to  the  penalties  defined  in  this  section 

COMMENT 

This  section  establishes  penalties  for  those  peisons  who 
violate  Section  5.  The  penalties  established  in  subsec- 
tions (a)  and  (b),  which  have  been  recommended  to  the 
Commission  by  the  National  Highway  Traffic  Safety 
Administration,  should  be  taken  as  minimum  recom- 
mended levels. 

Subsection  (c).  Option  1  holds  offenders  of  diis  [Act]  to 
the  full  application  of  the  Commission's  [Model  Crimi- 
nal Justice  Treatment  Act],  found  in  Volume  IV,  Treat- 
ment, of  the  Commission's  final  report  The  [Model 
Criminal  Justice  Treatment  Act]  establishes  a  procedure 
through  which  all  those  who  commit  felonies  and 
selected  misdemeanors,  including  all  DUIs,  are  subject 
to  alcohol  and  other  drug  testing,  assessment  of  any 
alcohol  and  other  drug  problems  by  the  [single  state 
authority  on  alcohol  and  other  drugs]  or  its  licensed 
designee,  and  tefeiral  to  an  appropriate  treatment  pro- 
gram. The  testing  and  assessment  are  made  a  condition 
of  release  pre-trial  or  probation  or  parole.  The  testing 
and  monitoring  will  be  handled  by  a  defendant  man- 
agement agency  while  the  treatment  programs  will  be 
handled  by  the  single  state  authority  on  alcohol  and 
other  drugs,  a  designee  of  the  [single  state  authority  on 
alcohol  and  other  drugs],  or  a  treatment  program 
licensed  by  the  [single  state  authority). 


Because  it  is  anticipated  that  full  implementation  of  the 
[Model  Criminal  Justice  Treatment  Act]  will  require 
several  years,  the  Commission  offers  Options  2  and  3  to 
facilitate  the  speedy  adoption  of  dus  underage  alcohol 
consumption  legislation. 

In  subsection  (c).  Option  2,  the  Commission  recom- 
mends that  an  initial  assessment  of  alcohol  and  other 
drug  problems  be  conducted  after  first  violation  of 
these  provisions.  This  assessment  would  be  conducted 
by  the  [single  state  authority  on  alcohol  and  other 
drugs],  a  designee  of  the  [single  state  authority],  or  a 
treatment  program  licensed  by  the  [single  state  authori- 
ty] and  would  provide  a  determirution  of  whether  the 
violator  has  any  alcohol  or  other  drug  abuse  problem. 
Early  detection  of  any  such  problem  improves  the  prob- 
ability of  reducing  detrimental  alcohol-  and  other  diug- 
related  incidences  later  in  life. 

Subsection  (c).  Option  3  would  mandate  an  assessment 
of  alcohol  and  other  drug  problems  after  a  second  or 
subsequent  alcohol  offense  (The  Commission  recom- 
mends Option  2  over  Option  3.) 

Subsection  (d)  holds  that  penalties  will  apply  to  a  resi- 
dent of  the  state,  even  if  the  resident  committed  the  mis- 
demeanor in  another  state,  federal,  or  foreign  jurisdiction. 


Section  8.  Use  of  Fraudulent  Identification. 

It  is  unlawful  for  any  person: 

(a)  To  use  a  false  or  fictitious  name  in  any  application 
for  a  driver's  license  or  personal  identification  card  or 
to  knowingly  make  a  false  statement  or  to  knowingly 
conceal  a  material  fact  or  otherwise  commit  a  fraud  in 
any  such  application; 

(b)  To  display  or  cause  or  pennit  to  be  displayed  or 
have  in  such  person's  possession  any  canceled, 
revoked,  suspended,  fictitious  or  fraudulently  ctltered 
driver's  license  or  persor\al  identification  card  for  the 
purposes  of  purchasing,  furrushing,  possessing,  or  con- 
suming alcoholic  beverages; 

(c)  To  lend  a  personal  driver's  license  or  personal  iden- 
tification Ccuti  to  any  other  person  for  the  purposes  of 
purchasing,  furnishing,  possessing,  or  consuming  alco- 
holic beverages; 

(d)  To  display  or  represent  as  one's  own  any  driver's 
license  or  personal  identification  card  not  issued  to 
such  person  for  the  purposes  of  purchasing,  furnish- 
ing, possessing,  or  consuming  alcoholic  beverages; 
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(e)  To  fail  or  refuse  to  surrender  to  the  state  [depart- 
ment of  motor  vehicles]  up>on  lawful  demand  any  dri- 
ver's license  that  has  been  suspended,  revoked  or  can- 
celed for  the  illegal  purchase,  provision,  possessioa  or 
consumption  of  alcoholic  bever^es; 

(f)  To  permit  any  unlawful  use  of  a  driver's  license  or 
p>ersonal  identification  card  issued  to  such  pereon  for 
the  purposes  of  purchasing,  furnishing,  possessing,  or 
consuming  alcoholic  beverages. 

COMMENT 

This  section  addresses  one  of  the  primary  means  of 
access  to  alcohol  by  underage  penons:  the  use  of  fraud- 
ulent identification. 


Section  9.  Penalties  for  Fraudulent  Identifica- 
tion. 

A  person  who  violates  Section  8  is  guilty  of  a  misde- 
meanor and,  upon  conviction  or  adjudication  of  guilt, 
shall  be  ptmished  by: 

(a)  A  minimum  fine  of  not  less  than  [$250],  no  part  of 
which  shall  be  suspended,  and  not  less  than  [24  hours 
or  more  than  32  hours]  of  conunuruty  service  during 
hours  when  the  person  is  not  employed  and  is  not 
attending  school 

(b)  Suspension  of  driver's  license. 

(1)  In  addition  to  the  penalty  set  forth  in  subsection 
(a),  the  court  shall  order  the  suspension  of  the  con- 
victed or  adjudged  individual's  driver's  license  for  a 
period  of  [90  days]  for  the  first  offense,  [six  months] 
for  the  second  offense,  and  [one  year]  for  any 
offense  thereafter.  The  driver's  license  of  that  per- 
son shall  be  surrendered  to  the  court.  The  court 
shall  immediately  forward  the  surrertdered  license 
and  a  certificate  of  conviction  or  adjudication  of 
guilt  to  the  slate  [department  of  motor  vehicles]. 

(2)  If  the  irvdividual  does  not  have  a  driver's  license 
or  the  driver's  license  is  suspended  or  revoked  at 
the  time  the  individual  is  so  convicted,  there  shall 
be  a  delay  in  the  individual's  eligibility  to  receive  a 
license  or  have  a  revoked  license  reinstated,  equiva- 
lent to  the  length  of  punislunent  established  in 
(bKD. 

(c)  All  convictions  in  state,  federal,  or  foreign  jurisdic- 
tions for  those  misdemeaiwrs  substantially  equivalent 
to  those  defined  in  Section  8  apply  in  this  state  and  are 
subject  to  the  penalties  defined  in  this  section. 


COMMENT 

This  section  establishes  penalties  for  violations  of  Sec- 
tion 8's  fraudulent  identification  provisions.  (If  the 
[Model  Criminal  Justice  Treatment  Act]  is  adopted,  an 
alcohol  and  other  drug  assessment  may  be  required,  in 
addition  to  the  penalties  outlined  in  this  section.  If  the 
assessment  determines  that  the  offender  has  an  alcohol 
or  other  drug  problem,  then  treatment  provisions  of  that 
[Act]  will  apply.) 

As  with  Section  7,  all  penalties  will  be  applied  to  a  resi- 
dent of  the  state>  even  if  the  resident  committed  the  mis- 
demeanor in  another  state,  fedeial,  or  foidgn  juiisdictian. 


Section  10.  Selling  or  Furnishing  Alcoholic 
Beverages  to  Uruurage  Persons. 

(a)  Any  person  who  sells,  funushes,  gives,  or  causes  to 
be  sold,  furnished,  or  given  away,  any  edcoholic  bev- 
erage to  any  underage  person  is  guilty  of  a  misde- 
meanor. 

(b)  Any  person  who  violates  subsection  (a)  shall  be 
punished  by  a  minimum  fir\e  of  not  less  than  [$250], 
no  part  of  which  shall  be  suspended,  arvd  not  less  than 
[24  hours  or  more  than  32  houis]  of  community  service 
during  hours  when  the  person  is  rwt  employed  and  is 
not  attending  school. 

(c)  All  convictions  in  state,  federal,  or  foreign  jurisdic- 
tions for  those  misdemeanors  that  are  substantially 
equivalent  to  those  defir\ed  in  subsection  (a)  apply  in 
this  state  and  are  subject  to  the  penalties  defined  in  (b). 

COMMENT 

This  section  addresses  another  primary  means  of  access 
to  alcohol  by  underage  persons:  the  intercession  of 
other  friends,  family  members,  and  adtills. 

Section  11.  Selling  or  Furnishing  Alcoholic 
Beverages  to  Umurage  Persons  vy  a  Licensed 
Individual  or  Establishment. 

(a)  Any  individual  or  establishment  that  sells  any  alco- 
holic beverage  to  a  p>eison  whom  the  individual  or 
establishment  knew  or  should  have  known  was 
underage,  is  guilty  of  a  misdemeanor. 

(b)  Any  individual  or  establishment  that  permits  a  per- 
son whom  the  individual  or  establishment  knew  or 
should  have  known  was  underage  to  consume  any 
alcoholic  beverage  in  the  premises  is  guilty  of  a  misde- 
meanor. 
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(c)  All  individuals  or  establishmaits  serving  alcoholic 
beverages  must  make  a  good  faith  effort  to  determine 
the  age  of  persons  seeking  to  purchase  or  consume 
alcoholic  beverages  in  the  premises  by,  at  a  mirumum, 
requesting  and  checking  the  individual's  valid  identifi- 
cation. Any  individual  or  establishment  that  fails  to 
make  such  a  good  faith  effort  to  determine  the  age  of  a 
person  who  later  proves  to  be  underage  shall  be 
deemed  in  violation  of  this  section. 

(d)  Any  individual  or  establishment  that  violates  sub- 
sections (a)  and  (b)  shall  be  punished  by  a  fine  of  not 
less  than  [$1,000  and  no  more  than  $10,000]  for  a  first 
offense.  Any  subsequent  violations  of  (a)  and  (b)  by  a 
licensee  shall  result  in  the  revocation  of  the  liquor 
license  by  the  state  [alcohol  beverage  control  board). 

COMMENT 

Underage  persons  access  alcohol  through  liquor  stores, 
bars,  eating  and  drinking  establishments,  and  clubs. 
While  mo«t  of  the  provisions  of  this  [Act]  seek  to  hold 
underage  drinkers  accountable  for  their  own  actions, 
this  section  seeks  to  hold  individuals  and  establish- 
ments accountable  for  facilitating  underage  drinking. 
By  specifying  "individuals  and  establishments,"  this 
section  includes  not  only  individuals  and  establish- 
ments with  liquor  licenses,  but  speakeasies  as  welL 

Under  subsection  (a),  individuals  and  establishments 
may  not  sell  alcoholic  beverages  to  any  person  they 


know  or  should  know  is  underage.  Under  subsection 
(b),  individuals  or  establishments  may  not  allow  per- 
sons whom  the  they  know  or  should  know  is  underage 
to  consume  alcoholic  beverages  in  the  premises. 

The  "know  or  should  know"  standard  is  established  in 
subsection  (c),  which  states  that  a  good  faith  effort  to 
determine  the  person's  age  by  checking  valid  identifi- 
cation must  be  made.  By  implication,  subsection  (c) 
allows  that  a  licensee  shall  have  an  affirmative  defer\se 
if  there  was  a  good  faith  effort  to  verify  the  individual's 


Section  12.  Severability. 

If  any  provision  of  this  [Act]  or  application  thereof  to  any 
peison  or  circumstaiKe  is  held  invalid,  the  invalidity  does 
not  affect  other  provisions  or  appUcation  of  the  [Act]  that 
can  be  given  effect  without  the  invalid  provision  or  appli- 
cation, and  to  this  end  the  provisions  of  this  [Act]  are  sev- 
erable. 


Section  13.  Effective  Date. 

This  [Act]  shall  be  effective  on  [reference  to  normal  state 
method  of  determiiuition  of  the  effective  date]  [reference 
to  specific  date]. 
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rVHS  AID  TO  OLDER  DRIVERS 


Mr.  Wolf.  Some  people  have  expressed  concern  with  regard  to 
older  drivers  the  fact  the  bill  is  intended  to  take  licenses  away  from 
older  drivers,  which  it  is  not. 

Have  you  looked  at  anything  with  regard  to  helping  older  drivers 
keep  their  licenses,  through  the  use  of  IVHS  or  other  initiatives? 

Mr.  Hart.  We  are  certainly  very  interested  in  the  general  prob- 
lem with  respect  to  older  drivers.  That  is  one  of  the  areas  in  which 
the  simulator  will  help  us  get  real  world  data  that  we  cannot  get 
at  this  point.  And,  again,  that  is  one  of  the  target  groups  we  are 
focusing  on,  but  for  more  specifics  on  your  question,  I  defer  to  Mr. 
Parker. 

Mr.  Parker.  Yes,  we  actually  have  a  study  at  Catholic  Univer- 
sity looking  at  the  special  problems  of  older  drivers  and  how  IVHS 
may  be  used  to  address  those  problems. 

Mr.  Wolf.  Catholic  University  here  in  town? 

Mr.  Parker.  Catholic  University  here,  yes. 

Mr.  Wolf.  Why  them? 

Mr.  Parker.  It  is  just  a  competitive  choice  to  Catholic  Univer- 
sity. 

I  think  IVHS  really  has  the  potential  to  help  older  drivers.  Night 
vision  is  one  of  the  applications  for  IVHS,  and  we  know  the  indus- 
try is  heavily  working  on  night  vision  enhancement.  Some  of  the 
other  rVHS  applications  are  intersection  controls,  because  we  know 
older  drivers  are  overrepresented  in  situations  where  they  pull  out 
into  traffic  and  then  are  hit  in  side  impacts.  So  we  have  kind  of 
listed  that  as  a  key  objective  of  the  whole  IVHS  program  to  help 
older  drivers. 

Mr.  Wolf.  What  is  the  status  of  the  Catholic  University  study? 

Mr.  Parker.  Well,  it  is  in  process  now,  and  I  don't  recall  exactly 
when  that  is  to  be  completed,  it  is  mainly  problem,  identification 
and  identifjdng  the  applications,  so  I  suspect 

Mr.  Wolf.  And  the  purpose  of  the  study  will  be  to  do  what 
again? 

Mr.  Parker.  To  identify  for  older  drivers  the  best  IVHS  applica- 
tions and  how  they  might  be  implemented  through  IVHS. 

Mr.  Wolf.  Has  that  been  included  in  the  IVHS  grants  that  have 
been  given  around  the  country  to  the  different  universities  and  dif- 
ferent centers? 

Mr.  Parker.  You  know,  the  Federal  Highway  Administration  has 
some  rVHS  centers  of  excellence  at  universities,  and  I  am  not  sure 
they  do.  I  can  check  on  that  and  provide  it  for  the  record. 

Mr.  Wolf.  Would  you?  Because  we  will  be  looking  at  that  again 
this  year  and  the  administration  has  put  a  lot  more  money  into 
rVHS  and  maybe  one  of  the  four  groups  developing  the  IVHS  sys- 
tems architecture  could  look  at  that. 
Mr.  Parker.  All  right. 
[The  information  follows:] 

None  of  the  cvirrent  projects  at  the  IVHS  Center  of  Excellence  is  directed  toward 
older  drivers. 

Mr.  Wolf.  Any  IVHS  reports  that  have  been  done  regarding 
older  drivers? 

[The  information  follows:] 
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The  agency  has  pubhshed  no  report  specifically  relating  IVHS  to  the  older  diver, 
although  many  agency  IVHS  reports  have  addressed  the  need  to  accommodate  a 
wide  range  of  driver  performance  capabilities.  NHTSA  initiated  a  project  last  fiscal 
year  to  assess  older  driver  crash  avoidance  research  needs.  The  project  will  also 
identify  vehicle  design  practices,  including  IVHS  crash  avoidance  countermeasures, 
likely  to  affect  (positively  or  negatively)  the  driving  safety  performance  of  older  driv- 
ers. 

driver's  education  programs 

Mr.  Wolf.  What  are  your  feelings  with  regard  to  how  driver's 
education  is  being  handled  today  in  the  country?  Have  most  schools 
stopped  it?  I  know  the  schools  around  my  area  have  stopped  offer- 
ing driver's  ed. 

Mr.  Hart.  Yes,  we  are  aware  of  a  reduction  in  the  number  of 
driver's  education  programs.  We  are  looking  at  that  issue  closely, 
and  in  fact  we  are  looking  at  it  in  relation  to  a  report  we  are  going 
to  be  submitting  to  Congress.  With  our  new  leadership  at  NHTSA, 
we  will  be  revisiting  the  issue  because  we  are  very  concerned  about 
the  historic  lack  of  a  strong  correlation  between  driver's  education 
programs  and  downstream  safety. 

So  we  are  looking  at  that  issue  and  we  are  also  looking  at  how 
it  relates  to  provisional  licensing  in  various  States  that  now  have 
it,  and  how  they  can  work  most  effectively  with  each  other.  So  we 
are  revisiting  the  entire  issue. 

Mr.  Wolf.  Of  the  50  States,  how  many  still  have  driver's  edu- 
cation programs? 

Mr.  Brownlee.  There  is  no  single  data  system  to  tell  us  pre- 
cisely what  the  state  of  driver's  education  programs  in  the  states 
is,  but  the  experts  tell  us  that  about  half  of  the  systems  have  driv- 
er's ed. 

Mr.  Wolf.  And  do  the  studies  show  that  it  has  not  been  success- 
ful? 

Mr.  Brownlee.  There  was  an  extensive  study. 

Mr.  Wolf.  Is  that  the  De  ICalb  study? 

Mr.  Brownlee.  Yes,  the  De  Kalb  County,  Greorgia,  study,  which 
indicated  that  they  had  limited  effectiveness  with  one  of  the  ver- 
sions of  driver's  ed  that  was  looked  at.  The  other  program,  which 
was  a  longer  version  of  the  first,  was  ineffective. 

Mr,  Wolf.  What  are  your  feelings  about  it?  Do  you  think  it  is 
a  waste?  Have  you  asked  AAA  and  some  of  the  other  groups  that 
are  out  in  front  to  put  together  something  on  this? 

Mr.  Brownlee.  Yes,  we  have.  It  is  a  very  vexing  problem.  We 
called  a  meeting  of  experts  in  the  area  about  a  year,  ago  to  give 
us  some  advice  as  to  how  we  should  formulate  our  programs.  The 
consensus  of  that  group  was  that  if  we  went  about  it  in  traditional 
ways  that  have  been  used  in  the  States  and  school  districts  for  the 
past  two  decades,  the  likelihood  of  success  was  very  low. 

That  group  recommended  that  we  consider  some  other  options, 
which  would  for  example,  invoke  driver  education  at  later  stages 
of  the  driving  experience,  combine  it  with  a  more  systematic  look 
of  young  driver  improvement  options  Mr.  Hart  alluded  to  and  that 
we  are  now  considering. 

Mr.  Wolf.  Do  insurance  companies  still  give  a  driver's  education 
discount  to  young  people? 
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Mr.  Brownlee.  Some  do,  Mr.  Wolf.  I  cannot  give  you  the  exact 
list,  but  some  do. 

Mr.  Wolf.  Did  this  De  Kalb  study  prompt  some  schools  not  to 
offer  driver's  ed? 

Mr.  Brownlee.  I  think  the  De  Kalb  study  paved  the  way  for  a 
general  reduction  in  the  emphasis  on  driver's  education  over  the 
course  of  the  last  10  or  15  years. 

Mr.  Wolf.  I  cannot  argue  with  the  study  because  I  have  not  read 
it,  but  do  you  think  it  is  a  good  study?  Apparently  it  must  be,  but 
we  get  training  for  operating  computers,  scuba  diving,  or  fl3dng  an 
airplane.  But  not  for  driving  a  car? 

Perhaps  you  should  get  together  with  AAA  and  some  of  the  other 
group.  What  does  the  association  of  driver  instructors  say? 

Mr.  Brownlee.  They  are  the  people  that  helped  formulate  the 
group  that  came  together  a  year  ago.  I  think  the  consensus  of  that 
group  would  be  that  it  is  worth  a  try  to  look  at  it  in  different  ways 
than  we  have  looked  at  it  in  the  past.  Their  recommendation  was 
that  a  systematic  look,  which  involves  not  only  driver  education  as 
we  know  it,  coupled  with  other  driver  improvement  programs  for 
young  people,  like  provisional  licensing,  parental  involvement  and 
new  technology. 

Mr.  Hart.  The  essence  of  the  problem  is  that  we  are  looking  at 
teaching  skills,  teaching  rules  of  the  road  and  teaching  judgment. 
And  the  question  is:  To  what  extent  are  accidents  involving  young 
drivers  related  to  lack  of  skills,  lack  of  knowledge  of  rules  of  the 
road  or  lack  of  judgment?  Driver's  education  is  more  suitable  for 
teaching  skills  and  rules  of  the  road  than  it  is  for  teaching  judg- 
ment, and  that  is  the  essence  of  the  problem  we  are  trjdng  to 
tackle. 

Mr.  Wolf.  Sure.  Is  there  anything  in  IVHS  that  could  be  help- 
ful? 

Mr.  Parker.  This  is  not  my  area  of  expertise,  driver  education, 
but  the  experience  I  have  had  with  raising  three  children  is  that 
if  you  keep  your  grades  up,  if  the  kids  keep  their  grades  up,  they 
get  a  fairly  healthy  insurance  discount.  I  cannot  remember  a  dis- 
count for  driver  education,  but  I  can  remember  one  for  fairly  high 
grades. 

Mr.  Wolf.  I  thought  there  was  one  for  driver's  ed. 

Ms.  Derby.  There  was  when  I  raised  my  children. 

Mr.  Wolf.  I  have  five  children  and  they  all  went  through  driver's 
ed,  and  I  thought  there  was  a  discount.  What  do  the  communities 
do  now  that  do  not  have  driver's  education? 

Ms.  Derby.  What  a  number  of  the  communities  are  doing  is  fold- 
ing in  special  education  programs  into  the  schools.  So,  for  example, 
in  a  reading  class  they  will  deal  with  safety  stories  for  the  younger 
people;  in  math  they  will  teach  them  the  stopping  distance  of  vehi- 
cles. They  will  deal  with  safety  practices  by  integrating  them  into 
the  regular  classroom  discussions.  They  deal  with  pedestrian  safe- 
ty, with  occupant  protection,  with  railroad  crossing,  with  impaired 
driving.  A  lot  is  done  with  the  402  State  and  community  grant  pro- 
gram. 

Mr.  Wolf.  Is  it  possible  for  a  young  person  to  get  a  license  with- 
out going  through  any  driver's  ed  course  at  all? 
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Ms.  Derby.  That  varies  State  to  State.  The  programs  I  have 
mentioned  would  have  nothing  to  do  with  the  ease  of  their  getting 
their  license. 

Mr.  Felrice.  Again,  personsil  experience,  Mr.  Wolf,  I  live  in 
Montgomery  County  and  my  first  daughter  went  through  driver's 
ed  through  the  schools,  then  Montgomery  County  ceased  funding 
driver  education.  But  in  the  county,  in  order  to  get  a  license  at  age 
16,  you  must  now  take  a  private,  driver's  ed  course.  So  now  you  pay 
a  few  hundred  dollars,  go  to  a  private  school  and,  upon  completion 
of  that  course  work  and  road  experience,  you  can  get  a  license  at 
a  younger  age.  If  not,  you  have  to  wait  until  you  are  17  or  18. 

Mr.  Wolf.  Is  that  uniform  across  the  State  of  Maryland  or  is 
that  in  Montgomery  County? 

Mr.  Felrice.  I  believe  that  is  a  state  law.  In  order  to  get  a  li- 
cense at  age  16,  you  must  have  taken  driver's  ed.  It  can  be  either 
through  the  schools,  but  if  the  schools  no  longer  teach  it,  then 
through  a  private  organization. 

DRIVER  EDUCATION  IMPACT 

Mr.  Wolf.  Have  you  seen  any  trends  emerging  concerning  a  cor- 
relation between  less  driver's  ed  and  accidents?  Have  you  looked  at 
the  States  that  have  abolished  driver's  ed,  such  as  parts  of  Vir- 
ginia, to  see  if  there  has  been  any  correlation  between  not  having 
driver's  ed  and  traffic  accidents  going  up? 

Mr.  Brownlee.  That  analysis  has  not  been  done  to  my  knowl- 
edge, but  it  would  be  a  good  one  to  do.  I  think  part  of  the  problem 
is  that  driver's  ed  decisions  are  made  in  many  States  at  the  local 
level  as  well  as  the  State  level.  Being  able  to  pull  together  the 
patchwork  of  requirements  that  might  exist  within  the  schools  for 
driver  education,  and  matching  that  up  to  the  performance  of  indi- 
vidual drivers,  would  be  a  difficult  thing  to  do. 

Mr.  Wolf.  I  think  you  should.  It  seems  to  me  that  if  you  got  to- 
gether with  and  developed  a  good  curriculum  with  AAA  and  some 
of  the  other  groups,  it  really  would  be  worth  doing.  Particularly 
when  you  consider  the  current  stress  on  the  American  family.  All 
the  indicators  as  to  the  well-being  of  the  American  family  are  going 
the  wrong  way;  child  abuse,  spousal  abuse,  teen  suicides,  teen 
pregnancy,  you  name  it,  and  it  is  not  good  and  it  is  going  the 
wrong  way. 

I  have  been  a  supporter  of  a  bill  to  increase  the  personal  exemp- 
tion for  children.  If  the  personal  exemption  had  kept  pace  with  in- 
flation, it  would  be  worth  $8,200.  It  is  only  worth  $2,150.  I  and 
other  Members  are  in  favor  of  increasing  the  personal  exemption 
to  allow  parents  to  keep  more  of  their  hard-earned  money  whereby 
they  can  spend  more  time  with  their  kids  and,  hopefully,  not  have 
to  take  that  second  job  or  do  whatever  the  case  may  be. 

But  when  you  look  how  stressed  out  parents  are,  there  is  less 
time  I  think  for  people  to  take  their  children  out  and  teach  them. 
And  I  think  driver's  ed  seemed  to  be  a  good  program. 

I  went  through  it,  my  kids  went  through  it.  I  don't  know  about 
the  De  Kalb  study.  Maybe  it  just  debunked  it  and  said  it  was  not 
useful.  But  something  tells  me  if  you  put  together  a  good  course 
that  was  not  meant  to  be  a  joke  or  it  wasn't  meant  to  be  where 
you  had  the  physical  ed  teacher  who  had  the  extra  hour  and  she 
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or  he  taught  the  course  and  it  did  not  matter,  I  feel  it  might  be 
helpful. 

If  you  could  somehow  look  at  it,  I  would  appreciate  it,  because 
I  am  frightened  to  think  of  a  situation  whereby  with  the  budget 
cuts  tgiking  place  that  we  have  a  Nation  whereby  no  one  is  going 
through  driver's  ed. 

My  other  question  is:  What  do  they  do  in  Grermany  and  in  Swe- 
den and  places  like  that?  What  are  they  doing  there?  What  are  the 
accident  rates  in  Europe,  and  are  their  young  people  going  through 
driver's  ed? 

Mr.  Brownlee.  We  can  do  that  kind  of  analysis  to  the  best  of 
our  ability  as  well.  I  do  not  have  that  off  the  top  of  my  head. 

[The  information  follows:] 

The  driver  education  evaluation  and  demonstration  conducted  in  DeKalb  County 
GA  (1978-1982)  was  the  most  rigorous  evaluation  of  a  driver  education  program 
ever  conducted.  It  was  the  first  (and  only)  evaluation  of  driver  education  to  over- 
come "volunteer  bias"  by  randomly  assigning  students  to  training  or  no-training  con- 
ditions. 

Previous  evaluations  had  shown  only  that  young  drivers  who  volunteer  to  take 
driver  education  have  fewer  crashes  than  those  who  do  not.  The  DeKalb  program 
demonstrated  that,  if  driver  education  is  to  be  successful  with  all  novice  drivers,  it 
must  be  dramatically  changed.  In  particular,  an  effective  driver  education  program 
must  make  complex  safe-performance  actions  easier  to  leaun  and  it  must  motivate 
those  who  would  not  normally  participate  in  "driver  ed"  to  learn  and  perform  safe 
driving  actions. 

Mr.  Brownlee.  I  would  just  comment  about  trying  to  look  at  ac- 
cident rates  and  death  rates  and  so  on,  for  any  class  of  drivers  or 
passengers.  The  extent  to  which  the  data  can  be  confounded  by 
other  environmental  things  going  on  within  a  particular  jurisdic- 
tion, such  as  the  presence  of  impaired  driving  requirements,  effec- 
tive alcohol  enforcement,  for  example.  All  of  those  things  would  af- 
fect the  crash  and  the  death  rates  that  might  exist  within  a  State 
and  those  would  come  to  play.  Whether  or  not  you  can  sort  out  the 
effects  of  driver's  education  would  be  a  tough  analytical  task. 

Mr.  Wolf.  Well,  if  you  could,  and  maybe  get  somebody  to  come 
by  the  office  so  I  don't  take  the  Committee's  time.  I  just  have  two 
more  questions  and  I  will  submit  a  lot  for  the  record. 

underage  alcohol  deaths 

Mr.  Wolf.  I  would  like  to  thank  you  for  the  quick  turnaround 
of  data  requested  last  week  by  my  staff  relating  to  underage  drunk 
driver  fatalities  categorized  by  blood  alcohol  content — BAG.  Accord- 
ing to  these  data,  there  were  7,539  drivers  under  age  21  involved 
in  fatal  crashes  during  1992,  the  latest  year  for  which  numbers  are 
available.  Alcohol  was  a  factor  in  26  percent  of  these  fatalities. 

In  29  states,  including  my  own,  the  percentage  of  alcohol  involve- 
ment in  underage  fatalities  was  even  greater  than  26  percent,  with 
Texas  and  Vermont  topping  the  list  at  40  percent  and  44  percent, 
respectively.  The  Chairman  might  be  interested  to  know,  that  ac- 
cording to  these  data,  Michigan,  at  17  percent,  was  one  of  the 
States  with  lower  alcohol  involvement  in  these  teen  fatalities. 

My  question  is:  How  do  these  data  compare  with  those  of  pre- 
vious years?  And,  can  we  draw  any  conclusions,  other  than  that  the 
level  of  alcohol  involvement  remains  unacceptably  high  for  this 
group  of  drivers? 
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[The  information  follows:] 


The  percentage  of  alcohol-involved  drivers  under  age  21  in  fatal  crashes  has  de- 
creased substantially  in  the  past  10  years,  from  43  percent  in  1982  to  29  percent 
in  1991  and  to  26  percent  in  1992.  This  decrease  has  been  greater  than  for  most 
other  age  groups.  Since  1987,  the  percentage  of  fatalities  that  were  alcohol-related 
has  been  lower  for  persons  under  age  21  than  for  persons  age  21  and  above.  It  ap- 
pears that  the  mix  of  laws  (especially  age  21  drinking  laws),  enforcement,  and  pre- 
vention activities  have  been  effective  in  reducing  youth  involvement  in  alcohol  relat- 
ed fatal  crashes. 

Young  people  are  stUl  overrepresented  in  alcohol-related  crashes  as  a  proportion 
of  their  population,  their  alcohol-related  crash  level  is  still  unacceptably  high,  espe- 
cially since  it  is  illegal  for  persons  under  age  21  to  purchase  alcohol.  Effective  youth 
drinking  and  driving  law  must  be  enacted,  publicized,  and  enforced  in  every  state, 
and  alcohol  prevention  activities  must  be  re-emphasized. 

UNDERAGE  DRIVERS  FATALITIES  BY  BAG  TABLE 

Mr.  Wolf.  Also,  with  the  Chairman's  approval,  I  would  like  to 
submit  this  table  for  the  record. 
[The  information  follows:] 


61 


DRIVERS  UNDER  THE  AGE  OF  21  INVOLVED  IN  FATAL  CRASHES 

BY  THE  DRIVER'S  BAG 
1992  FARS  -  SUB246  (26  MAY  93) 


BAG 

BAG 

BAC 

STATE 

TOTAL 

.00 

PERCENT 

.01- .09 

PERCENT 

.10* 

PERCENT 

Alabama 

216 

151 

70.0 

25 

11. S 

40 

18.6 

Alas)ut 

18 

12 

66.5 

1 

7  .1 

5 

26.4 

Arizona 

123 

86 

69.8 

11 

9.1 

26 

21.1 

Arkansas 

114 

7? 

67.4 

19 

16.5 

18 

16.1 

Cftlifomia 

739 

S40 

73.0 

72 

9.8 

127 

17.2 

Colorado 

112 

77 

69.2 

14 

12.3 

21 

18.6 

Connecticut 

55 

45 

81.0 

3 

6.3 

7 

12.7 

Delaware 

29 

24 

84.2 

2 

7.9 

2 

7.9 

Dist  of  Columbia 

8 

6 

69.6 

0 

6.2 

2 

24.2 

Florid* 

421 

339 

80.5 

28 

6.6 

55 

■13.0 

Georgia 

273 

231 

84.5 

15 

5.6 

27 

9.9 

Hawaii 

21 

14 

65.5 

3 

13.0 

5 

21.5 

Idaho 

55 

41 

74.2 

5 

8.4 

10 

17.4 

Illinois 

278 

209 

75.1 

24 

8.7 

45 

16.2 

Indiana 

198 

156 

78.7 

16 

8.2 

26 

13.0 

Iowa 

107 

75 

70.5 

13 

12.1 

19 

17.4 

Kanaas 

96 

78 

81.0 

5 

5.2 

13 

13.8 

Koneucley 

187 

144 

76.8 

16 

8.6 

27 

14.6 

ijouieiana 

177 

121 

68.2 

22 

12.4 

34 

19.5 

\iae 

3B 

27 

70.9 

6 

15.8 

5 

13.3 

iryland 

inx 

86 

83.3 

7 

£.6 

10 

10.1 

naesaehusettB 

95 

66 

69.2 

11 

11.1 

19 

19.7 

Michigan 

272 

226 

83.0 

15 

5.5 

31 

11.5 

Minnesota 

114 

78 

68.0 

9 

7  .fi 

28 

24.4 

Mississippi 

145 

117 

80.4 

8 

5.6 

20 

14.0 

Missouri 

198 

140 

70.6 

21 

10.8 

37 

18.6 

Montana 

37 

24 

64.8 

4 

11.2 

9 

24.0 

Hat^raska 

66 

51 

76.7 

7 

11.2 

8 

12.1 

Nevada 

29 

21 

71.0 

2 

7.3 

6 

21.7 

New  Hampshire 

14 

13 

92.5 

0 

0.2 

1 

7.3 

Now  Jersey 

139 

119 

85.3 

10 

6.9 

11 

7.8 

New  Mexico 

68 

50 

73.3 

5 

7.4 

13 

19.4 

New  York 

302 

239 

79.1 

25 

8.3 

38 

12.6 

North  Carolina 

22S 

171 

76.0 

18 

a  .2 

36 

15.8 

North  Dakota 

21 

13 

62.0 

2 

7.5 

6 

30.5 

Ohio 

296 

239 

80. S 

15 

5.0 

42 

14.2 

Oklahoma 

149 

103 

68.8 

11 

7  .7 

3S 

23.5 

Oregon 

81 

65 

79.8 

5 

6.5 

11 

13.7 

Pennsylvania 

245 

177 

72.4 

21 

8.5 

47 

19.1 

Rhode  Island 

13 

12 

90.9 

0 

1.0 

1 

fl.l 

South  Carolina 

156 

126 

80.6 

7 

4  .4 

23 

15.0 

South  Dakota 

37 

24 

65.9 

1 

3.3 

11 

30.8 

Tennessee 

237 

174 

73.2 

17 

7.1 

47 

19.6 

Texas 

6X4 

367 

59.8 

89 

14.6 

158 

25.7 

Utah 

62 

52 

84  .0 

5 

8.9 

4 

7.2 

Vermont 

20 

11 

56.3 

3 

13  .9 

6 

29.8 

Virginia 

171 

123 

72  .1 

15 

8  .  7 

3i 

19.2 

shington 

122 

88 

71.9 

13 

10.9 

21 

17.2 

■z   Virginia 

73 

49 

66.8 

7 

10.1 

17 

23.1 

.3Consin 

148 

loa 

•'i.S 

20 

13.  d 

22 

14.9 

Wyoming 

24 

15 

63.0 

4 

16.2 

5 

20.8 

TOTAL 


7539 


5590 


74  .1 


679 


9  .0 
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CRASH  DATA  OF  YOUNG  DRIVERS 

Mr.  Wolf.  In  your  budget  justifications,  you  note  that  the  1995 
program  is  designed  to  foster  central  crash  data  analysis  and  re- 
search. However,  some  have  suggested  that  analysis  of  crash  data 
will  tell  us  little  about  the  risky  behavior  associated  with  accidents 
involving  younger  drivers. 

In  August  1993,  NHTSA  sponsored  a  workshop  focusing  on 
young  driver  risk  taking  at  Elkridge,  Maryland.  Workshop  partici- 
pants commented  that  the  current  sources  of  data  about  youthful 
risk  taking  are  limited. 

In  fact,  a  question  was  raised  about  a  crash  study  being  con- 
ducted in  my  own  State,  and  I  am  quoting  from  the  workshop  re- 
port: "It  was  felt  that  the  data  collection  activities  in  Charlottes- 
ville, Virginia,  do  not  focus  on  risk  taking,  but  on  crash  outcomes. 
Police  accident  reports,  driver  statements,  coroner  information,  and 
other  data  are  being  collected,  but  all  are  somewhat  subjective  and 
not  much  help  in  studying  risk  taking.  Accident-based  data  do  not 
sdlow  investigation  of  experience  versus  inexperience  in  young  driv- 
ers because  accident  forms  lack  information  on  the  level  or  the 
amount  of  driving  experience." 

Obviously,  this  kind  of  data  would  be  helpful  in  developing  more 
effective  training  programs  for  novice  drivers.  In  your  planned 
focus  on  crash  data  analysis,  how  will  you  address  this  lack  of  data 
on  younger  drivers,  an  age  group  that  is  overrepresented  in  fatal 
crashes? 

[The  information  follows:] 

Unfortunately,  the  types  of  data  required  to  understand  the  contributions  of  indi- 
vidual risk  taking  to  crash  causation  is  beyond  the  scope  of  the  type  of  public 
records  on  which  crash  analysis  is  conducted.  Accordingly,  any  efforts  to  address 
these  individual-specific  types  of  issues  will  require  special  studies  that  collect  in- 
depth  data  on  a  Umited  number  of  cases. 

NOVICE  DRIVER  CRASH  ANALYSIS 

Mr.  Wolf.  Does  NHTSA  have  any  plans  to  develop  a  model  for 
crash  analysis  which  would  take  key  factors  into  account  involving 
the  inexperience  and  risky  behavior  of  novice  driyers? 

[The  information  follows:] 

NHTSA  does  not  currently  have  plans  to  conduct  such  a  study.  However,  the 
agency  does  have  numerous  projects  underway  and  planned  for  the  future  to  explore 
the  role  of  inexperience  and  risky  behavior  in  crash  involvement. 

driver's  EDUCATION  PROGRAMS 

Mr.  Wolf.  Does  NHTSA  have  any  proposals  or  ongoing  efforts  to 
identify  proposals  for  improving  driver  education  programs  nation- 
wide? 

[The  information  follows:] 

In  April  1993  the  agency  convened  a  two-day  workshop  to  identify  training  re- 
quirements designed  to  reduce  young  driver  risk  taking  and  improve  decision  mak- 
ing skills.  Eleven  national  and  international  experts  in  traffic  safety  education  and 
decision  making  attended.  The  agency  pubUshed  a  final  report  on  the  proceedings 
in  February  1994. 

The  agency  has  prepared  a  report  to  Congress  on  a  research  agenda  for  improving 
novice  driver  education.  This  report  is  currently  being  reviewed  by  NHTSA's  new 
senior  management  team.  The  agenda  activities  start  in  fiscal  year  1995. 
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Mr.  Wolf.  Are  any  programs  included  in  the  fiscal  year  1995 
budget  to  address  this  problem? 
[The  information  follows:] 

The  agency  will  continue  to  support  two  research  projects  related  to  youth  risk- 
taking  through  fiscal  year  1995.  One  of  these  studies  is  exploring  how  youth  risk- 
taking  has  been  addressed  in  relation  to  other  health-risk  areas  and  applying  these 
approaches  to  traffic  safety  issues.  The  second  is  focusing  specifically  on  methods 
for  increasing  safety  belt  use  of  teenagers.  Results  of  both  of  these  studies  are  essen- 
tial for  any  iuture  efforts  to  develop  driver  education  curriculum  materials. 

Mr.  Wolf.  Does  NHTSA  feel  that  more  uniform  curricula  and  in- 
structor standards  need  to  be  established?  If  so,  should  these  be 
State  or  national  standards  and  how  should  they  be  implemented? 

[The  information  follows:] 

If  there  is  agreement  on  what  needs  to  be  tauglrt,  then  establishing  teaching  and 
teacher  standards  can  contribute  to  more  consistent  outcomes.  However,  since  the 
individual  states  exercise  oversight  over  educational  programs,  the  Agency  can  only 
recommend  model  programs  and  standards.  NHTSA  will  follow  this  approach  by  in- 
volving the  national  organizations  related  to  driver  education  and  driver  licensing. 

INTEGRATING  LICENSING  AND  EDUCATION 

Mr.  Wolf.  It  is  widely  believed  that  more  direct  integration  of 
driver  licensing  and  education  would  be  an  effective  way  to  im- 
prove the  skills  and  decision  making  of  novice  drivers,  thus  reduc- 
ing their  risk  of  being  involved  in  collisions.  Does  NHTSA  agree 
with  this  approach,  and,  if  so,  what  initiatives  could  accomplish 
this  integration? 

[The  information  follows:] 

NHTSA's  1993  workshop  on  driver  education  found  that  integrating  driver  edu- 
cation with  a  graduated  licensing  system  has  the  potential  to  be  an  effective  crash- 
reduction  countermeasure.  A  major  difficulty  is  that  no  state  currently  has  a  grad- 
uated licensing  system  that  contains  aU  of  the  elements  proposed  by  NHTSA  and 
the  American  Association  of  Motor  Vehicle  Administrators.  As  advanced  driver  edu- 
cation curriculum  suited  to  integration  in  graduated  licensing  does  not  exist,  it  is 
difficult  to  describe  the  most  appropriate  initiatives  to  accomplish  this  integration 
without  more  development  work. 

PUBLIC-PRIVATE  COOPERATION  ON  DRIVER'S  EDUCATION 

Mr.  Wolf.  In  today's  environment  of  "reinventing  government," 
public-private  partnerships  have  become  increasingly  important.  I 
am  aware  that  such  organizations  as  the  American  Automobile  As- 
sociation and  the  American  Driver  Training  and  Safety  Educators 
Association  are  concerned  about  driver  education.  These  groups  are 
working  to  improve  both  the  quality  of  driver  education,  and  its 
availability  in  schools  nationwide. 

What  opportunities  exist  for  public-private  partnerships  to  en- 
hance driver  education? 

[The  information  follows:] 

Opportunities  exist  at  several  levels,  from  curriculum  development  to  materials 
production  to  course  implementation.  Historically,  there  has  always  been  a  public- 
private  partnership  with  driver  education.  Since  it  has  never  been  a  Federally  man- 
dated program,  the  agency  has  always  worked  with  the  private  sector  and  the 
states.  If  driver  education  is  to  be  improved,  it  is  vital  that  this  partnership  con- 
tinue. 

Mr.  Wolf.  What  action,  if  any,  is  NHTSA  contemplating  to  take 
advantage  of  these  opportunities? 
[The  information  follows:] 
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The  Agency  has  always  involved  the  private  sector  and  the  states  in  its  driver 
education  activities.  For  example,  in  the  workshop  on  young  driver  risk  taking  held 
last  year  in  Elkridge,  MD,  participants  included  individuals  from  several  state  agen- 
cies and  representatives  of  the  American  Automobile  Association  and  the  American 
Driver  and  Traffic  Safety  Education  Association. 

Mr.  Wolf.  With  the  general  decline  in  driver  education  pro- 
grams, it  is  doubtful  that  insurance  companies  are  as  willing  to 
grant  reduced  premiums  to  young  drivers.  Would  this  be  a  poten- 
tial area  where  a  public-private  partnership  could  be  forged,  where 
insurance  companies  could  be  urged  to  support  high  school  driver 
education  courses  meeting  State  or  nationally  approved  standards 
by  granting  reduced  premiums  to  drivers  who  successfully  complete 
approved  courses  suitable  to  their  age  group  and  driving  experi- 
ence? 

[The  information  follows:] 

Insurance  companies  have  traditionally  used  their  actuarial  data  to  determine 
when  reduced  premiums  are  possible.  For  example,  they  give  reductions  to  reported 
non-smokers  and  safety  belt  users  because  actuarial  data  supports  such  a  reduction. 
Many  insurance  companies  have  given  reductions  for  driver  education,  and  some 
still  do. 

Based  on  past  performance,  insurance  companies  are  likely  to  support  any  proven 
crash-reduction  countermeasure.  If  an  innovative  driver  education  program  can  be 
produced  that  reduces  crashes  for  those  who  take  it,  insurance  companies  may  sup- 
port it. 

ELKRIDGE  CO^fFERENCE  IMPACT  ON  DRIVER  TRAINING 

Mr.  Wolf.  The  focus  of  your  April  1993  workshop  at  Elkridge, 
Maryland,  was  to  identify  research  and  development  needs  for  driv- 
er training  in  order  to  reduce  young  driver  risk  taking  and  improve 
their  decision  making  skills.  Thirty-five  recommendations  were  de- 
veloped as  a  result  of  this  workshop. 

WTiat  are  NHTSA's  plans  for  following  up  on  these  recommenda- 
tions? 

[The  information  follows:] 

The  Agency  will  use  this  information  in  several  planned  activities.  First,  the  infor- 
mation will  be  used  in  the  recommended  research  and  development  of  NHTSA's  Re- 
search Agenda  For  an  Improved  Novice  Driver  Education  Program.  Second,  the  in- 
formation is  being  used  in  our  on-going  research  to  better  understand  young  driver 
risk  taking.  Third,  as  new  research  and  development  activities  are  initiated,  the  in- 
formation will  be  used  to  help  design  those  activities. 

Mr.  Wolf.  One  of  those  35  recommendations  is  the  development 
of  realistic  simulations  that  young  drivers  must  complete  before 
getting  into  a  car.  However,  there  has  been  some  concern  that  sim- 
ulators and  other  **benign"  teaching  methods — e.g.,  experience  with 
lawn  tractors — may  actually  work  to  desensitize  young  drivers  to 
real  risk  by  making  them  overconfident  about  their  abilities. 

How  does  NHTSA  reconcile  these  two  schools  of  thought?  Do  you 
have  any  data  about  the  value  of  simulators  as  the  precursor — ^but 
not  the  replacement — for  on-the-road  training? 

[The  information  follows:] 

There  has  not  been  any  research  that  indicates  that  simulation,  in  any  form,  can 
replace  on-the-road  training  or  cause  new  drivers  to  be  greater  risk  takers.  Part  of 
the  discussion  that  surrounds  the  use  of  "simulation"  for  driver  education,  especially 
for  new  drivers,  is  caused  by  the  broad  definition  and  resulting  perception  of  the 
term.  Many  people  think  that  a  simulator  is  a  mock-up  of  a  vehicle  that  will  provide 
experience  equivalent  to  driving  on  a  roadway.  In  fact,  most  driving-related  simula- 
tors are  much  simpler  than  that.  Some  may  involve  a  rough  replica  of  a  driver's 
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seat,  but  offer  extremely  limited  driver's  point-of-view  and  no  motion  while  others 
are  simply  computer  screens  with  a  "joystick."  Some  are  fully  interactive,  but  others 
allow  no  control  over  the  simulation  scenario.  (Strictly  speaking,  a  classroom  in- 
structor using  a  black  board  to  demonstrate  driving  techniques  is  using  simulation.) 
The  art  of  simulation  is  rapidly  expanding  into  totally  new  realms,  and  extremely 
sophisticated  systems  (such  as  virtual  reality)  are  becoming  increasingly  affordable. 
With  the  conversion  of  military  technology  to  civilian  applications  we  may  see  the 
development  of  previously  inconceivable  simulators.  The  practical  effects  of  these 
new  approaches  are  currently  unknown.  Because  the  driving  task  is  so  complex, 
simulation  can  play  a  variety  of  roles  in  preparing  new  drivers  to  be  safe  drivers. 
As  part  of  its  research  and  development  program,  the  agency  will  investigate  a  vari- 
ety of  simulation  approaches  and  adapt  those  that  prove  to  be  effective  teaching 
tools,  as  part  of  NHTSA's  overall  technical  assistance  offered  to  State  and  commu- 
nity traffic  safety  programs. 

HATCHBACK  VEHICLE  EJECTION  FATALITIES 

Mr.  Wolf.  An  average  of  147  people  were  killed  in  1991  and 
1992  in  crashes  in  which  they  were  ejected  through  the  rear  win- 
dows and  doors  of  hatchback  vehicles.  According  to  Secretary  Peiia, 
this  raises  the  possibility  that  tougher  standards  are  needed  for  the 
construction  of  door  latches  in  hatchback  cars,  minivans, 
stationwagons,  and  four  wheel  drive  vehicles.  In  a  summary  of 
these  accidents  just  released  by  NHTSA,  you  indicated  that  95  per- 
cent of  these  victims  were  not  wearing  seat  belts. 

Certainly,  the  design  of  this  so  called  "hatch  latch"  needs  to  be 
addressed,  but  isn't  this  more  of  a  seat  belt  usage  issue? 

[The  information  follows:] 

The  agency  recognizes  that  seat  belts  are  the  most  effective  countermeasure  for 
ejection  reduction.  However,  the  agency's  1988-1992  National  Accident  Sampling 
System  data  indicate  that  over  95  percent  of  rear  door  ejections  occurred  to  unbelted 
occupants.  Therefore,  the  agency  believes  that  other  ejection  prevention  counter- 
measures,  in  addition  to  messages  to  wear  seat  belts,  may  be  needed  for  the  reduc- 
tion of  rear  door  ejections.  Research  is  underway  to  improve  latch  and  glazing  de- 
signs to  reduce  occupant  ejections  through  doors  and  glaziilg  openings,  including 
those  in  the  rears  of  vehicles. 

SAFETY  BELT  USAGE  LEVELS 

Mr.  Wolf.  The  DOT  has  set  a  national  goal  of  75  percent  belt 
use  by  1997.  Given  the  statistics  of  95  percent  non-use  in  the 
hatchback  ejection  fatalities,  is  the  goal  of  75  percent  high  enough? 

[The  information  follows:] 

The  goal  of  75  percent  use  by  the  end  of  1996  is  an  intermediate  goal,  not  a  final 
goal.  If  a  sufficient  number  of  states  can  be  convinced  to  upgrade  their  current  safe- 
ty belt  usage  laws  to  allow  for  primary  enforcement  and  to  implement  usage  laws 
to  allow  for  primary  enforcement  and  to  implement  periodic,  highly  publicized  ef- 
forts to  enforce  these  law,  usage  rates  of  85-90  percent  should  be  attainable  and 
wiU  be  targeted. 

Mr.  Wolf.  Secretary  Peiia  recently  announced  that  66  percent  of 
Americans  used  safety  belts  in  1993,  an  increase  over  a  62  percent 
use  rate  in  1992.  However,  it  has  been  reported  that  several  indus- 
trialized nations,  including  Canada,  Great  Britain,  West  Germany, 
and  Australia,  have  belt  use  rates  significantly  higher  than  that  of 
the  U.S. 

Are  there  methods  that  these  countries  are  deploying  from  which 
we  could  possibly  learn? 

[The  information  follows:] 

Canada's  success  can  be  traced  to  three  factors:  belt  use  laws  with  primary  en- 
forcement, assessment  of  demerit  points  for  seat  belt  violations,  and  utilization  of 
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periodic,  highly  publicized  enforcement,  often  called  Special  Traffic  Enforcement 
Programs  or  STEPs.  These  enforcement  techniques  have  been  used  for  the  past  dec- 
ade to  increase  motorist  awareness  and  expectation  that  the  Canadian  p^o^•'ncial 
laws  will  be  enforced. 

In  the  U.S.,  belt  use  rates  in  states  with  primary  enforcement  laws  average  13 
percentage  points  higher  than  states  with  secondary  enforcement  laws.  California 
switched  to  primary  enforcement  in  1993  and  the  statewide  use  rate  increased  by 
13  percentage  points  (to  83  percent)  during  1993. 

North  Carolina,  which  already  had  a  primary  enforcement  law,  was  able  to  in- 
crease its  statewide  use  rate  by  15  percentage  points  in  1993,  by  employing  the 
same  STEP  enforcement  strategy  used  in  Canada. 

NHTSA  is  urging  states  to  join  in  a  national  campaign  to  increase  safety  belt  use 
rates  (and  lower  alcohol-related  fatahties)  by  incorporating  these  legislative  and  en- 
forcement features  into  their  programs.  It  should  be  noted,  however,  that  other  fac- 
tors appear  to  be  involved  in  comparing  the  U.S.  experience  with  that  of  foreign 
countries.  In  nations  such  as  Great  Britain  and  Austraha,  for  example,  usage  rates 
increased  to,  and  remained  at  very  high  levels,  immediately  after  seat  belt  use  laws 
were  enacted.  This  occurred  without  any  special  enforcement  efforts  and  appeared 
to  represent  a  societal  difference  in  the  reaction  to  such  laws. 

Finally,  all  of  the  foreign  countries  you  mention  enacted  their  use  laws  8-10  years 
before  the  first  use  law  was  passed  in  the  U.S.,  and  thus  those  countries  have  had 
more  years  of  experience  to  increase  their  compliance  levels. 

CADAVER  USE  IN  CRASH  TESTING  RESEARCH 

Mr.  Wolf.  What  about  the  controversy  about  the  Grermans  using 
cadavers  for  research?  What  is  the  status  of  that?  What  do  we  do 
here;  and  was  there  any  Federal  money  going  into  the  German 
project? 

Mr.  Hart.  I  will  let  Mr.  Parker  address  that. 

Mr.  Parker.  With  regard  to  the  last  question,  yes,  there  was 
NHTSA  money  going  into  the  experiments  at  the  University  of  Hei- 
delberg. From  what  we  understand,  talking  to  Dr.  Caliaris  over 
there,  who  runs  that  program,  that  the  controversy  is  not  nearly 
as  high  at  it  was.  It  flared  up  and  has  died  down.  They  are  in  the 
process  of  doing  a  national  review  of  using  cadavers  for  medical  re- 
search and  scientific  research,  and  it  is  something  that  the  U.S.  did 
back  in  the  late  1970s  and  early  1980s. 

Mr.  Wolf.  We  used  to  do  it  here? 

Mr.  Parker.  We  did  the  same  type  of  national  review  of  the  pol- 
icy of  using  cadavers  for  highway  safety  research,  motor  vehicle 
safety  research.  And  out  of  that  came  guidelines  that  require  us  to 
essentially  have  an  ethical  review  of  using  the  cadaver  in  a  particu- 
lar experiment. 

Mr.  Wolf.  Like  next  of  kin  being  notified? 

Mr.  Parker,  That  is  one  of  the  things  that  is  done.  But  the  first 
question  is  if  the  research  is  critical  research  and  the  use  of  cadav- 
ers is  essential.  Those  are  the  first  two  questions  you  have  to  an- 
swer. Then,  after  that,  we  require  the  institutions  that  we  do  busi- 
ness with  to  have  committees  to  review  themselves  whether  this 
research  is  ethical. 

Mr.  Wolf.  Have  those  first  two  questions  been  answered? 

Mr.  Parker.  I  am  sorry? 

Mr.  Wolf.  Is  it  necessary? 

Mr.  Parker.  Yes,  we  believe  it  is  necessary.  There  were  two  Na- 
tional Academy  of  Science  studies  done  and  both  of  those  pointed 
to  the  absolute  criticality  of  using  cadavers  in  injury  research. 

As  a  matter  of  fact,  I  did  a  lot  of  interviews,  media  interviews 
with  regard  to  this  issue  when  it  first  came  up,  and  what  I  found 
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was  that  there  was  not  any  organized  opposition.  As  a  matter  of 
fact,  the  reporters  I  talked  to  said:  Do  you  know  anybody  that  is 
against  this  research?  I  said,  I  don't  particularly  know  anybody 
against  this  research.  And  so  I  think  in  the  U.S.,  the  interest  in 
the  story  just  died. 

Mr.  Wolf.  I  guess  the  problem  was  they  were  using  the  cadavers 
without  the  families  consent. 

Mr.  Parker.  Well,  it  turned,  as  a  matter  of  fact,  at  the  Univer- 
sity of  Heidelberg  they  actually  had  family  permission,  so  there 
was  a  lot  of  misinformation  as  part  of  that.  But  as  a  result  of  all 
that,  as  I  said,  there  is  a  national  review  in  Germany  of  that  proc- 
ess, and  that  is  kind  of  critical  to  our  interest  because  we  find  that 
to  be  a  very  good  research  center. 

Mr.  Wolf.  And  how  much  Federal  money  went  into  that? 

Mr.  Parker.  It  turns  out  to  be  around  $250,000  to  $300,000  for 
a  couple  of  years  of  research. 

[Additional  information  follows:] 

We  currently  have  a  five  year  research  agreement  with  the  University  of  Heidel- 
berg for  a  total  of  $500,000.  To  this  point  in  time,  we  estimate  that  they  have  ex- 
pended approximately  $250,000  conducting  research  to  better  understand  the  injury 
process  in  restrained  advdts  in  frontal  crashes. 

Mr.  Hart.  The  ultimate  goal  is  to  do  all  that  research  either  by 
computer  modeling  or  with  dummies.  But  in  order  to  make  the 
computer  modeling  and  dummies  realistic,  the  cadaver  research  is 
essential. 

CHILD  SEATS  WITH  AIR  BAGS 

Mr.  Wolf.  The  child  seat  belt  question,  safety  seats  for  children, 
where  are  you  on  that  insofar  as  getting  word  out  to  parents  that 
have  bought  the  seats;  how  is  that  moving  along? 

Mr.  Hart.  We  have  just  issued  a  rulemaking  that  addresses  sev- 
eral aspects  of  that  question.  In  particular,  in  this  rulemaking  we 
looked  at  the  issue  of  rear  facing  child  safety  seats  in  air  bag  seats, 
and  we  have  warned  against  that  and  we  have  mandated  that  la- 
bels be  placed  on  the  seats.  We  have  mandated  that  information  be 
indicated  in  the  owner's  manual. 

Mr.  Wolf.  On  the  seats  that  you  purchase? 

Mr.  Hart.  Yes,  the  child  safety  seat  itself,  in  the  automobile 
owner's  manual,  and  also  in  the  automobile  itself. 

Mr.  Wolf.  Of  course,  the  manual — I  don't  think  I  have  ever  read 
my  manual.  Maybe  I  should.  Maybe  I  am  the  only  one  in  the  room 
that  has  not  read  the  manual,  but  I  think  the  manual  does  not 
really  quite  do  it.  I  will  read  it  tonight,  though,  so  you  can  ask  me 
tomorrow  if  I  did. 

Mr.  Hart.  In  case  you  are  not  the  only  one,  that  is  why  we  re- 
quire the  label  to  be  on  the  seats  and  in  the  car  itself. 

Mr.  Wolf.  Where  will  it  be  in  the  car? 

Mr.  Hart.  I  will  ask  Mr.  Felrice  to  give  you  the  details  on  that. 

Mr.  Felrice.  New  vehicles  that  have  passenger  air  bags  have  to 
have  at  least  an  insert  in  the  owner's  manual  already.  That  became 
effective  March  1st.  Beginning  September  1st,  they  will  have  to 
have  information  on  the  sun  visor,  among  other  warnings. 

Mr.  Wolf.  So  when  you  pull  it  down — 
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Mr,  Felrice.  It  can  be  on  either  side.  If  it  is  on  the  side  that  you 
cannot  see  unless  you  flip  it  down,  there  must  be  a  warning  on  the 
instrument  panel  that  says  air  bag,  see  sun  visor.  Hopefully,  the 
people  will  then  flip  down  the  sun  visor.  If  it  is  on  the  side  that 
faces  you,  you  do  not  need  the  redundant  warning. 

Mr.  Wolf.  What  will  the  warning  say? 

Mr.  Felrice.  It  will  caution  people.  It  is  a  general  air  bag  warn- 
ing. It  will  caution  people  to  wear  safety  belts;  to  not  place  rear  fac- 
ing child  seats  in  that  seating  position;  not  to  sit  too  close  to  the 
air  bag;  not  to  put  anything  between  the  air  bag  and  the  occupants. 
And  then  it  is  going  to  refer  them  back  to  the  owner's  manual  for 
additional  information. 

Mr.  Wolf.  What  about  people,  and  I  know  you  cannot  protect 
every  circumstance,  but  what  about  people  that  have  bought  cars 
and  that  are  out  there  now?  Because  I  see  front  car  seats  out  there 
now — I  don't  know  if  the  people  have  air  bags,  to  be  honest  with 
you,  but  they  are  relatively  new  cars,  and  certainly  I  think  a  sig- 
nificant number  would. 

One  of  the  reasons  for  the  purchase  of  the  car  I  bought,  I  wanted 
dual  air  bags.  So  is  there  anything  being  done  for  somebody  who 
just  bought  the  car  and  the  warning  is  not  there? 

Mr.  Felrice.  We  are  trying  to  do  everything  we  can.  The  Sec- 
retary has  taken  a  very  personal  interest  in  this  subject.  He  issued 
a  video  news  release  which  was  sent  to  media  outlets  last  month, 
and  that  got  fairly  good  publicity.  We  are  continuing  to  inform  the 
media. 

We  have  worked  with  the  American  Academy  of  Pediatrics  and 
they  have  inserted  information  in  their  publications  which  go  to  all 
pediatricians  to  caution  consumers  not  to  place  a  rear  facing  re- 
straint in  that  seating  position  with  an  air  bag.  And  we  are  using 
other  avenues  with  the  States  and  child  safety  interest  groups  to 
also  get  the  word  out,  but  it  is  going  to  take  a  continuing  effort  on 
our  part. 

Mr.  Wolf.  Just  to  help,  what  are  the  problems? 

Mr.  Felrice.  The  problem  is  that  the  rear  of  the  child  re- 
straint— the  child  is  facing  backwards.  The  rear  of  that  restraint 
tends  to  be  up  against  the  instrument  panel  and  that  is  where  the 
air  bag  deploys  and  it  deploys  at  a  high  velocity,  a  lot  of  energy, 
obviously,  to  have  it  deploy  in  a  fraction  of  a  second.  That  force  can 
push  the  child  restraint  and,  obviously,  these  are  for  infant  re- 
straint usage,  for  children  under  a  year  of  age  or  under  20  pounds, 
and  that  energy  can,  by  itself,  cause  harm  to  the  child.  It  can  result 
in  head  or  neck  injuries  that  could  be  very  serious. 

Mr.  Wolf.  Have  we  had  any  deaths? 

Mr.  Felrice.  We  are  not  aware  of  any  injuries,  thankfully,  and 
we  do  not  want  to  have  any. 

Mr.  Wolf.  How  did  it  get  out,  then,  that  there  was  a  problem? 

Mr.  Felrice.  Well,  the  agency  and  automobile  manufacturers 
and  child  safety  seat  manufacturers  were  looking  at  this  area  in 
late  1991  and  we  funded  some  research  of  our  own  about  Septem- 
ber or  October  of  that  year. 

When  we  saw  the  films  and  got  the  readings,  the  instrumenta- 
tion readings,  we  saw  that  the  forces  on  the  children  in  these  rear 
facing  restraints  were  much  greater  with  the  air  bag  than  in  an 
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equivalent  vehicle  without  the  air  bag.  So  we  immediately  put  out 
a  consumer  advisory  in  December  1991.  That  then  lead  to  the  two 
rulemakings  that  Mr.  Hart  mentioned  to  require  warnings  in  the 
vehicle  and  now  on  child  safety  seats. 

Mr.  Wolf.  So  we  are  not  really  sure  it  is  a  problem,  then? 

Mr.  Felrice.  It  can  be  a  problem.  It  can  be  a  severe  potential 
problem,  but  we  did  not  want  to  count  the  injuries  before  we  acted. 
So  this  is  really  a  health  prevention  type  of  activity. 

BELTWAY  SAFETY  INITL\TIVE 

Mr.  Wolf.  In  closing,  and  maybe  let  me  just  thank  you,  Mr. 
Hart.  I  appreciate  NHTSA's  help  in  the  Beltway  safety  issue.  That 
was  very,  very  helpful,  and  we  look  forward  to  working  with  you 
and  Mr.  Slater  to  follow  up  on  the  recommendations  being  made. 
But  I  appreciate  that  very,  very  much. 

Mr.  Hart.  We  are  involved  with  Federal  Highway  and  other 
modes  within  the  Department  and  we  look  forward  to  a  continuing 
cooperation. 

Mr.  Wolf.  Thank  you  very  much.  I  have  no  further  questions- 
Mr.  Chairman. 

EMS  PROGRAM  FUNDING 

Mr.  Carr.  Mr.  Coleman. 

Mr.  Coleman.  Thank  you,  Mr.  Chairman. 

I  wanted  to  address  the  issue  of  the  emergency  medical  services. 
First,  I  want  to  thank  the  Assistant  Secretary,  Ms.  Stoll,  for  being 
here,  your  input  is  critical  in  the  area  of  the  budget  and  how  it  is 
that  we  are  allocating  our  resources.  It  makes  a  good  statement  for 
this  particular  segment  of  the  Department  of  Transportation  that 
you  are  here. 

The  emergency  medical  services  requested  about  a  million  and  a 
half  dollars  in  1994.  It  was  cut  back  to  $614,000  and  the  request 
for  next  year  is  $769,000.  Am  I  correct  on  those  numbers? 

Mr.  Brownlee.  That  is  correct. 

PEDIATRIC  EMS  SYSTEMS 

Mr.  Coleman.  As  I  mentioned  at  a  previous  hearing  with  the 
Transportation  Safety  Board,  I  am  concerned  about  the  lack  of  pe- 
diatric emergency  medical  services.  Has  NHTSA  addressed  this 
issue  through  any  demonstration  projects  or  are  you  planning  to  do 
so.  The  problem  is  one  of  actual  treatment  in  trauma  care  units. 

We  are  finding  that  while  they  are  geared  for  trauma  care,  many 
of  these  emergency  facilities  or  trauma  care  units  within  hospitals 
are  not  accessible  for  children. 

Do  you  have  any  demonstration  projects  or  are  you  planning  any 
in  that  area?  Do  you  think  it  is  appropriate  to  do  some? 

Mr.  Hart.  I  will  let  Mr.  Brownlee  answer  that,  if  I  might. 

Mr.  Brownlee.  Certainly  it  is  appropriate.  That  is  one  of  those 
areas  where  there  is  a  relationship  with  the  Department  of  Health 
and  Human  Services  that  bears  heavily  on  the  question  that  you 
asked.  While  NHTSA  has  overall  systems  responsibility  for  looking 
at  EMS  in  the  States,  the  Department  of  Health  and  Human  Serv- 
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ices  has  responsibility  for  improving  EMS  for  pediatric  populations 
through  its  Maternal  and  Child  HeSth  Bureau. 

This  is  one  of  those  areas  where  we  do  not  overlap  and  would 
not  engage  in  any  special  demonstration  projects,  at  our  initiative 
that  would  be  covered  by  them. 

COORDINATION  WITH  HHS  ON  EMS  PROGRAM 

Mr.  Coleman.  I  noticed  in  the  overall  budget  request  that  one 
of  the  program  objectives  of  the  agency  in  transportation  is  to  see 
to  it  that  we  have  better  coordination  with  the  Department  of 
Health  and  Human  Services. 

I  am  very  interested  in  whether  or  not  we  will  be  able  to  accom- 
plish that.  I  noticed  in  your  budget  request,  you  highlight  a  lot  of 
problems  with  rural  emergency  medical  services.  The  great  dif- 
ficulty that  some  communities  face  is  the  distance  to  the  nearest 
pediatric  facility.  In  my  community  of  El  Paso,  Texas  the  nearest 
Children's  Hospital  is  probably  300  miles — and  I  am  not  sure  Albu- 
querque has  one. 

The  truth  of  the  matter  is  emergency  medical  services  for  chil- 
dren is  unavailable  for  a  radius  of  300  miles  in  any  direction.  Even 
if  you  have  a  MAST  system  provided  by  the  military,  which  has 
provided  services  for  emergency  medical  services  in  those  far-flung 
rural  areas,  regions  of  the  State  that  are  not  near  hospitals  that 
can  stabilize  individuals  who  are  injured,  would  Health  and 
Human  Services  and  your  agency  be  able  to  come  up  with  some 
ideas  about  how  we  can  better  treat  children  in  this  situation. 

Mr.  Brownlee.  Yes,  I  think  that  is  an  important  priority,  and 
your  observation  about  the  emphasis  in  our  budget  and  what  we 
would  like  to  do  for  1995  is  correct. 

The  bulk  of  the  fatalities  occur  in  this  country  in  rural  areas.  By 
improving  emergency  medical  care  within  those  areas,  hopefully  we 
can  have  some  effect  on  the  number  of  deaths  that  occur  in  rural 
areas. 

One  of  the  things  that  we  feel  very  strongly  about  is  to  better 
understand  where  we  can  have  the  most  effect  in  rural  areas  in 
order  to  improve  medical  care.  We  have  done  some  studies  in  the 
State  of  Montana,  and  have  two  more  under  way,  to  try  to  get  a 
better  sense  of  how  much  of  the  mortality  that  occurs  in  rural 
areas  is  preventable  by  better  transportation,  better  care  when  pa- 
tients get  to  hospitals,  etc.  And  I  think  it  is  very  important  at  this 
juncture,  when  we  are  at  the  front  end  of  that  whole  problem,  to 
understand  where  we  have  to  make  the  adjustments  in  order  to  im- 
prove the  entire  system. 

FEDERAL  INTERAGENCY  COOPERATION  ON  EMS 

Mr.  Coleman.  I  would  make  a  suggestion.  I  know  we  talk  about 
HHS,  but  it  seems  to  me  the  Department  of  Defense  can  play  a 
role.  DOD  plays  a  key  role  in  my  part  of  the  country.  Whether  or 
not  we  were  able  to  permanently  station  units  with  that  capability 
in  rural  areas  is  also  critical.  I  have  taken  up  that  issue  on  a  num- 
ber of  occasions  with  the  Department  of  Defense  in  my  region.  We 
have  had  that  service,  then  had  it  removed  with  cutJbacks  in  De- 
fense, nonetheless  supplementing  it  with  guard  and  reserve  units 
who  are  also  capable  of  medivac  efforts. 
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It  seems  to  me  that  this  agency  especially  could  be  a  coordinating 
vehicle  for  this  whole  effort  with  HHS.  I  don't  suggest  that  you 
have  a  demonstration  project  for  children,  but  somebody  ought  to. 
I  am  concerned  about  the  fact  that  we  are  finding  an  inability  for 
trauma  care  units,  some  of  which  are  the  finest  in  the  world,  to 
take  care  of  children. 

We  need  to  address  the  pediatric  side  of  traumacare  some  agency 
needs  to  take  the  lead.  Aiid  if  it  is  not  you,  it  should  be  HHS  I 
would  hope  that  we  could  coordinate  our  various  agencies  on  which 
we  all  spend  our  tax  dollars  to  address  this. 

Mr.  Brownlee.  You  mentioned  military  equipment  availability 
to  reach  rural  areas,  and  the  MAST  program,  which  is  the  organi- 
zation within  the  military  that  helps  out  when  the  need  exists,  par- 
ticularly in  disaster  times.  Our  agency  is  the  agency  that  coordi- 
nates the  military  MAST  program,  and  tries  to  coordinate  the 
availability  of  those  kinds  of  services  in  areas  where  they  are  need- 
ed within  the  States. 

That  is  an  important  component  of  the  kind  of  help  that  might 
be  available  to  rural  areas. 

Mr.  Hart.  Mr.  Coleman,  as  you  noticed  from  the  budget  request, 
we  have  been  working  with  EMS  substantially  and  we  are  looking 
to  do  more  of  that  now.  But  I  would  like  to  note  that  the  emphasis 
on  health  care  has  created  an  exciting  opportunity  for  us  to  im- 
prove the  relationships  in  the  highway  traffic  safety  community  be- 
tween EMS  and  the  enforcement  and  all  the  other  people  in  the 
traffic  safety  arena,  £ind  that  is  one  area  we  are  certainly  looking 
at  and  we  would  look  to  work  cooperatively  with  HHS  on  those 
kinds  of  matters. 

PEDIATRIC  EMS  STATE  PROGRAMS 

Mr.  Coleman.  I  think,  Mr.  Chairman,  it  might  be  good  if  the 
Committee  were  to  consider  at  some  point  language  with  respect 
to  how  we  deal  with  the  pediatric  emergencies  and  to  obtain  a  re- 
port about  the  coordination  among  agencies.  I  may  attempt  to  pro- 
pose that  or  at  least  suggest  that  that  is  one  way  perhaps  we  could 
go  forward. 

My  concern  also  is  in  the  area  of,  in  the  EMS  portion  itself.  I  no- 
ticed in  reading  your  budget  request  that  there  was  evidently  some 
technology  you  were  attempting  to  transfer.  Please  expound  on  that 
a  little  in  this  whole  EMS  provided  to  the  States.  I  am  not  sure 
exactly  what  it  is  you  are  attempting  to  do. 

Mr.  Brownlee.  One  of  the  principal  programs  we  have  in  the 
EMS  work  is  to  provide  assistance  to  the  States  to  assist  their 
statewide  programs  and  to  examine  such  things  as  statewide  co- 
ordination, availability,  training,  all  of  those  items. 

The  assessment  program  identifies  State  needs  that  need  to  be 
filled  in  one  way  or  another.  One  of  the  ways  that  we  fill  them  is 
through  the  training  programs  that  we  develop  for  emergency  med- 
ical technician  training,  clear  on  through  a  variety  of  other  courses 
we  maintain  that  are  available  to  the  States  in  order  to  make  sure 
that  their  personnel  are  trained  correctly. 

We  have  developed  two  cources,  which  we  think  are  going  to 
have  major  application,  particularly  in  rural  areas.  The  first  is 
called  the  "Bystander  Care  Curriculum,"  which  is  what  a  person 
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should  do  when  they  first  arrive  on  the  scene  of  an  accident,  and 
that  is  essentially  to  keep  the  person  alive  until  EMS  arrives.  The 
second  is  "First  Responder"  for  police  and  emergency  personnel,  de- 
signed to  train  them  to  be  better  prepared  and  how  to  cope  with 
a  medical  emergency  that  exists  in  an  accident. 

When  we  speak  of  technology  transfer,  it  is  in  terms  of  training 
to  help  the  States  to  better  manage  their  own  EMS  programs. 

RURAL  EMS  NEEDS 

Mr.  Coleman.  I  am  interested  in  the  inability  of  some  rural  hos- 
pitals to  stabilize  a  victim  of  an  accident.  It  seems  to  me  part  of 
our  overall  effort  as  a  country  ought  to  be  to  see  to  it  that  either 
we  get  that  person  to  a  trauma  care  unit.  Let  me  give  you  an  ex- 
ample. 

In  Van  Horn,  Texas,  where  Interstate  10  joins  other  State  high- 
ways, accidents  occur  there  oftentimes  with  people  falling  asleep  at 
the  wheel.  It  is  pretty  long  and  lonely.  The  next  town  is  30  miles 
away  in  either  direction  and  they  are  very  small  towns  at  that.  I 
would  say  that  the  nearest  trauma  care  unit  is  120  miles  away 
from  Van  Horn,  Texas. 

Even  if  a  MAST  system  or  medivac  system  of  some  form  worked, 
even  if  you  had  the  finest  EMS  capability  there,  a  lot  of  times  that 
hospital  cannot  take  them  because  of  crowding  conditions  in  a  trau- 
ma care  unit.  I  have  had  nurses  at  Little  Van  Horn  Hospital  tell 
me  that  patients  die  because  they  could  not  be  accessed  into  a  trau- 
ma care  unit  anywhere  close  enough  that  would  have  been  effec- 
tive. ^ 

A  part  of  this  overall  issue  is  not  just  that  we  fix  one  link  of  it 
or  that  we  look  at  one  link  of  it.  When  dealing  with  HHS,  we  try 
very  diligently  to  see  to  it  that  we  are  not  leaving  out  some  compo- 
nents. Accessibility  to  the  trauma  care  unit  has  got  to  be  a  piece 
of  that. 

I  only  mention  that  because  those  are  facts.  Those  are  things 
that  literally  happen  and  have  happened  already  this  year.  In  Mon- 
tana similar  things  probably  occur.  I  am  sure  I  am  not  alone  in 
having  this  kind  of  problem.  I  cite  it  because  we  may  not  be  doing 
everjrthing  along  that  chain  that  we  need  to  do  to  prevent  deterio- 
ration of  the  victim. 

Mr.  Brownlee.  I  would  just  like  to  make  a  point  that  supports 
what  you  are  sajring  about  the  availability  of  care  within  the  hos- 
pital once  patients  get  there.  The  Montana  study  we  conducted,  in- 
dicated that  on  an  overall  basis,  upwards  of  20  percent  of  those 
who  died  need  not  have,  and  the  majority  of  those  who  did  were 
in  the  hospital.  The  EMS  system  itself,  outside  the  hospital  doors, 
worked  well.  Patients  were  delivered  on  time,  and  the  care  was  ap- 
propriate in  most  cases.  The  problems  that  occurred  in  Montana 
were,  indeed,  in  those  small  town  hospitals  that  exist  throughout 
that  State. 

health  and  human  services  department  (HHS)  RULES  ON 

HOSPITAL  CLOSING 

Mr.  Coleman.  The  problem  of  course  is  also  HHS  has  made  some 
decisions  along  the  way  in  their  rulemaking  authority.  One  thing 
to  do  is  close  the  hospital.  If  they  do  not  have  enough  qualified 
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nurses,  you  do  not  have  a  hospital.  I  don't  know  that  that  solves 
the  problem  either.  I  think  we  have  to  begin  to  look  at  other  issues. 
We  have  to  be  diligent  in  tr3dng  to  tie  together  your  agencies  with 
that  of  Health  and  Human  Services  and  where  they  are  headed. 

I  look  forward  toward  us  helping  you  to  facilitate  the  kind  of  co- 
operation I  think  is  necessary  if  we  are  going  to  do  these  studies 
and  do  them  right,  or  get  the  kind  of  help  that  the  States  and  local 
communities  need.  I  think  that  is  what  we  really  should  be  here 
for  anjrway. 

I  appreciate  your  testimony  on  that  particular  subject  this  morn- 
ing. 

Mr.  Hart.  We  are  looking  forward  to  working  with  the  Commit- 
tee on  this  issue.  In  addition  to  health  care  being  the  reason  we 
are  committed  to  working  on  EMS  issues,  you  are  obviously  aware 
that  President  Clinton  has  nominated  Ricardo  Martinez  to  head 
this  agency,  who  is  an  emergency  care  specialist,  so  I  can  assure 
you  he  will  be  very  interested  in  working  with  the  Committee  on 
those  t3rpes  of  issues. 

BILINGUAL  PROGRAMS 

Mr.  Coleman.  Grood.  I  appreciate  that.  I  wanted  to  also  com- 
pliment you  for  developing  the  campaign  that  was  geared  towards 
the  bilingual.  In  my  part  of  the  country,  we  think  that  is  impor- 
tant. I  know  you  recognize  the  need  to  deal  with  language  barriers 
that  are  sometimes  barriers  to  access  to  the  kind  of  care  people 
need,  and  I  appreciate  that. 

Mr.  Hart.  That  is  also  part  of  our  general  need  to  target  some 
of  our  programs  more  specifically,  and  bilingual  approaches  are  one 
of  the  examples  of  that. 

Mr.  Coleman.  And  it  is  not  easy.  A  lot  of  us  recognize  the  prob- 
lems that  you  confront.  Some  in  politics  say  you  should  not  be 
doing  it;  some  taxpayers  say  you  should  not.  At  the  same  time,  I 
think  most  of  us  recognize  that  you  have  to  overcome  all  that  and 
then  you  have  to  figure  out  how  in  the  world  we  can  afford  to  do 
it  and  do  it  effectively.  I  appreciate  all  of  you  being  here  and  testi- 
fying today. 

Thank  you. 

Mr.  Hart.  Our  pleasure. 

Ms.  Stoll.  I  would  just  like  to  add  on  behalf  of  the  Secretary 
and  the  entire  Department,  I  believe  when  the  Secretary  testified 
here,  £ind  c-^rtainly  in  many  public  statements,  he  has  indicated 
that  attention  to  the  safety  of  children  is  uppermost  in  his  mind. 
He  has  two  young  kids  himself  and  he  frequently  speaks  about  it 
and  has  taken  a  very  active  role  in  this,  and  I  know  will  be  de- 
lighted to  be  working  with  you  in  moving  this  forward. 

Mr.  Coleman.  Thank  you. 

Thank  you,  Mr.  Chairman. 

Mr.  Carr.  I  want  to  thank  the  gentleman  for  his  suggestions  in 
the  way  of  the  study  and  look  forward  to  working  with  you  on  see- 
ing if  we  cannot  accomplish  the  gentleman's  goals. 

Mr.  Coleman.  Thank  you,  Mr.  Chairman. 
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ODOMETER  FRAUD  PROGRAM 


Mr.  Carr.  We  have  a  large  number  of  questions  that  we  are 
going  to  ask  for  the  record.  In  the  interest  of  time,  we  will  not  go 
through  them  all. 

I  have  a  couple  of  items,  though,  that  I  would  like  to  raise  with 
you.  Madam  Assistant  Secretary,  this  question  is  really  for  you,  al- 
though it  does  impact  on  NHTSA. 

A  letter  has  been  brought  to  my  attention  that  was  written  to  the 
Secretary  on  January  6th  by  my  good  friend,  the  dean  of  my  dele- 
gation and  the  chairman  of  the  Energy  and  Commerce  Committee, 
Congressman  John  Dingell.  In  that  letter  he  talks  about  the  pro- 
posal to  disband  the  odometer  fraud  section  of  NHTSA. 

Of  course,  he  is  very  concerned  about  that  proposal.  There  are 
really  two  questions.  One  question  is  when  can  Chairman  Dingell 
expect  a  reply  to  that  letter?  You  were  not  prepared  for  that  ques- 
tion, were  you? 

A  second  question  deals  with  Section  414  of  the  law,  which  re- 
quires DOT  to  investigate  and  enforce  against  odometer  fraud:  In 
view  of  the  requirement  that  DOT  enforce  the  law,  how  does  it  pro- 
pose to  do  so  without  the  Odometer  Fraud  Division  of  NHTSA? 

Mr.  Hart.  Let  me  start  out  by  saying  that  that  letter  is  in  proc- 
ess and  we  are  hoping  to  have  an  answer  forthwith  within  a  week 
or  two.  I  apologize  for  the  delay  on  that,  but  we  are  working  on 
it  and  we  do  plan  to  get  back  to  that  immediately. 

As  a  generic  response,  there  is  a  history  to  the  odometer  fraud 
program.  I  think  you  are  aware  that  last  year  we  asked  for  some 
funding  for  some  aspects  of  it.  I  will  let  Mr.  Boehly  go  into  more 
detail  on  that.  We  did  ask  for  some  funding  last  year  and  did  not 
receive  any,  but  in  generic  terms,  in  times  of  tightening  federal  dol- 
lars, what  we  are  trying  to  do  is  do  all  we  can  to  improve  highway 
safety,  and  that  is  not  squarely  within  the  highway  safety  baili- 
wick. That  is  why  you  are  seeing  reduced  activity  on  that. 

But  let  me  defer  to  Mr.  Boehly  on  some  of  the  details  regarding 
the  history  of  the  program  and  where  it  stands  today. 

Mr.  Boehly.  Yes,  Mr.  Carr.  Last  year  we  requested  in  our  1994 
budget  $100,000  for  the  odometer  fraud  program.  We  did  not  re- 
ceive that  from  the  Congress.  This  year,  as  we  prepared  our  1995 
budget,  as  was  said  here,  we  had  to  look  at  the  mission  of  the  agen- 
cy, principally  a  safety  agency.  We  had  to  look  at  the  activities 
within  the  Department.  There  are  obviously  many  programs  com- 
peting for  a  very  limited  amount  of  funds. 

There  is  also  the  issue  of  how  the  odometer  fraud  program  has 
been  operational;  how  it  has  been  working.  Is  it  doing  its  job  and 
should  we  do  an  evaluation?  As  the  Congress  said  last  year,  we 
want  to  see  an  evaluation  before  we  decide  the  best  way  to  proceed 
with  it.  So  on  the  basis  of  those  factors,  a  decision  was  made  not 
to  proceed  with  a  request  for  funding  for  fiscal  year  1995. 

ODOMETER  GRANT  PROGRAM 

Mr.  Carr.  Well,  this  Committee  did  not  supply  you  with  funds 
for  the  grant  program.  We  may  well  not  supply  you  with  funds 
again  on  that  if  you  are  to  ask  for  them.  The  question  is  not  about 
the  grant  program  but  about  who  in  the  federal  government  or  who 
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at  DOT,  if  not  NHTSA,  is  going  to  be  looking  at  odometer  fraud 
as  required  by  the  law? 

Someone  should  enforce  the  law,  and  that  person  or  persons 
should  be  identified.  We  would  like  to  line  up  all  functions  of  the 
government  into  some  nice,  neat,  cubbyhole:  Frankly,  some  of  them 
just  do  not  line  up  neatly.  I  would  agree  with  you,  NHTSA  is  pri- 
marily a  safety  agency,  and  what  does  odometer  fraud  have  to  do 
with  safety?  But,  the  point  is,  if  you  do  not  want  this  responsibility, 
I  think  it  is  important  that  it  be  placed  somewhere  where  there  is 
enthusiasm  about  the  task  at  hand.  If  you  do  not  have  the  required 
enthusiasm,  then  I  don't  think  we  ought  to  push  on  that  one. 

But  where  would  you  suggest,  Madam  Assistant  Secretary,  this 
responsibility  go  if  not  within  NHTSA? 

Ms.  Stoll.  It  is  possible  that  the  program  could  go  to  Justice. 
We  have  had  some  discussions  about  this  in  the  course  of  develop- 
ing the  budget,  and  I  think  you  have  heard  basically  the  essence 
of  that  conversation;  that  it  is  not  solely  a  safety  issue  and,  there- 
fore, it  does  not  belong  in  NHTSA. 

There  has  been  conversation  and  I  will  be  happy  to  get  back  to 
you,  sir,  with  the  state  of  that  conversation  with  respect  to  other 
agencies  being  contacted  and  what  has  been  discussed. 

[Additional  clarifjdng  information  follows:] 

During  Departmental  deliberations  on  the  President's  fiscal  year  1995  Budget,  the 
possibility  of  transferring  NHTSA's  responsibihty  for  the  Odometer  program  to  the 
Federal  Trade  Commission  or  the  Department  of  Justice  was  raised.  These  Federal 
entities  have  existing  law-enforcement  and  consumer  protection  programs  that  are 
more  in  line  with  the  mission  and  activities  of  the  Odometer  program  than  NHTSA. 
The  issue  was  also  discussed  at  meetings  between  the  Department  and  0MB.  No 
discussions  have  taken  place  betweent  he  Office  of  the  Secretary  of  Transportation 
and  either  the  Federal  Trade  Commission  or  the  Department  of  Justice  on  this 
issue. 

Mr.  Carr.  Well,  you  have  some  people  currently  performing  this 
job,  right? 

Mr.  Hart.  There  is  presently  a  program  under  way  and  we  are 
about  to  embark  on  a  study  to  determine  to  what  extent  we  should 
be  doing  what  we  should  be  doing,  how  we  should  be  doing,  that 
sort  of  question. 

ODOMETER  FRAUD  STAFFING 

Mr.  Carr.  How  many  people  are  engaged  in  this  odometer  fraud 
activity? 

Mr.  BOEHLY.  Seven. 

Mr.  Hart.  Mr.  Boehly. 

Mr.  Boehly.  Seven  people,  Mr.  Carr,  yes,  sir. 

Mr.  Carr.  Well,  I  have  not  had  a  chance  to  personally  chat  with 
Chairman  Dingell  about  this.  If  this  is  something  that  really 
should  be  over  at  the  Federal  Trade  Commission  or  at  Justice,  why 
do  we  not  engage  in  a  dialogue  with  Chairman  Dingell,  or  Chair- 
man Brooks? 

I  happen  to  be  the  vice  chair  of  the  Commerce,  Justice,  State  De- 
partment and  Judiciary  Subcommittee.  Perhaps,  in  our  delibera- 
tions there  we  can  move  this  function  to  the  Justice  Department 
or  the  Federgd  Trade  Commission.  I  think  we  are  all  interested  in 
reinventing  government,  and  to  the  extent  that  msikes  sense,  roles 
and  missions  should  be  clearly  defined. 
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I  do  believe,  and  in  this  instance  I  speak  for  Chairman  Dingell, 
that  this  is  a  very  important  area.  It  might  not  be  an  important 
safety  area,  but  it  is  important  nonetheless  and  should  not,  by  vir- 
tue of  its  perhaps  being  misplaced,  fall  between  the  cracks.  There 
is  criminal  activity  in  this  area  and  we  ought  to  get  after  it. 

So  perhaps  you  can  check  around  the  President's  Cabinet  table 
and  see  who  wants  this  lonely  orphan.  Through  some  discussion  be- 
tween the  authorizers  and  the  appropriators  and  yourself,  perhaps 
we  can  find  these  seven  people  a  happy  home. 

Ms.  Stoll.  Let  me  get  back  to  you  with  where  that  conversation 
is.  It  has  started  and  we  have  had  a  number  of  conversations  in 
the  Department  at  the  senior  management  level  about  this,  but  let 
me  get  back  to  you.  I  think  you  are  right,  we  have  to  straighten 
it  out. 

AUTOMOBILE  CONTENT  LABELLING 

Mr.  Carr.  And  let's  be  a  little  more  generic.  This  particular  issue 
came  to  my  attention  because  of  Chairman  Dingell.  He  shared  the 
letter  with  me  that  he  had  sent  to  the  Secretary.  You  might  put 
on  that  list  not  only  the  odometer  fraud  folks,  but  any  other  units 
of  the  Department  of  Transportation  which  seem  illogically  placed 
and  we  can  have  a  broader  conversation  about  where  they  ought 
to  be. 

Perhaps  coordinating  between  the  appropriations  Subcommittees 
and  authorizing  Committees,  we  can  accomplish  some  of  the 
reinventing  government  goals  without  having  to  wait  years  to  get 
it  done. 

As  you  know,  a  few  years  ago,  I  authored  a  bill  along  with  Sen- 
ator Mikulski,  which  required  automobile  manufacturers  to  label 
the  domestic  and  foreign  content  of  new  vehicles,  and  that  law  be- 
comes effective  this  year:  We  will  not  have  another  opportunity  to 
visit  with  you  in  an  appropriations  hearing  about  that.  The  prob- 
lem is  that  NHTSA  is  supposed  to  issue  a  final  rule  so  that  the 
auto  makers  could  comply  with  the  law,  and  that  final  rule  has  not 
been  forthcoming  yet. 

When  do  you  expect  to  issue  it? 

Mr.  Hart.  We  are  certainly  aware  of  the  time  pinch,  but  the  is- 
sues involved  in  this  matter  were  very  complex  and  there  was  quite 
a  short  time  frame  specified  for  implementation.  Given  that  our  av- 
erage rulemaking  time  frame  is  just  something  over  20  months  and 
we  only  had  24  months  from  the  time  the  statute  was  enacted  to 
the  time  it  was  to  become  effective,  there  has  been  quite  a  time 
pinch  on  it. 

But  we  are  currently  drafting  the  final  rule.  We  are  expecting 
that  out  shortly,  after  the  appropriate  review  within  Department 
and  other  0MB  and  other  reviews.  I  cannot  give  you  a  specific 
date,  but  it  is  in  final  process  right  now  and  we  are  acutely  aware 
of  the  importance  of  it  and  the  need  for  doing  all  we  can  to  move 
it  expeditiously. 

I  don't  know  if  Mr.  Felrice  would  like  to  add  anything  to  that. 

Mr.  Felrice.  I  think  you  said  it  very  well. 

Mr.  Carr.  Well,  it  is  indeed  important.  I  know  that  the  manufac- 
turers are  eager  to  comply,  but,  in  fairness,  they  have  to  have  a 
little  time  too.  Compliance  will  require  considerable  work  on  their 
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parts  to  catalog  and  define  parts  and  make  the  printouts  that  are 
necessary  to  inform  buyers  of  what  kind  of  a  vehicle  they  are  buy- 
ing. 

Have  you  done  any  planning  on  how  you  plan  to  enforce  the  re- 
quirements. 

Mr.  Hart.  I  will  defer  to  Mr.  Boehly. 

Mr.  Boehly.  As  the  law  becomes  effective,  Mr.  Chairman,  we 
will  enforce  it.  Let  me  add  to  that,  however,  we  recognize  the  time 
constraints  that  the  industry  is  being  placed  under  and  we  will  cer- 
tainly take  that  into  consideration  in  terms  of  how  we  enforce  this 
requirement.  We  do  not  expect  to  do  any  vigorous  enforcement  the 
first  year  until  we  have  an  opportunity  to  see  how  this  program 
works  and  it  gets  into  place. 

Mr.  Felrice.  If  I  can  just  add  briefly,  Mr.  Chairman,  one  of  the 
things  that  we  are  considering  placing  in  the  preamble  to  the  final 
rule  is  the  statement  of  the  enforcement  policy  we  may  follow  at 
least  this  first  year.  Other  agencies  have  done  that  in  rulemakings 
when  there  was  short  lead  time  and  we  are  considering  whether 
that  is  appropriate  to  do  in  this  case  also. 

AUTOMOBILE  CONTENT  LAW  ENFORCEMENT 

Mr.  Carr.  Are  you  meeting  with  the  auto  makers  to  assess  their 
concerns  about  compliance  and  things  like  that?  Have  you  met  with 
them? 

Mr.  Felrice.  We  have  met  with  them  in  the  past  prior  to  the  end 
of  the  recent  comment  period  on  the  notice  of  proposed  rulemaking. 
We  have  not  met  with  anyone  since  that  comment  period  ended, 
which  I  guess  was  sometime  in  January. 

Mr.  Carr.  Well,  perhaps  you  should  have  a  meeting  with  them, 
if  not  on  the  content  of  the  rule,  then  on  how  you  plan  to  approach 
enforcement  so  that  you  can  allay  some  of  their  concerns  that  they 
are  going  to  have  short  deadline  and  then  be  held  to  rigid  compli- 
ance the  first  year.  I  think  what  you  said  today  is  helpful,  but  it 
would  probably  be  better  that  you  convey  your  meaning  to  them  di- 
rectly rather  than  through  the  public  record  here. 

The  intent  of  the  law  was  to  measure  the  domestic  content  of 
parts,  not  the  domestic  content  of  labor.  This  was  the  issue  over 
the  assembly  of  parts.  And  while  the  final  assembly  of  a  vehicle  is 
value  added,  it  is  hard  to  drive  all  those  parts  unless  they  are  tied 
together.  The  fact  is  that  assembly  is  only  about  4  percent  of  the 
cost  of  a  vehicle. 

The  law  expressly  excludes  costs  related  to  advertising,  assembly 
labor,  interest  payments,  overhead  and  profit  into  the  calculation 
of  domestic  content.  What  is  the  justification  in  the  proposal  you 
made  for  the  definition  of  "point  of  assembly"  which  seems  to  per- 
mit a  manufacturer  to  move  a  portion  of  labor  and  overhead  and 
profits  into  the  domestic  content  calculation? 

Mr.  Felrice.  Well,  we  did  not  intend  to  do  that.  We  have  gotten 
back  some  strong  comments  on  where  exactly  the  final  assembly  of 
a  vehicle  occurs  and  it  seems  to  occur  at  different  points  for  dif- 
ferent manufacturers.  In  our  final  rule,  we  will  address  the  con- 
cerns expressed  to  us,  but  I  guess  I  will  say  one  of  the  things  we 
are  wrestling  with  is  the  different  assembly  and  manufacturing 
practices  of  the  different  companies,  almost  each  of  which  wants  us 
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to  end  the  point  at  which  final  assembly  occurs  at  a  different  point 
in  the  process  and  we  are  trying  to  find  something  that  is  generic 
or  fairly  generic  to  all  manufacturers.  But  we  will  be  addressing 
that  very  point.  We  did  not  intend  to  allow  that  to  happen. 

Mr.  Carr.  Apropos  of  our  discussion  about  odometers,  I  suppose 
one  could  say  that  content  labeling  has  nothing  to  do  with  safety. 
Is  this  beginning  to  be  an  orphan,  too? 

Mr.  Hart.  Our  present  plans  are  to  put  the  rule  in  place  and  en- 
force it  appropriately.  So  we  do  not  see  it  that  way  at  this  point. 
There  are  other  things  now  within  the  agency  that  would  not  fit 
within  the  safety  description,  too,  so  I  don't  see  that  this  one  will 
befall  that  fate. 

FEDERAL  LEAD  AGENCIES  ON  AUTOMOBILE  ISSUES 

Mr.  Carr.  You  know,  I  just  make  this  as  a  rhetorical  comment. 
I  don't  want  to  overdo  the  odometer  issue.  But  it  would  seem  to  me, 
and  this  is  a  suggestion  through  the  public  record  to  our  friends 
on  the  authorization  committees,  that,  really,  your  agency's  name 
should  be  changed  to  be  the  National  Highway  Trsifiic  and  Safety 
Administration . 

It  is  clear,  whether  you  really  think  of  yourself  this  way  or  not, 
that  you  and  EPA  are  the  lead  agencies  in  all  matters  that  deal 
with  the  automobile  industry,  and  NHTSA  is  probably — though  it 
may  not  seem  neat  and  tidy — as  good  a  place  to  keep  it  these  func- 
tions, if  for  only  the  reason  that  the  knowledge  that  you  develop 
about  the  manufacturing  of  a  motor  vehicle  and  its  design  and  all 
of  its  elements  is  reposed  within  your  agency. 

Frankly,  I  don't  think  enough  of  this  expertise  is  reposed  in  EPA; 
it  is  reposed  in  your  agency.  When  regulations  relate  to  the  manu- 
facturing processes  of  automobiles,  it  would  seem  to  me  that  the  re- 
sponsibility for  these  functions  needs  to  be  where  there  is  knowl- 
edge about  how  manufacturing  takes  place  rather  than  in  some 
other  branch  of  government  that  may  only  have  a  snippet  of  juris- 
diction over  something  relating  to  automobile  manufacturing  and 
the  integrity  of  the  automobile  once  it  is  built. 

That  is  not  really  a  question,  but  more  a  comment.  We  ought  to 
slightly  broaden  what  your  agency  is  about  and  put  the  word  "and" 
in  there  so  that  you  primarily  deal  with  safety  but  that  you  deal 
with  other  things  as  well. 

DRIVER  EDUCATION  REPORT  TO  CONGRES 

We  asked  you  for  a  study  by  March  1st  on  driver  education.  You 
are  a  little  behind  the  deadline.  Can  you  tell  us  the  status  of  that 
study?  Can  we  expect  the  study  fairly  soon? 

Mr.  Hart.  That  is  what  I  was  referring  to  in  mentioning  that  we 
are  aware  that  we  are  slightly  behind  the  deadline  but  we  want  to 
look  at  the  issue  of  driver's  education  as  it  fits  within  the  total 
framework  of  the  scenario  as  we  see  it,  which  is  to  say  many  States 
have  provisional  licensing  statutes.  We  want  to  look  at  how  edu- 
cation fits  with  the  legislation  in  the  total  scheme  of  knowledge, 

skills,  judgment  kinds  of  scenarios  that  we  are  looking  at  and  look= 

ing  at  what  is  the  most  effective  way  to  make  all  those  pieces  fit. 

So  with  my  just  coming  on  board  and  our  administrator  to  be 
coming  on  sooner  rather  than  later,  we  hope,  we  have  taken  a 
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broader  view  of  that  issue  because  we  are  very  concerned  about  the 
historic  lack  of  correlation  between  driver  education  and  safety, 
and  we  are  trying  to  find  a  way  to  attack  that  problem  and  do 
things  that  are  more  effective. 

Mr.  Carr.  Well,  no  one  is  more  knowledgeable  about  the  delay 
in  the  appointment  of  leadership  in  this  agency  than  I  am,  and  we 
want  to  recognize  that  in  the  deadlines  that  the  Committee  has  im- 
posed on  the  agency.  But,  I  am  looking  for  another  target  date.  I 
think  your  answer  is  a  good  one.  It  is  just  I  am  looking  for  another 
commitment. 

Mr.  Wolf.  May  1? 

Mr.  Hart.  I  am  reluctant  to  say  a  specific  date.  I  can  just  say 
we  are  trying  to  do  it  as  soon  as  possible  and  I  am  not  necessarily 
suggesting  we  would  like  to  wait  until  our  Administrator  is  for- 
mally on  board.  Initially,  that  might  have  been  good,  but  it  looks 
more  likely  that  that  report  will  probably  come  before  he  is  on 
board  the  way  things  are  going. 

Mr.  Carr.  Well,  let's  handle  it  this  way,  when  you  get  back  and 
talk  it  over,  tell  us  by  telephone  when  we  are  going  to  get  this 
report 

Mr.  Hart.  Okay,  we  will  be  glad  to  do  that. 

NEW  CAR  ASSESSMENT  PROGRAM  FORMAT 

Mr.  Carr.  I  would  like  to  discuss  the  NCAP  program.  For  those 
of  you  who  are  watching  the  clock,  we  will  have  a  few  questions 
on  NCAP  and  a  few  questions  on  on-board  vapor  recovery.  I  have 
to  have  my  chance  to  needle  the  EPA,  and  then  we  should  be  done 
in  about  20  minutes,  I  would  say. 

Last  year,  NHTSA  changed  the  format  of  the  NCAP  press  release 
to  a  five  star  rating  system  to  make,  supposedly,  NCAP  more  user 
friendly.  Can  you  step  us  through  what  levels  of  protection  are  af- 
forded at  what  star  level  so  that  we  have  that  on  the  record? 

Mr.  Hart.  I  will  give  you  a  generic  statement  and  then  will  refer 
to  Mr.  Felrice  for  more  details. 

As  you  know,  the  program  historically  provided  just  numbers  to 
consumers.  So  you  would  look  at  HIC  number  865.  Okay,  so  what 
did  that  mean.  So  the  whole  idea  was  that  the  information  was  not 
useful  that  we  are  trying  to  get  to  the  consumer  so  they  can  have 
an  idea  of  how  safe  their  car  is  relative  to  other  cars  in  the  same 
weight  class.  And  it  was  not  just  because  it  was  just  a  number  but 
because  it  was  separated  into  categories,  into  head  impact  and  then 
also  chest  impact. 

So  we  were  looking  for  a  way  to  amalgamate  those  numbers  into 
something  that  would  be  more  useful  for  the  consumer,  and  that 
is  how  we  went  into  the  star  program. 

Now,  in  terms  of  the  specifics  and  how  it  works  and  the  weight 
classes  and  things  like  that,  I  will  defer  to  Mr.  Felrice. 

Mr.  Felrice.  What  we  did,  Mr.  Chairman,  was  relate  those  num- 
bers that  Mr.  Hart  mentioned  to  a  probability  of  serious  injury. 
And  we  used  existing  curves  in  the  literature  to  do  that.  So,  for  ex- 
ample, a  head  injury  number  of  a  thousand  correlates  to  about  a 
15  to  20  percent  chance  of  serious  injury.  Similarly,  chest  accelera- 
tion of  60  has  the  same  probability  of  serious  injury. 
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So  we  went  to  those  curves,  and  then  what  we  did  was  combine 
the  head  and  chest  numbers.  We  did  a  statistical  averaging  of  the 
two  and  we  got  a  combined  probabiHty  of  serious  injury.  But  it  was 
based  on  the  individual  head  and  chest  numbers  for  each  seating 
position.  Then  we  allocated  stars  to  those  probabilities  of  injury.  If 
the  probability  is  less  than  10  percent,  you  get  five  stars;  between 
10  and  20,  two;  20  and  35  percent  you  get  three  stars;  35  to  45  per- 
cent you  get  four  stars;  and  if  you  build  a  vehicle  that  complies 
with  our  safety  standards,  you  get  one  star;  that  is,  the  probability 
is  over  45  percent. 

Mr.  Hart.  I  will  add  to  that  he  did  not  mention  there  is  a  break- 
down by  weight  classification.  You  might  want  to  go  into  that  in 
more  detail  as  well. 

Mr.  Felrice.  It  is  very  important  that  consumers  only  compare 
these  ratings  within  a  given  weight  class.  That  is  the  way  we 
present  all  the  data.  We  have  been  sa3dng  that  for  years.  Consum- 
ers should  not  assume  that  a  very  small,  light  vehicle  with  five 
stars  is  somehow  safer  in  the  real  world  than  a  heavier  vehicle 
that,  for  example,  has  four  stars,  because  our  test  represents  a  ve- 
hicle hitting  another  vehicle  of  equivalent  size. 

You  cannot  use  the  data  in  situations  where  there  are  two  un- 
equal weight  vehicles  hitting  each  other  and,  generally,  I  think,  as 
most  people  know,  the  heavier,  the  longer  the  vehicle,  the  safer  it 
is.  So  the  comparative  ratings  are  only  for  vehicles  within  about  a 
500-pound  weight  class. 

NCAP  SAFETY  PERFORMANCE  RESULTS 

Mr.  Carr.  The  February  28th  NCAP  release  showed  results  for 
34  passenger  cars,  but  only  two  scores  were  less  than  three  stars. 
Does  that  mean  there  is  relatively  little  difference  in  the  safety 
performance  of  most  cars? 

Mr.  Felrice.  I  think  we  are  getting  to  a  crossroads  in  this  pro- 
gram, Mr.  Chairman.  And  we  are  glad  to  see  that  in  a  way.  We 
think  this  program,  among  other  things,  including  consumer  de- 
mand, has  led  to  safer  vehicles.  We  heard  that  discussion  earlier 
as  it  relates  to  casualty  data. 

But  we  are  at  the  point  where,  particularly  with  passenger  cars, 
most  of  the  vehicles  are  in  this  five  and  four  star  rating  category. 
Since  the  purpose  of  the  program  is  to  provide  relative  comparative 
information,  if  all  the  vehicles  ranked  the  same,  then  we  are  not 
providing  comparative  information  to  consumers. 

As  a  result,  we  asked  the  public  in  early  January  to  give  us  some 
guidance  on  the  future  of  this  program.  What  we  said  is,  we  are 
considering  holding  a  public  meeting  on  the  future  of  NCAP  and 
we  mentioned  the  very  point  that  you  did,  that  the  ratings  are  kind 
of  lumping  together  now  and  should  we  do  something  different? 
Should  we  have  different  tests,  different  injury  criteria,  different 
speeds? 

And  the  comments  to  that  just  came  in  last  week  and  we  are 
analyzing  them  now  to  determine  whether  we  should  hold  a  public 
meeting  which  would  get  to  the  future  of  this  program. 

Mr.  Carr.  Well,  I  suppose  there  are  some  who  get  angry  at  their 
teacher  and  want  everjrthing  graded  on  a  curve;  right? 

Mr.  Felrice.  Sure. 
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NCAP  RESULTS  FOR  AIR  BAG  VEHICLES 

Mr.  Carr.  One  of  the  things  that  is  apparent  from  your  February 
release  is  that  the  results  apparently  do  not  show  consistently 
higher  safety  ratings  for  passenger  cars  equipped  with  air  bags. 
For  example,  the  Hyundai  Excel  received  five  stars  for  the  pas- 
senger with  only  belt  protection  whereas  the  Honda  Civic  received 
four  stars  for  the  passenger  with  both  air  bag  and  seat  belt  protec- 
tion. 

Does  this  tell  us  anything  about  the  safety  of  air  bags  versus 
seat  belts? 

Mr.  Felrice.  Not  directly.  I  guess  there  are  two  factors  at  work 
here.  One  is  this  program  is  really  rating  the  total  protective  capa- 
bility of  the  vehicle,  and  it  is  not  rating  simply  the  restraint  in  the 
vehicle;  that  is,  whether  there  is  an  air  bag  or  an  automatic  belt 
or  a  manual  belt.  It  is  rating  how  the  front  end  structure  of  the 
vehicle  performs,  how  the  steering  column  performs,  whether  the 
instrument  panel  moves  rearward  in  the  crash,  whether  the  floor 
pan  buckles.  So  it  is  a  total  system  test  of  the  vehicle  and  certainly 
an  important  part  of  that  is  whether  you  have  a  belt  or  air  bag. 

But,  in  essence,  you  can  have  a  well  performing  structural  vehi- 
cle with  belt  systems  that,  at  least  in  this  test,  performs  as  well 
as  a  vehicle  that  perhaps  does  not  manage  the  energy  as  well  but 
has  an  air  bag  to  compensate  for  it. 

I  guess  the  other  thing  I  would  mention  here  is  people  have  sug- 
gested in  this  program  that  perhaps  the  injury  criteria  we  use, 
head  acceleration  and  chest  acceleration,  may  not  be  the  only  or 
the  best  injury  criteria  to  measure  the  performance  of  an  air  bag; 
that  we  should  use  the  Hybrid  HI  dummy  to  measure  chest  deflec- 
tion. If  we  did  that,  it  might  show  air  bags  would  have  much  lower 
chest  deflections  than  belt  systems  placed  on  the  dummy. 

NCAP  USE  OF  HYBRID  III  DUMMIES 

Mr.  Carr.  Well,  since  you  mentioned  the  Hybrid  III  test  dummy, 
let's  talk  about  that. 

Mr.  Hart.  I  will  add  one  point  to  that  that  is  important  about 
what  Mr.  Felrice  said.  He  said  it  is  a  total  system  equation  and 
that  is  why  we  have  tried  to  stress  that  all  bets  are  off  if  the  belts 
are  not  buckled.  It  is  important  for  the  consumers  to  have  their 
belt  on  for  that  information  to  mean  anything. 

Mr.  Carr.  For  1994  and  1995  model  years,  the  Hybrid  II  or  Hy- 
brid III  test  dummies  can  be  used  for  NCAP  tests  depending  on 
certain  criteria.  Have  you  had  any  response  to  that  flexibility  from 
the  automobile  manufacturers? 

Mr.  Felrice.  Yes,  we  have.  It  has  been  somewhat  mixed.  It  is 
one  of  these  situations  where  we  would  never  be  able  to  please  all 
the  manufacturers.  I  think  for  the  most  part,  the  industry,  domes- 
tic and  foreign,  is  pleased  with  sort  of  the  compromise  position  we 
came  up  with,  that  is,  we  would  test  all  air  bag  seating  positions 
with  the  Hybrid  III  dummy  and  only  allow  the  Hybrid  II  for  those 
positions  that  have  only  a  manual  belt  or  an  automatic  belt. 

There  are  still  some  foreign  manufacturers  that  wrote  to  us  after 
we  announced  that  decision  that  thought  it  was  not  fair;  that  we 
did  not  provide  enough  advance  notice  that  we  were  going  to  test 
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all  the  air  bag  positions  with  the  Hybrid  III  as  compared  to  the 
past  where  we  asked  them  which  dummy  they  preferred.  But, 
again,  I  would  say  for  the  most  part,  I  think  the  industry  is  pleased 
with  the  compromise. 

Mr.  Carr.  And  has  the  notification  that  a  particular  number  re- 
flects the  use  of  the  Hybrid  II  test  dummy?  Did  you  work  that  out 
all  right? 

Mr.  Felrice.  Yes,  I  think  so.  It  is  in  the  news  releases.  I  am  not 
aware  of  any  feedback  one  way  or  the  other  in  terms  of  complaints 
or  praise  that  that  information  is  in  there,  but  we  have  presented 
it. 

Mr.  Carr.  What  portion  of  NCAP  tests  for  model  year  1994  will 
be  using  the  Hybrid  III? 

Mr.  Felrice.  Almost  all.  I  think  we  were  going  to  test  39  vehi- 
cles, so  78  seating  positions,  and  I  think  73  of  those  would  have 
the  Hybrid  III  used. 

SIDE  IMPACT  TESTING 

Mr.  Carr.  The  fiscal  year  1995  budget  includes  $620,000  to  in- 
corporate side  impact  testing  into  the  NCAP  program  in  addition 
to  the  frontal  crash  test.  The  additional  cost  of  the  side  impact  test- 
ing would  increase  annual  NCAP  costs  by  one-third. 

Now,  considering  that  your  overall  budget  request  has  no  growth, 
why  should  we  start  a  new  NCAP  initiative  with  significant  cost 
when  other  existing  programs  are  being  cut  below  1994  levels? 

Mr.  Hart.  The  idea  in  general  was  to  again  provide  consumers 
the  information  that  is  helpful  to  them  in  determining  the  relative 
safety  of  their  vehicle.  Frontal,  side,  and  rollover  are  the  three 
independent  modes  that  together  are  90  plus  percent  of  all  fatali- 
ties, and  we  are  trjdng  to  be  as  complete  around  that  pie  as  we  can. 
For  more  specifics,  though,  I  will  again  defer  to  Mr.  Felrice. 

Mr.  Felrice.  As  a  result  of  focus  groups  we  conducted  last  spring 
and  summer,  consumers  told  us  they  wanted  additional  safety  in- 
formation. We  asked  them  what  they  thought  of  NCAP  or  what 
type  safety  information  they  desired  and  how  they  desired  it  to  be 
given  to  them.  One  of  the  things  that  came  out  over  and  over  is 
that  the  frontal  information  we  provide  is  fine,  but  it  is  not  enough. 
They  want  to  know  how  that  vehicle  performed  in  side  crashes, 
how  frequently  it  rolled  over,  et  cetera. 

So  we  were  responding  to  that  sort  of  consumer  directive  that  we 
had  to  provide  additional  safety  information. 

Mr.  Carr.  Well,  I  am  still  a  little  curious.  For  example,  research 
on  vehicle  safety  systems  would  be  cut  by  a  million  dollars, 
biomechanics  by  $800,000,  highway  traffic  injury  studies  by 
$300,000,  and  the  National  Accident  Sampling  System,  which  we 
talked  about  earlier,  by  a  million  dollars.  Those  are  a  lot  of  cuts. 
And  you  are  telling  me  that  the  consumers  called  you  up  and  said, 
well,  we  want  more  side  impacts  tests;  we  don't  care  about  these 
other  things,  we  just  want  more  side  impacts  tests? 

Mr.  Felrice.  Well,  that  is  not  quite  it  in  so  many  words.  I  mean, 
certainly  in  preparing  a  budget,  there  are  hard  choices,  but  what 
we  see  now  is  great  consumer  interest  in  safety,  whether  it  is  air 
bags  or  anti-lock  brakes  or  whatever.  We  see  manufacturers  adver- 
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tising  safety,  including  some  more  esoteric  items  such  as  meeting 
side  impact  standards  that  do  not  take  full  effect  until  1998. 

We  wanted  to  join  into  this  interest  by  having  an  educated 
consumer  that  has  as  much  safety  information  about  a  new  vehicle 
as  possible.  For  most  people,  it  is  their  second  largest  purchase  in 
their  life.  We  think  providing  this  information  can  lead  to  increased 
safety.  We  believe  the  program,  the  frontal  program,  has  encour- 
aged manufacturers  to  provide  additional  safety  beyond  our  regula- 
tions and  we  think  it  is  a  very  effective  way  of  letting  the  market- 
place improve  safety  instead  of  waiting  for  the  regulatory  approach. 

HIGHER  NCAP  SIDE  TEST  SPEED 

Mr.  Carr.  Well,  we  will  see.  I  appreciate  your  answer. 

Since  the  side  impact  NCAP  test  would  involve  a  higher  test 
speed  of  about  38  miles  per  hour  than  the  new  side  impact  compli- 
ance stEindard,  several  manufacturers  have  suggested  that  this  is, 
in  effect,  setting  a  new  higher  standard  than  the  manufacturers 
must  meet  at  the  same  time  the  industry  must  meet  the  new  side 
impact  compliance  standard. 

Do  you  see  any  inconsistency  there? 

Mr.  Hart.  We  could  not  use  the  side  test  compliance  speed  as  the 
NCAP  speed  because  the  cars  have  to  meet  that.  We  wanted  to  pro- 
vide information  to  the  consumers  on  relative  safety  of  the  vehicles, 
and  in  order  to  do  that,  by  definition,  it  has  to  be  a  higher  speed 
than  the  compliance  speed.  But  let  me  again  defer, 

Mr.  Carr.  What  is  the  reason  for  the  higher  speed? 

Mr.  Hart.  Again,  the  compliance  speed,  they  have  to  meet  that 
in  order  to  be  on  the  road  in  the  first  place.  So  that  would  not  be 
a  useful  speed.  So  we  have  to  go  to  a  higher  speed  to  give  relative 
information. 

Mr.  Carr.  Why  is  it  not  a  useful  speed? 

Mr.  Hart.  By  definition,  everybody  has  to  meet  that  test  in  order 
to  be  on  the  road. 

Mr.  Carr.  So,  good. 

Mr,  Hart.  Mr.  Felrice  is  ready  to  chime  in. 

Mr.  Felrice.  The  goal  of  this  program  is  to  provide  comparative 
information  and  we  feel  if  we  just  provided  the  compliance  informa- 
tion, all  the  vehicles  would  be  grouped  together. 

Mr.  Carr.  Great. 

Mr.  Felrice.  We  would  find  ourselves  in  a  situation  we  are 
starting  to  find  ourselves  in  NCAP  and  frontal  crashes,  where  the 
test  does  not  distinguish  among  vehicles;  that  everybody  is  sort  of 
the  same. 

Mr.  Carr,  Well,  the  law  says  they  ought  to  be  the  same,  35  miles 
per  hour.  Isn't  that  right? 

Mr,  Hart,  No,  actually  the  law  provides  for  minimum  standards, 
the  law  does  not  say  they  should  all  be  the  same.  It  provides  for 
minimum  standards.  Our  idea  is  to  let  consumers  buy  what  they 
think  is  the  safest,  if  they  want  to. 

Mr,  Carr,  Why  not  42  miles  an  hour? 

Mr,  Felrice,  Obviously,  the  speed  we  picked  is  somewhat  arbi- 
trary but  it  is  a  speed  at  which  we  start  to  see  differences,  a  speed 
at  which  consumers  can  distinguish  by  how  much  manufacturers 
and  specific  vehicles  exceed  our  minimum  standards.  We  could 
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have  picked  a  higher  speed,  we  could  have  picked  35  miles  an  hour. 
We  believe  this  speed  is  meaningful,  and  represents  a  large  portion 
of  serious  side  impact  crashes  and  it  does  start  to  spread  out  the 
vehicles  so  that  you  can  see  differences  among  vehicles. 

Mr.  Carr.  Well,  I  personally  have  a  serious  problem  with  that. 
There  is  a  standard  and  now  it  seems  to  me  that  the  agency  under 
the  guise  of  being  helpful  to  the  consumer  is  trying  to  set  another 
standard. 

Mr.  Felrice.  But  the  motor  vehicle 

Mr.  Carr.  You  get  to  the  point  where  everybody  then  has  to  do 
a  38  mile  per  hour  test.  Then,  those  tests  will  all  be  indistinguish- 
able because  everybody  will  be  passing  that  test  and  then,  some- 
where in  the  agency,  somebody  will  say,  well,  let's  make  it  40  miles 
an  hour  just  so  we  get  this  spread. 

We  have  this  urge  to  show  people  that  there  are  differences  in 
the  safety  of  automobiles.  Your  urge  to  show  differences  in  the 
safety  of  automobiles  gets  ahead  of  what  the  Congress  and  the  peo- 
ple of  the  country  have  asked  you  to  do. 

Mr.  Felrice.  But  the  Motor  Vehicle  Information  and  Cost  Sav- 
ings Act  does  require  us  to  provide  crash-worthiness  information  to 
consumers.  We  have  chosen  this  program  as  the  means  of  comply- 
ing with  that  statutory  mandate.  In  terms  of  whether  this  is  really 
a  higher  standard,  I  think  that  is  only  the  case  if  manufacturers 
design  their  vehicles  to  do  well  in  the  test  and  I  think  they  would 
only  do  that  if  consumers  pay  attention  to  the  information. 

So  we  sort  of  have  this  big  circle  here  where  consumers  seem  to 
be  interested  in  this,  seem  to  want  the  information,  manufacturers 
are  responding  to  consumers  rather  than  to  the  government  in  this 
case. 

Mr.  Carr.  But,  you  are  trying  to  drive  a  result  that  there  are  dif- 
ferences between  manufacturers  £ind/or  models  of  cars  and  the  law 
does  not  ask  you  to  do  that. 

Mr.  Hart.  Well,  the  law  asks  us 

Mr.  Carr.  The  law  asks  you  to  assure  compliance  with  the  stand- 
ards that  have  been  set  by  the  law.  This  is  a  compliance  test,  not 
a  let's  see  who  can  getcha  somewhere  later  on  test.  This  is  a  com- 
pliance test.  The  law  says  35  miles  an  hour.  If  they  all  comply, 
then,  guess  what,  you  do  not  need  as  many  tests.  You  do  not  need 
to  spend  as  much  money. 

You  are  all  wonderful  people,  and  I  enjoy  working  with  you,  but 
I  just  have  a  serious  problem  on  this  one  because  it  seems  to  me 
that  this  is  an  example  of  what  £dl  bureaucracies,  including  the 
Congress  and  maybe  this  Committee,  do.  We  like  to  interpret 
things  in  a  way  to  make  us  more  important  and  to  allow  us  to 
spend  more  money.  And  it  seems  to  me  that  this  one  is  where  you 
are  real  vulnerable. 

Your  job  is  to  assure  compliance  and  to  make  sure  that  the  tests 
that  the  auto  makers  have  are  in  fact  reflective  of  what  the  law 
requires.  I  don't  think  your  job  is  to  set  a  new  standard  just  to  see, 
very  interestingly,  which  manufacturers  make  it  or  not.  I  think  you 
are  vulnerable  on  this. 

And,  correspondingly,  if  the  cars  are  supposed  to  meet  a  35-mile- 
per-hour  standard,  and  they  all  do  otherwise,  they  would  not  be  on 
the  road.  Then,  you  will  still  need  tests  to  actually  make  sure  that 
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some  do  not  leak  through,  or  that  the  testing  is  flawed.  But  with 
three  more  miles  per  hour,  you  are  just  putting  an  overlay  on 
something  that  is  not  required  and,  just  coincidently,  involves  more 
tests  and  keeps  more  people  doing  more  things.  At  the  same  time, 
we  are  cutting  these  other  very  valuable  programs  by  a  million 
here,  $800,000  there,  $300,000  there,  and  a  million  there.  It  seems 
to  me  that  this  is  in  the  nature  of  making  work  that  we  do  not 
need  to  do.  If  we  had  everything  else  covered  and  there  were  all 
kinds  of  other  things  to  do,  I  would  think  perhaps  this  would  be 
interesting.  But,  I  just  do  not  think  you  need  to  do  this. 

But  I  am  only  one  Member  here.  So,  let's  go  on  to  another  one. 

Mr.  Felrice.  Mr,  Chairman,  may  I  say  just  one  quick  thing  on 
that?  I  certainly  agree  with  you,  with  everything  you  said  in  terms 
of  the  National  Traffic  and  Motor  Vehicle  Safety  Act,  but  what  we 
have  here  are  two  different  statutes  enacted  for  different  purposes. 
The  NCAP  program  is  being  operated  under  the  mandate  of  the 
Motor  Vehicle  Information  and  Cost  Savings  Act  which  says  we 
must  provide  comparative  crashworthiness  information  to  consum- 
ers. And  I  guess  since  1979  the  agency  has  chosen  this  narrow  test 
or  a  test  like  this  to  meet  that  statutory  edict  and  perhaps  the  two 
are  in  conflict. 

ON-BOARD  VAPOR  RECOVERY  SYSTEMS 

Mr.  Carr.  Well,  regardless  of  what  I  thought,  I  would  be  right 
behind  you  if  that  law  said  "And  to  make  sure  that  consumers  have 
comparative  information  on  crash  tests  in  excess  of  what  is  actually 
required."  Then  it  would  be  something  the  Congress  had  asked  you 
to  do.  I  think  you  are  inventing  something  here  and  inventing 
something  that  causes  us  to  spend  more  money  while  we  are  cut- 
ting other  necessary  programs. 

Well,  let  me  end  on  a  positive  note,  because  you  have  really  been 
great  over  the  years  about  on-board  vapor  recovery.  I  want  to  ap- 
plaud the  agency  for  its  leadership  here.  We  had  this  same  discus- 
sion with  the  folks  at  the  Federeil  Highway  Administration  the 
other  day.  It  turns  out  that  the  Feder^  Highway  Administration 
is,  for  most  purposes  and  almost  always,  in  charge  of  the  federal- 
aid  highway  program  except  when  the  EPA  wants  to  run  it  using 
some  criteria. 

It  seems  to  me  you  are  involved  and  you  are  in  charge  of  overall 
vehicle  s£ifety  except  when  the  EPA  decides  that  the  environment 
is  more  important  than  the  safety  of  passengers.  This  is  one  where 
I  would  like  to  help  you. 

I  know  that  Chairman  Dingell  probably  would  like  to  help  you 
as  well.  I  think  it  is  just,  frankly,  outrageous  that  EPA  has  been 
able  to  put  what  they  regard  as  clean  air  problems  in  some  parts 
of  the  country  ahead  of  the  safety  of  people. 

What  were  the  results  of  the  safety  analysis  that  NTTSA  pro- 
duced— ^An  Assessment  of  On-board  Refueling  Vapor  Recovery  Sys- 
tems Safety — dated  November  1993.  Can  you  briefly  summarize 
the  report? 

Mr.  Hart.  As  you  have  obviously  intimated,  we  are  very  con- 
cerned about  the  safety  problems  associated  with  that  and  our  con- 
clusion was  that  there  was  still  a  small  increase  in  the  safety  risk. 
We  could  not  quantify  it  but  we  are  concerned  that  there  is  still 
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an  unquantifiable,  albeit  small,  increase  in  the  safety  risk  of  hav- 
ing these  devices.  Again  I  will  defer  to  Mr.  Felrice. 

Mr.  Felrice.  We  reexamined  this  whole  issue  since  our  report  of 
I  guess  1991  on  the  subject  and  what  we  concluded,  since  that  time 
there  have  been  certain  EPA  actions,  certain  rulemakings  that 
have  lessened  our  safety  concerns.  There  has  been  some  advance- 
ment in  the  technology  that  would  be  used  for  these  containers  and 
hoses  and  valves  to  recapture  these  refueling  vapors  and  all  of  that 
led  to  a  decrease  in  our  safety  concerns. 

At  the  same  time,  as  Mr.  Hart  mentioned,  we  said  flat  out  that 
we  still  think  there  are  negative  safety  effects  associated  with  on- 
board refueling  vapor  recovery  systems.  We  could  not  quantify  it. 
We  thought  the  effect  was  small  but  we  stated  very  clearly  we  still 
thought  the  effect  was  negative. 

VAPOR  RECOVERY  ON  LIGHT/HEAVY  VEHICLES 

Mr.  Carr.  The  report  notes  also  that  EPA  is  really  not  under  a 
court  order  to  have  these  standards  in  place  for  light-duty  trucks 
and  heavy-duty  vehicles  and  vehicles  powered  by  fuels  other  than 
gasoline. 

Can  you  comment  on  EPA's  decision  to  require  light-duty  trucks 
and  heavy-duty  vehicles  to  be  fitted  with  on-board  refueling  vapor 
recovery  systems  after  1991? 

Mr.  Felrice.  I  probably  can't.  As  you  stated,  we  expressed  our 
view  that  the  law  did  not  require  ORVR  systems  on  other  than 
passenger  cars.  We  stated  our  concern  that  all  the  development 
work  to  date  has  been  only  on  passenger  cars  and  certainly  for 
some  light-duty  trucks  and  vans  there  are  significant  differences  in 
the  fuel  system  such  that  different  technology  might  have  to  be  de- 
veloped and  we  said  that  we  would  certainly  like  to  see  prototjrpes 
and  fleet  studies  before  such  requirements  were  mandated  for 
those  vehicles. 

EPA,  I  guess,  on  the  other  hand,  seized  the  moment  here  and 
thought  it  appropriate-  to  regulate  those  vehicles,  but  I  guess  I 
would  say  we  were  pleased  that  they  at  least  provided  additional 
lead  time,  an  additional  three  years.  Hopefully,  that  will  allow  us 
to  gather  information  on  passenger  cars,  as  to  how  they  actually 
work,  with  regard  to  safety  and  allow  additional  time  for  prototype 
development  for  light  trucks  and  vans. 

Mr.  Carr.  Well,  I  want  to  reiterate  that  I  think  you  have  been 
really  great  in  articulating  these  safety  issues.  This  is  a  problem 
that  Congress  created  and,  in  my  judgment,  jumping  through  a 
confused  regulatory  environment,  EPA  has  been  only  too  happy  to 
replace  the  safety  of  automobiles  in  favor  of  what  cherished  inter- 
est they  seek  to  protect. 

I,  frankly,  do  not  think  it  is  a  very  good  compromise.  I  believe 
that  Congress  should  work  vigorously  in  the  coming  months  and 
years  ahead  to  try  to  sort  that  out.  It  seems  to  me  inconceivable 
to  put  the  interest  of  clean  air  above  the  safety  of  passengers  in 
vehicles. 

We  are  all  interested  in  clean  air,  but  there  are  so  many  ways 
we  can  help  solve  that  problem.  There  are  so  many  alternative 
ways  of  dealing  with  that  and,  of  course,  one  of  the  alternatives  is 
to  require  vapor  recovery  at  the  pump. 
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So,  it  is  not  really  a  compromise  between  clean  air  and  the  safety 
of  motor  vehicle  occupants.  It  just  turns  out  that  some  interests 
won  out  and  it  wasn't  the  safety  of  the  motoring  public. 

Mr.  Wolf  has  a  couple  of  additional  questions. 

SECTION  410  FUNDING  LEVEL 

Mr.  Wolf.  Thank  you,  Mr.  Chairman. 

Last  week,  the  people  from  Mothers  Against  Drunk  Driving  came 
by,  MADD,  and  they  raised  a  question  which  I  agreed  to  ask. 

As  you  note  in  your  budget  justification  funding  for  Section  410, 
the  alcohol-impaired  driving  countermeasures  grant  program  is  re- 
quested at  the  fully  authorized  level,  $25  million.  You  further  note 
that  approximately  30  States  are  expected  to  qualify  in  fiscal  year 
1994.  To  qualify  for  these  grants,  States  must  adopt  several  laws 
to  combat  drunk  driving. 

Now  there  are  really  several  questions.  Is  the  authorized  level  of 
$25  million  adequate  to  cover  the  entire  amount  in  basic  and  sup- 
plemental grants  for  what  is  the  estimated  30  successful  states 
that  will  qualify  in  fiscal  year  1994?  If  not,  what  total  would  be  re- 
quired to  cover  the  states'  performance  under  this  grant  program? 

Now,  MADD  was  inferring  it  was  roughly  $36  million. 

Mr.  Hart.  Mr.  Wolf,  I  will  defer  to  Ms.  Derby  on  that  question. 

Ms.  Derby.  What  the  criteria  says  is  that  a  State  is  entitled  to 
a  maximum  of  30  percent  of  their  1992  402  appropriation  if  they 
meet  the  basic  criteria,  and  then  for  an  additional  35  percent  de- 
pendent on  whether  they  meet  up  to  seven  additional  criteria. 

If  you  multiply  that  out,  we  do  not  have  sufficient  funding  and 
have  not  had,  not  this  year  nor  the  year  before,  to  fund  the  States 
fully.  If  we  were  to  fund  them  fully  under  that  formula,  it  would 
take  just  about  $36  million  to  do  that. 

Mr.  Wolf.  The  other  question  that  they  ask,  are  you  concerned 
it  is  really  a  disincentive  for  the  states  to  take  action;  kind  of  the 
belief  that  they  will  qualify  for  the  federal  incentive  grants  only  to 
find  out  the  money  is  not  there? 

Ms.  Derby.  Well,  right  now  the  States  are  operating  knowing 
how  much  money  or  approximately  how  much  money  they  are  enti- 
tled to,  since  we  have  an  amount  that  is  appropriated  to  us  and 
we  tell  them  at  the  front  of  the  year  will  be  approximately  their 
share.  So  they  go  into  it  knowing  what  the  amount  is. 

Mr,  Wolf.  You  reach  a  point  of  diminishing  effectiveness  be- 
cause the  amount  will  drop.  Your  authorized  level  is  $25  million. 
You  have  30  some  states  that  are  qualified  now.  What  if  all  50  be- 
come qualified? 

Ms.  Derby,  Then  they  would  get  less  because  when  you  only 
have  a  certain  amount  and  it  gets  shared  out.  Certainly  it  would 
be  less  and  it  would  be  less  significant  to  the  States. 

section  410  FUNDING  AUTHORIZATION 

Mr,  Wolf,  So  are  you  going  to  ask  your  authorizers  to  increase 
that  amount? 

Mr.  Hart.  I  don't  know  what  our  specific  plans  are  in  that  re- 
gard. You  are  talking  about  in  this  1995,  or  in  the  future? 

Mr.  Wolf.  Well,  both,  really. 
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Ms.  Derby.  I  was  going  to  say  an  incentive  is  an  incentive.  The 
States  are  given  this  incentive  in  terms  of  the  money  we  have  to 
move  ahead  with  legislation.  And  we  have  found  that  it  has  been 
effective;  that  the  incentive  has  been  adequate  for  State-elected 
bodies  across  the  country  to  go  in  for  new  legislation. 

Mr.  Wolf.  So  you  do  not  really  think  there  is  a  need  to  go  above 
the  $25  million  authorization? 

Ms.  Derby.  I  think  that  alcohol  is  a  critical  area  and 

Mr.  Wolf.  I  do,  too. 

Ms.  Derby  [continuing].  And  as  much  as  we  could  put  in,  it 
would  be  beneficial  for  the  program. 

Mr.  Hart.  There  are  few  programs  we  would  not  like  to  ask  for 
more  in  better  times,  and  that  is  certainly  one  of  them,  but,  again, 
we  have  to  make  difficult  budget  choices  and  this  is  one  of  the 
choices  that  we  made.  I  guess  we  have  to  keep  our  eye  to  the  real 
world  experience  and  see  to  what  extent  does  the  inclusion  of  more 
States  operate  as  a  disincentive  for  the  existing  States. 

Mr.  Wolf.  If  you  have  30  States  in  it  now,  that  means  there  are 
20  more  left,  and  if  MADD  is  right,  and  you  verified  their  figures, 
it  would  take  $36  million  to  fully  reward  the  qualifying  States. 

I  think  you  are  beginning  to  have  a  problem  and  I  think  it  ought 
to  be  looked  at,  so  I  would  like  you  to  look  at  that  and  get  back 
to  us,  if  you  could. 

[The  information  follows:] 

The  agency  will  look  into  this  issue  of  the  authorizing  level  and  the  extent  to 
which  the  inclusion  of  more  states  in  the  section  410  is  a  disincentive  to  other 
states. 

MOTOR  VEHICLE  TITLING  REPORT  TO  CONGRESS 

Mr.  Wolf.  The  other  question  is  on  the  anti-car  theft  task  force. 
That  statute  required  the  task  force  to  report  to  the  President  and 
the  executive  officers  of  each  State  one  year  after  the  appointment 
of  the  task  force.  What  is  the  status  of  that? 

Mr.  Hart.  I  think  on  that  you  are  referring  to  the  motor  vehicle 
titling 

Mr.  Wolf.  Motor  Vehicle  Theft  Act  of  1992. 

Mr.  Hart.  Precisely.  And  what  was  created,  the  Motor  Vehicle 
Titling  Registration  and  Salvage  Advisory  Committee,  is  the  com- 
mittee you  are  referring  to.  I  will  refer  to  Mr.  Boehly.  The  report 
has  been  completed. 

Mr.  BOEHLY.  Thank  you,  Chris. 

Mr.  Wolf,  as  the  Acting  Administrator  points  out,  that  report  has 
been  completed.  It  has  been  sent,  in  accordance  with  statutory  di- 
rection, to  the  President  and  the  Congress  and  the  Grovemors  of 
each  State. 

Mr.  Wolf.  When  all  these  reports  come  out,  do  you  send  it  to  the 
Appropriations  Committee?  Did  we  get  a  copy,  for  instance?  I  don't 
know  the  answer. 

Mr.  BOEHLY.  I  am  not  certain  but  if  you  did  not,  we  will  certainly 
get  you  one,  sir. 

Mr.  Wolf.  I  think  it  would  be  helpful  as  a  courtesy  or  a  tradition 
that  could  be  started,  that  when  these  reports  come  out,  because 
certainly  the  Committee  that  appropriates  is  interested  in  these, 
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and  if  you  do  something  we  are  not  interested  in,  it  is  not  going 
to  harm  us  just  to  have  it  here. 

I  will  suggest  to  the  Chairman  that  all  the  different  agencies 
send  them  up  to  the  Committee. 

Mr.  Hart.  I  thought  we  did  that  as  a  matter  of  course,  but  I  will 
look  into  it. 

REAR  GUARD  RULEMAKING  ON  TRUCKS 

Mr.  Wolf.  The  last  question  is  the  truck  safety  rulemaking  on 
the  rear  guards.  Where  are  we  on  that? 

Mr.  Hart.  I  believe  we  have  put  out  a  rule  on  that,  too.  I  will 
ask  Mr.  Felrice  to  give  more  details. 

Mr.  Felrice.  We  have  a  proposal  out.  There  was  a  report  sub- 
mitted to  the  Congress.  If  you  have  not  gotten  one,  we  will  make 
sure  you  do. 

Mr.  Wolf.  If  we  could  get  that. 

Mr.  Felrice.  I  think  in  late  summer.  We  expect  to  issue  a  final 
rule  on  that  subject  within  the  next  few  months. 

Mr.  Wolf.  What  does  it  say?  What  do  you  do? 

Mr.  Felrice.  I  think,  as  we  stated  in  the  report,  the  rule  would 
probably  look  fairly  much  as  we  had  proposed.  It  would  require  a 
dimensional  requirement  for  rear  guards  on  trailers.  It  would  re- 
quire a  minimum  strength  requirement  so  that  they  could  absorb 
energy;  that  they  not  be  too  rigid  and  act  as  a  wall;  that  they  yield 
slowly  to  protect  the  occupants  in  the  striking  vehicle  as  well  as 
to  prevent  the  actual  underride,  in  which  the  occupant  compart- 
ment of  the  vehicle  is  damaged  by  the  rear  of  the  truck. 

We  had  some  concerns  from  some  of  the  commenters  to  the 
NPRM  that  what  we  proposed  will  not  work  well,  it  was  too  weak, 
that  small  vehicles  would  underride  the  guards,  that  air  bags 
would  not  deploy  properly,  there  would  be  too  much  underride  and 
by  the  time  the  vehicle  would  slow  down  it  would  be  too  late  to 
adequately  deploy  the  air  bag  and  protect  the  occupant. 

As  a  result,  we  conducted  a  series  of  about  eight  vehicle  tests  in 
which  we  ran  air  bag  vehicles  with  test  dummies  into  the  rear  of 
trailers  that  met  our  proposed  requirement,  and  in  every  case 
underride  was  prevented.  We  did  not  see  a  small  subcompact  going 
underneath  a  guard  and  in  every  case  the  air  bags  adequately  pro- 
tected the  dummies. 

Mr.  Wolf.  How  many  lives  do  you  think  that  would  save,  per 
year,  based  on  how  many  accident  deaths  there  are? 

Mr.  Felrice.  I  think  there  are  about  500  or  600  deaths  a  year 
in  which  cars  or  light  trucks  and  vans  smash  into  the  rears  of  trail- 
ers. But  of  those,  we  think  only  about  60  deaths  a  year  actually  in- 
volve underride,  and  we  think  that  the  rule  would  save  at  least  a 
third  of  those.  So  we  are  talking  about  20  or  30  lives  a  year. 

Mr.  Wolf.  What  is  the  cost  per  truck,  roughly? 

Mr.  Felrice.  I  think  it  was  under  $100  per  trailer. 

Mr.  Wolf.  Does  the  American  Trucking  Associations  support 
this? 

Mr.  Felrice.  I  don't  think  we  had  any  real  objections  to  this  re- 
quirement. Some  of  the  trailer  manufacturers  are  concerned.  Many 
of  those  are  small  businesses  and  they  are  worried  about  the  cost 
to  them.  They  may  only  produce  five  trailers  a  year.  But  we  have 
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tried  to  structure  the  rule  to  make  it  an  equipment  rule  so  that  the 
manufacturer  of  the  guard  is  the  entity  that  has  to  certify  compli- 
ance, not  the  actual  manufacturer  of  the  trailer, 

TRUCK  SPLASH  AND  SPRAY 

Mr.  Wolf.  What  about  spraying  by  large  trucks?  Have  you 
looked  at  that  and  where  are  you  on  that? 

Mr.  Felrice.  With  regard  to  your  guidance  in  the  committee  re- 
port, we  did  submit  a  report,  but  I  think  it  was  only  last  week  that 
it  was  submitted,  and  in  there  we  have  looked  at  the  situation 
since  we  terminated  rulemaking  on  this  subject  in  the  late  1980s 
and  we  essentially  reached  the  same  conclusion,  that  we  think  it 
is  a  relatively  small  problem;  all  of  the  data  sources  that  we  exam- 
ined showed  that  splash  and  spray,  at  most,  might  be  a  contribut- 
ing causal  element  in  about  one-one  hundredth  of  a  percent  of 
crashes.  To  us,  it  seems  to  be  more  of  a  momentary  nuisance  than 
an  actual  safety  problem. 

On  the  other  side  of  it,  we  cannot  find  anything  that  works.  We 
went  out  for  public  comments  before  we  produced  this  report  and 
we  had  six  or  seven  commenters  and  most  said  that  splash  and 
spray  is  really  a  function  of  the  speed  of  the  vehicle  and  it  can  be 
somewhat  lessened  by  these  aerodynamic  devices  on  the  top  of  trac- 
tors, but  nobody  presented  any  information  that  any  kind  of  side 
guard  or  skirt  would  really  reduce  splash  and  spray  in  a  large  por- 
tion of  the  situations  in  which  it  occurs. 

EFFECTIVENESS  OF  FOREIGN  TRAFFIC  SAFETY 

Mr.  Wolf.  I  guess  the  last  question  is  for  all  the  questions  that 
I  asked  and  all  the  things  you  looked  at,  do  you  automatically  look 
and  see  what  they  are  doing  in  Germany  or  what  they  are  doing 
in  Japan  or  what  they  are  doing  in  other  countries  that  are  com- 
parable, if  you  will,  to  see  what  is  working  and  what  is  not  work- 
ing? Is  that  automatically  done? 

Mr.  Hart.  We  trade  notes  extensively  with  quite  a  few  foreign 
countries,  not  only  for  that  purpose  but  also  for  purposes  of  facili- 
tating trade,  i.e.  the  sale  of  vehicles  across  borders.  So  we  are  very 
active  in  looking  at  comparative  studies,  alcohol  studies  on  death, 
running  lights  is  an  issue  now,  for  example.  We  looked  at  that  in 
other  countries. 

We  compare  notes  extensively  and  have  international  conferences 
that  include  numerous  countries.  We  do  it  with  several  points  in 
mind.  Again,  one  is  to  try  to  take  advantage  of  each  other's  learn- 
ing but  also  to  try  to  facilitate  commerce. 

Mr.  Wolf.  Do  they  pick  up  more  from  us  or  do  we  get  more  from 
them? 

Mr.  Hart.  I  think  it  is  a  two-way  street,  but  we  have  an  Office 
of  International  Harmonization,  whose  function  is  specifically  to 
deal  with  that  point. 

Mr.  Wolf.  Sounds  like  a  singing  group. 

Mr.  Hart.  I  have  never  asked  them  to  do  that  but. 

Mr.  Wolf.  What  do  they  do?  They  are  looking  at  other  countries? 

Mr.  Hart.  They  trade  notes  with  all  the  other  countries  and,  for 
example,  in  establishing  standards,  we  want  to  make  sure  that 
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standards  are  not  used  as  trade  barriers,  so  that  is  one  of  the  ex- 
amples of  what  the  function  is. 

Mr.  Parker,  though,  can  expand  on  that. 

Mr.  Parker.  Yes,  with  regard  to  standards  for  the  future,  be- 
cause the  domestic  industry  is  more  interested  in  exports  these 
days,  we  are  working  with  the  foreign  governments  and  with  for- 
eign industry  to  try  to  coordinate  our  research  efforts  and  maybe 
harmonize  our  regulations  ahead  of  time,  so  it  is  not  a  trade  bar- 
rier so  you  do  not  have  a  delay  in  being  able  to  export  vehicles  to 
other  countries. 

MEXICAN  TRUCK  SAFETY  UNDER  NAFTA 

Mr.  Wolf.  And  are  you  looking  with  regard  to  Mexico?  What  are 
you  doing  with  regard  to  Mexico  now  that  NAFTA,  which  I  sup- 
ported, passed?  What  are  you  looking  at  with  regard  to  that  and 
the  trucks  coming  up  from  Mexico?  Do  you  see  much  problem? 

Mr.  Parker.  I  think  that  is  something  that  this  agency  is  just 
getting  involved  with.  We  have  not  really  had  that  many  contacts 
with  Mexico  in  the  past.  We  have  had  a  lot  more  with  Canada. 
Canada  has  a  fairly  active  highway  safety,  motor  vehicle  safety  and 
motor  vehicle  safety  research  program  and  we  have  done  a  lot  of 
things  jointly  with  Canada.  But  with  Mexico,  just  starting,  I  know 
with  regard  to  NAFTA  and  the  harmonization  of  regulations,  that 
there  are  negotiations  and  discussions  starting  to  make  sure  that 
there  are  not  safety  problems  for  those  vehicles  coming  into  this 
country. 

Mr.  Wolf.  Will  you  be  involved  in  that? 

Mr.  Hart.  We  are  actively  involved  in  that  through  that  same  of- 
fice I  mentioned. 

Mr.  Wolf.  I  have  ridden  on  a  couple  of  buses  in  Mexico  that  I 
know  could  not  make  it  around  here  and  I  am  wondering  if  you  are 
looking  at  the  buses  and  the  trucks,  because  in  several  years  there 
will  be  complete  cross-border  traffic.  Do  you  have  any  sense  of 
where  Mexico  fits  in  with  regard  to  truck  safety  and  bus  safety  ver- 
sus the  United  States? 

Mr.  Hart.  In  terms  of  coming  across  the  borders? 

Mr.  Wolf.  Well,  no,  I  mean  the  general  overall  safety  of  trucks 
and  buses  in  Mexico  versus  in  the  United  States.  Their  standards 
and  enforcement  and  things  like  that.  Because  after  NAFTA  is 
fully  implemented,  I  understand  we  will  see  many  more  of  them 
than  we  do  now.  Do  you  know  how  they  stack  up? 

Mr.  Hart.  I  will  ask  Mr.  Brownlee. 

Mr.  Brownlee.  We  are  serving  as  an  intermediary  between  the 
Federal  Highway  Administration  and  the  law  enforcement  commu- 
nity to  understand  what  the  patterns  of  flow  will  be  when  NAFTA 
becomes  a  reality  along  the  border  States  adjacent  to  Mexico.  It  is 
to  better  understand  what  those  enforcement  implications  are  as  it 
relates  to  commercisd  truck  traffic  that  might  be  increased  as  a 
consequence  of  NAFTA. 

Mr.  Wolf.  But  do  you  know  how  the  Mexican  Grovemment  now 
approaches  safety  regs  for  buses  and  trucks? 

Mr.  Brownlee.  From  a  regulatory  standpoint,  I  do  not, 

Mr.  Hart.  I  am  afraid  I  do  not  either. 
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Mr.  Wolf,  And  their  safety  record;  does  anyone  know?  This  is 
something  I  think  you  might  want  to  look  at  because  eventually, 
in  the  next  several  years,  it  will  be  a  major  problem  or  a  potential 
problem,  and  I  don't  know  who  else  would  look  at  it  other  than 
your  agency  in  the  Federal  Grovemment.  Trade  reps  probably  would 
not  get  involved  in  it. 

Mr.  Parker.  I  believe  our  activities  with  the  Mexican  and  Cana- 
dian Cjovemments  will  get  into  that,  and  NHTSA  will  probably 
play  a  strong  part  of  that. 

IVHS  has  some  applications  for  this  also,  which  is  weighing  in- 
motion  vehicles  coming  across  the  border.  And  there  is  a  new  activ- 
ity to  actually  inspect  the  brake  condition  while  the  vehicle  is  in 
motion  also  without  having  to  stop  vehicles.  So  I  think  both  those 
applications  have  some  application  to  border  crossings. 

Ms.  Stoll.  Mr.  Wolf,  we  have  taken  the  initiative  in  this  area. 
We  are  holding  a  summit  meeting,  the  first  to  which  representa- 
tives from  Canada,  Mexico  and  our  own  Department  of  Transpor- 
tation and  several  other  agencies  will  be  meeting.  It  is  within  a 
month  and  we  will  be  la3dng  out  the  operational  issues  that  we 
need  to  address  and  safety  requirements  is  obviously  high  on  them. 

TRUCK  ENFORCEMENT  IN  NAFTA 

Mr.  Wolf.  Will  their  trucks  and  buses  have  to  meet  our  stand- 
ards? 

Ms.  Stoll.  In  order  to  come  to  this  country  and  travel  on  our 
roads,  that  is  correct. 

Mr.  Wolf.  We  have  a  problem  in  certain  areas  in  the  United 
States  with  buses,  do  we  not?  I  think  we  do.  And  having  ridden  on 
buses  down  in  Mexico — I  was  down  there  one  time  and,  boy,  I  was 
on  a  lot  of  different  buses  and  I  think  there  is  going  to  be  a  major 
difference  between  our  standards  and  theirs,  so  I  think  it  will  have 
to  be  considered — particularly  tour  groups  coming  over  and  things 
like  that. 

Mr.  Hart.  You  would  know  this  better  than  I,  Mr.  Wolf,  but  I 
understand  Federal  Highways  has  asked  for  an  increase  in  motor 
carrier  funding  to,  among  other  things,  look  at  that  cross  border 
traffic  and  their  enforcement  regarding  that. 

Mr.  Wolf.  I  thank  you  very  much  and  I  have  no  further  ques- 
tions, Mr.  Chairman. 

CRASH  CUSHIONS 

Mr.  Carr.  Thank  you,  Mr.  Wolf.  I  was  finished,  but  your  ques- 
tions prompt  me  to  ask  more  of  an  informational  question  out  of 
curiosity.  A  few  years  ago,  I  began  to  see  huge  square  yellow  things 
on  the  back  of  construction  vehicles  that  flop  down.  I  don't  really 
know  what  they  are  for,  but  intuitively  I  said  somebody  sued  some- 
body and  got  an  enormous  award  for  running  into  the  back  of  a 
dump  truck  parked  on  the  side  of  a  road.  Am  I  wrong?  Do  you 
know  what  I  am  talking  about?  Is  this  something  required  by  your 
agency  or  FHWA,  or  is  this  something  that  road  builders  and  high- 
way departments  are  using  to  avoid  liability?  Do  you  know  what 
I  am  talking  about? 

Mr.  Hart.  I  know  what  you  are  referring  to  and  it  is  analogous 
to  the  way  you  see  buckets  of  sand  placed  on  forks  of  the  road  so 
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that  impact  on  the  concrete  divider  will  not  be  so  severe.  This  is 
an  impact  to  the  rear  of  a  construction-type  vehicle.  And  I  know 
what  you  are  referring  to,  but  I  am  not  sure  it  is  in  our  bailiwick. 
But  it  is  basically  for  someone  running  into  the  back  of  that  con- 
struction vehicle,  they  will  have  a  relatively  soft  impact. 

Mr.  Carr.  Well,  you  have  plenty  of  work  to  do  other  than  trying 
to  satisfy  my  curiosity,  but  if  you  get  back  to  your  office  and  some- 
body knows  a  little  more  about  that,  please  call  us.  I  started  seeing 
these  weird-looking  things  and  it  took  me  a  while  to  figure  out 
what  they  were.  I  had  not  thought  about  it  until  Mr.  Wolf  started 
asking  you  about  the  impacts  of  cars  at  the  rear  of  trailers. 

Mr.  Hart.  They  may  be  the  Federal  Highway's  bailiwick.  At  the 
National  Transportation  Safety  Board,  we  were  concerned  about 
construction  work  zone  safety.  We  saw  a  lot  of  people  who  did  not 
slow  down  in  the  work  zone.  You  usually  see  it  on  the  first  vehicle 
you  would  encounter. 

And  so  I  know  it  is  a  big  issue  but  it  is  apparently  not  in  our 
bailiwick.  Mr.  Parker. 

Mr.  Parker.  I  would  just  add  that  we  are  working  more  closely 
with  the  Federal  Highway  Administration  with  regard  to  crashes 
of  vehicles  into  roadside  appurtenances  in  some  of  these  areas  too, 
and  we  do  have  a  joint  project  with  them  to  kind  of  expand  our 
joint  knowledge  bases  of  those  types  of  crashes.  We  know  a  lot 
about  the  vehicle  and  they  know  a  lot  about  the  roadside  appur- 
tenances and  we  are  putting  those  together. 

[Additional  information  follows:] 

The  barriers  mounted  at  the  rear  of  road  construction  vehicles  at  construction 
sites  are  called  truck-mounted  attenuators  (TMA)  or  crash  cushions.  The  use  and 
performance  of  these  mobile  crash  barriers  are  under  the  jurisdiction  of  tjje  Federal 
Highway  Administration's  Associate  Administrator  for  Safety  and  System  Applica- 
tions. 

According  to  guidelines  published  by  the  American  Association  of  State  Highway 
Transportation  Officials,  TMA's  are  used  for  short  term,  mobile,  and  moving  work 
zones.  Their  pvupose  is  to  prevent  vehicle  encroachment  into  the  work  site,  and  they 
may  be  mounted  to  the  rear  of  a  truck  or  a  trailer. 

Performance  specifications  and  test  procedures  for  TMA's  are  established  by  the 
National  Cooperative  Highway  Research  Program  manual,  NCHRP-50. 

[Questions  for  the  record  follow:]  ^^^ 

SOCIETAL  COSTS — ^MOTOR  VEHICLE  CRASHES 

Mr.  Carr.  NHTSA  estimates  that  motor  vehicle  crashes  result  in 
direct  societal  costs  of  $137.5  billion  annually  and  that  medical 
costs  of  motor  vehicle  injuries  are  over  $14  billion  annually.  Please 
describe  how  NHTSA  arrived  at  these  estimates. 

[The  information  follows:] 

NHTSA's  estimate  of  motor  vehicle  crash  costs  was  developed  from  a  comprehen- 
sive examination  of  injury  data  bases,  cost  surveys,  earnings  data  and  many  other 
sources.  Incidence  estimates  were  developed  primarily  from  the  Fatal  Accident  Re- 
porting System  (FARS),  the  National  Accident  Sampling  System  (NASS),  the  Gen- 
eral Estimates  System  (GES),  the  National  Health  Interview  Survey  (NHIS),  and 
state  police  accident  reports.  The  primary  source  of  per-unit  cost  estimates  was  the 
report  'The  Costs  of  Highway  Crashes"  conducted  by  the  Urban  Institute  with  fund- 
ing by  the  Federal  Highway  Administration  and  NHTSA. 

The  $137.5  billion  cost  represents  1990  experience.  It  results  from  44,500  fatali- 
ties, 5.4  million  non-fatal  injuries,  and  28  million  damaged  vehicles  in  both  police 
reported  and  unreported  crashes.  About  $46  billion  of  total  costs  was  due  to  prop- 
erty damage  and  another  $40  billion  resulted  from  lost  marketplace  productivity. 
Medical  costs  totalled  about  $14  billion.  Other  costs  included  emergency  services,  vo- 
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cational  rehabilitation,  lost  household  productivity,  insurance  administrative  costs, 
legal  and  court  costs,  workplace  costs,  and  travel  delay.  Alcohol  involved  crashes  ac- 
counted for  roughly  one  third  of  all  crash  costs. 

A  detailed  description  of  the  methods  and  results  of  this  effort  is  included  in  the 
report  'The  Economic  Cost  of  Motor  Vehicle  Crashes,  1990".  This  report  is  available 
from  NHTSA's  Office  of  Plans  and  Policy. 

SOCIETAL  COSTS — DWI  BELT  CAMPAIGN 

Mr.  Carr.  NHTSA  also  estimates  that  achievement  of  the  Sec- 
retards  combined  DWI/belt  objectives  in  1997  would  save  society 
$5.8  billion  in  direct  costs  per  year,  including  $1.0  billion  in  annual 
health  care  costs.  Please  describe  how  NHTSA  arrived  at  these  sav- 
ings. 

[The  information  follows:! 

These  savings  were  described  by  NHTSA  in  "Saving  Lives  and  Dollars:  Highway 
Safety  Contribution  to  Health  Care  Reform  and  Deficit  Reduction",  published  Sep- 
tember 1993.  $5.8  billion  in  direct  cost  savings  was  calculated  by  estimating  the 
number  of  fatalities  and  injuries  that  would  be  averted  if  belt  usage  increased  from 
62%  in  1992  to  75%  by  1997,  and  if  the  proportion  of  alcohol  related  fatalities  were 
reduced  to  43%  of  total  fatalities.  This  improved  level  of  restraint  usage  would  re- 
sult in  saving  1,700  lives  each  year,  at  a  cost  of  $693,800  per  life,  for  $1.2  billion 
in  savings.  Improved  restraint  usage  is  also  projected  to  save  41,100  AIS  1  injvu-ies, 
at  $3,100  per  injury,  and  47,200  AIS  2-5  injuries,  at  $48,100  per  injiuy,  for  a  total 
belt-related  injury  savings  of  $2.4  billion.  The  belt-related  fatality  and  injiuy  cost 
savings  together  total  $3.6  billion.  In  addition,  projected  savings  fi-om  i-^ducing  alco- 
hol-related fatalities  was  calculated  based  on  saving  1,200  lives  annually,  at  a  cost 
of  $797,000  per  fatality,  and  avoiding  65,000  alcohol-related  injuries  at  all  levels  of 
severity,  for  a  savings  of  $19,200  per  injury.  This  sums  to  $2.2  billion  in  savings 
from  reducing  alcohol-related  fatalities.  Added  together  ($2.2  billion  plus  $3.6  bil- 
lion), we  achieve  a  net  direct  cost  savings  estimated  to  be  $5.8  billion.  Of  this  total, 
$1  billion  is  estimated  for  annual  health  care  savings  as  follows:  health  care  costs 
associated  with  each  belt-related  fatality  is  $3,700;  for  each  AIS  2-5  injury  $13,700, 
and  for  each  AIS  1  injury  $746.  Multiplying  these  costs  by  the  incidence  nets  a  belt- 
related  health  care  savings  of  $684  million.  Health  care  costs  for  the  1,200  alcohol- 
related  fatalities  and  associated  injuries  are  estimated  to  be  $235,500  each,  or  $283 
milUon  for  alcohol-related  fatalities  alone.  When  added  to  the  belted-related  health 
care  costs,  a  net  projected  savings  of  $966  million,  rounded  to  $1  billion,  results. 

Unit  values  used  in  these  calculations  were  based  on  data  presented  in  Blincoe 
and  Faigin,  "The  Economic  Cost  of  Motor  Vehicle  Crashes,  1990",  published  in  Sep- 
tember, 1992. 

NCAP  FORMAT  EFFECTIVENESS 

Mr.  Carr.  How  will  you  evaluate  the  effectiveness  of  the  new 
NCAP  format,  and  what  reaction  have  you  received  from  consum- 
ers, vehicle  manufacturers,  researchers,  and  safety  organizations? 

[The  information  follows:] 

The  reactions  from  the  media  and  consumers  have  been  overwhelmingly  positive. 
The  vehicle  manufacturers  also  were  generally  in  favor  of  the  new  format.  The  agen- 
cy believes  that  the  best  way  to  evaluate  the  effectiveness  of  the  new  NCAP  format 
is  by  convening  a  public  meeting  and  addressing  comments  on  the  issue  in  that 
forum. 

NCAP  CONSUMER  INFORMATION 

Mr.  Carr.  How  do  consumers  and  others  who  want  more  detailed 
data  on  NCAP  test  scores  learn  that  this  information  is  available 
and  how  they  may  obtain  it? 

[The  information  follows:] 

The  NCAP  press  releases  state  that  additional  information  on  the  crash  test  re- 
sults can  be  obtained  by  calling  the  agency's  toll-free  Auto  Safety  Hotline.  The  nu- 
merical test  results  for  each  vehicle  are  stiU  available  and  are  being  disseminated 
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upon  request.  A  new  cover  sheet  has  been  created  for  the  numerical  test  results  that 
explains  how  to  use  them  and  provides  other  information  concerning  the  program. 

Mr.  Carr.  An  article  by  George  Hoffer  published  in  Applied  Eco- 
nomics, 1992,  concluded  that  consumers  find  the  government's 
crash  data  to  be  of  little  use,  and  that  "the  government's  crash  test 
data  bear  no  significant  relationship  to  observed  vehicle  safety 
records  as  reflected  in  actual  bodily  injury  data."  Please  comment 
on  the  author's  two  principal  findings. 

[The  information  follows:] 

Contrary  to  Mr.  Hoffer's  conclusions,  the  NCAP  Congressional  report,  issued  in 
December  1993,  presented  the  dociunented  results  of  the  agency's  media  survey  and 
focus  group  study  that  show  a  positive  media  and  consumer  interest  and  utility  in 
crash  test  data.  Another  section  of  that  same  report  refutes  Mr.  Hoffer's  other  "find- 
ing" regarding  the  relationship  between  NCAP  results  and  actual  on-the-road  injury 
and  fatality  data.  The  agency  study  concludes  that  there  is  a  significant  correlation 
between  NCAP  results  and  real- world  fatality  risks  for  restrained  drivers.  More  re- 
cently, the  agency  pubUshed  a  Technical  Report  titled  Correlation  NCAP  Perform- 
ance with  Fatality  Risk  in  Actual  Head-On  Collisions.  This  report  substantiates  the 
agency's  position  and  presents  detailed  supporting  evidence. 

NCAP  EVALUATION 

Mr.  Carr.  In  December,  NHTSA  completed  an  evaluation  of  the 
New  Car  Assessment  Program  (NCAP)  to  assess  how  well  NCAP 
crash  test  scores  correlate  with  actual  fatality  risks  in  frontal 
crashes.  Would  you  summarize  your  research  findings? 

[The  information  follows:] 

Cars  with  good  NCAP  test  scores  have  significantly  lower  driver  fatality  risk  in 
actual  crashes  than  cars  with  poor  scores.  There  are  statistically  significant  correla- 
tions between  NCAP  scores  for  head  injury,  chest  acceleration  and  femur  loading 
and  the  fatality  risk  of  belted  drivers  in  actual  crashes. 

When  two  passenger  cars  of  equal  mass  collide  head-on,  the  driver  of  the  car  with 
the  better  NCAP  score  has,  on  average,  20  to  25  percent  lower  risk  of  fatal  injury 
than  the  otiier  driver. 

NCAP  crash  test  performance  scores  have  improved  substantially  in  most  cars 
since  the  test  program  was  started  in  1979.  The  fatality  risk  for  belted  drivers  in 
actual  head-on  collisions  in  1991  model  cars  decreased  by  20  to  25  percent  compared 
with  model  year  1979. 

NCAP  information  creates  market  forces  that  motivate  manufacturers  to  design 
cars  with  better  NCAP  scores.  NHTSA's  study  shows  that  the  cars  with  better 
scores  have  lower  fatality  risk  on  the  highway. 

Mr.  Carr.  Please  comment  on  the  study's  findings  that  NCAP 
chest  and  leg  injury  scores  appear  to  be  better  real-world  predictors 
of  fatalities  than  NCAP  head  injury  scores. 

[The  information  follows:] 

NHTSA's  study  showed  that  any  single  NCAP  parameter,  including  the  Head  In- 
jury Criterion  (HIC)  could  be  used  to  partition  cars  into  "good"  and  "poor"  perform- 
ance groups,  where  the  "good"  performance  group  had  significantly  lower  fatality 
risk  in  actual  crashes  than  the  poor  group.  The  study  did  not  conclude  that  HiC 
was  inferior  to  the  other  parameters  as  a  predictor  of  actual  fatality  risk. 

It  is  true  that,  on  the  principal  accident  data  set  used  in  the  study,  chest  g's  and 
femur  load  were  somewhat  better  correlated  with  fatality  risk  than  the  Head  Injury 
Criterion.  However,  on  the  more  restricted  alternative  data  set  also  used  in  the 
study,  HIC  and  femiu-  load  had  about  equally  strong  correlation  with  fatality  risk. 
The  relative  utility  of  the  three  parameters  in  predicting  fatality  risk  cannot  be  de- 
finitively rank-ordered. 

The  reasons  for  the  significant  correlation  between  NCAP  femur  load  and  actual 
fataUty  risk  are  not  completely  understood  at  this  time,  since  injuries  to  the  lower 
extremities,  by  themselves,  are  generally  not  fatal.  However,  one  reason  femur  load 
"works"  is  that  the  three  NCAP  parameters  are  not  independent  observations  on 
isolated  body  regions.  Cars  with  crashworthiness  problems  tend  to  have  high  scores 
on  one  or  more  parameters,  but  it  is  not  always  predictable  which  one.  High  femur 
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load  could  reflect  a  more  general  problem  affecting  injtiry  risk  to  other  body  regions 
in  some  crashes. 

Mr.  Carr.  What  additional  changes  is  NHTSA  considering  in  the 
NCAP  program  based  on  the  results  of  your  study  correlating 
NCAP  performance  with  fatality  risk  in  actual  head-on  collisions? 

[The  information  follows:] 

The  agency  does  not  plan  to  change  the  NCAP  because  our  study  indicates  a  sig- 
nificant correlation  exists  between  NCAP  performance  and  fateility  risk  in  actual 
head-on  collisions.  The  agency  published  a  Technical  Report  titled  Correlation  of 
NCAP  Performance  with  Fatality  Risk  in  Actual  Head-On  Collisions.  This  report 
substantiates  the  agenc^s  position  and  presents  detailed  supporting  evidence. 

Mr.  Carr.  Please  explain  the  scientific  basis  for  the  composite 
rating  combining  head  and  chest  injury  test  scores  used  in  the 
1994  NCAP  press  release. 

[The  information  follows:] 

To  develop  a  simplified  NCAP  data  format,  as  requested  by  Congress  in  the  fiscal 
year  1992  Senate  report,  the  agency  has  used  the  ii\jury  risk  fimctions  shown  in 
equations  1  and  2  below. 

In  the  SAE  Paper  No.  851246,  "The  Position  of  the  United  States  Delegation  to 
the  ISO  Working  Group  6  on  the  Use  of  Head  Iiyury  Criteria  in  the  Automotive  En- 
vironment", Priya  Prasad  and  Harold  Mertz  (Ford  Motor  Company  and  General  Mo- 
tors Corporation)  presented  an  injury  risk  function  curve  that  relates  the  probability 
of  an  AIS>4  head  injury  to  the  Head  Injury  Criteria.  In  a  1990  Stapp  SAE  Paper 
No.  902328,  "Assessing  the  Safety  of  Occupant  Restraint  Systems",  David  Viano  and 
Sudhakar  Arepally  (General  Motors  Conioration)  expanded  the  application  of  this 
injury  risk  function  curve  and  also  provided  the  equations  to  directly  calculate  the 
probability  of  AIS>4  injury  to  the  head  and  chest.  For  head  injury,  the  equation: 

P/,*«rf=[  l+exp(5.02- 0.0035 1  xif/C;;-' (1) 

relates  the  probabihty  of  an  AIS  4  or  greater  injury  to  the  Head  Injury  Criteria. 
For  chest  injury,  the  equation; 

Pc/,^5/=[l+exp(5.55- 0.0693  x  Chest  G)J- ' (2) 

relates  the  probability  of  an  AIS  4  or  greater  injury  to  Chest  Deceleration. 

The  agency  concluded  that  a  combined  effect  of  injury  to  the  head  and  chest 
should  be  used,  since  it  is  well  documented  that  an  individual  who  suffers  multiple 
injuries  has  a  higher  risk  of  permanent  disability  or  death.  Therefore,  a  combined 
probability  of  an  AIS>4  injury  is  calculated  from  equations  1  and  2  as: 

Combined  Probability  (Pcombined)=Phead+Pches.  -  Phead  X  chesl 

This  equation  is  applied  to  the  Head  Injury  Criteria  and  Chest  Deceleration  re- 
sponses of  the  driver  and  passenger  dummies  in  each  NCAP  test. 

NCAP  EFFECTIVENESS 

Mr.  Carr.  Please  cite  some  specific  examples  of  NCAP's  effective- 
ness and  impact  on  safety, 
[The  information  follows:] 

NCAP  scores  have  improved  steadily  since  the  beginning  of  the  program  in  1979. 
Significant  reductions  in  average  head  injury  criteria  (HIC)  from  approximately 
1,300  in  1980  to  less  than  700  in  1993  have  occurred  in  passenger  cars  (PC's).  Lower 
HIC's  indicate  reduced  probability  of  serious  head  injury.  Similar  reductions  are 
now  being  noted  for  light  trucks,  vans,  and  sport  utility  vehicles.  A  much  higher 
percentage  of  PC's  are  now  meeting  the  injury  prevention  requirements  of  the  dy- 
namic occupant  protection  standard  (FMVSS  No.  208)  even  at  the  higher  NCAJP 
crash  speed.  In  model  year  (MY)  1993,  80  percent  of  the  PC's  met  FMVSS  No.  208 
requirements  in  the  NCAP  tests  compared  to  only  25  percent  in  MY  1979. 

Results  from  a  recent  analysis  of  the  Fatal  Accident  Reporting  System  data  show 
a  statistically  significant  correlation  between  NCAP  performance  and  the  fatahty 
risk  of  belted  drivers  in  actual  head-on  collisions.  The  analysis  indicates  that  the 
driver  of  a  car  which  performs  well  in  NCAP  is  on  the  average,  about  15  to  30  per- 
cent less  Ukely  to  be  killed  than  the  driver  of  car  which  performs  poorly  in  NCAP. 


97 

Also,  as  vehicles  are  redesigned  and  subsequently  retested  in  NCAP,  manufactur- 
ers often  incorproate  changes  which  improve  their  NCAP  test  performance,  such  as 
the  inclusion  of  driver  and  front  passenger  air  bags. 

NCAP — ^PRESS  RELEASE  DISTRIBUTION 

Mr.  Carr.  How  many  copies  of  the  NCAP  press  release  were  dis- 
tributed in  calendar  years  1992,  1993  and  estimated  for  1994? 
[The  information  follows:] 

NCAP  data  are  made  available  through  regular  press  releases  throughout  the 
model  year  as  the  tests  are  completed.  These  press  releases  are  distributed  to  all 
the  major  news  services,  consiimer  groups,  mag£izines,  and  many  other  associations. 
Over  1,000  different  organizations  with  readership  in  the  tens  of  millions  receive 
^ese  press  releases. 

The  exposure  to  the  public  of  the  NCAP  data  through  the  diflFerent  media  also  re- 
sults in  many  individual  inquiries  to  NHTSA.  The  Agency  responds  to  approxi- 
mately 20  thousand  telephone  calls  each  year  regarding  the  crashworthiness  test  re- 
sults. Approximately  18,000  requests  were  processed  during  1992,  and  in  1993  the 
requests  for  crash  test  resvdts  increased  to  approximately  22,000.  Thus  far,  we  have 
had  approximately  6,400  requests  for  1994  wnich  indicates  an  even  higher  nvunber 
than  in  prior  years. 

Following  is  a  breakdown  of  the  press  releases  issued  each  year  as  requested. 

1992  NCAP  Program— Se\en  press  releases  were  issued  from  January  1992 
through  September  1992. 

1993  NCAP  Program — Six  press  releases  were  issued  from  November  1992 
through  June  1993. 

1994  NCAP  Program — ^To  date,  three  press  releases  have  been  issued  on  the  1994 
program  beginning  with  December  1993. 

NCAP  PROGRAM — ^TOTAL  COSTS 

Mr.  Carr.  What  was  the  total  cost  of  the  NCAP  program,  includ- 
ing NHTSA  staff,  contractor  costs,  the  vehicles  and  dummies,  and 
related  items  in  fiscal  year  1994  and  what  is  projected  for  fiscal 
year  1995? 

[The  information  follows:] 

The  attached  tables  contain  the  breakdown  of  the  1994  NCAP  costs  and  the  pro- 
posed breakdown  of  the  fiscal  year  1995  NCAP  costs. 
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Table  1 
Detailed  Breakdown  of  1994  NCAP  Costs 


Project  Description 

Budget  Amount 

1994  NCAP  Costs 

Vehicle  Purchases  (39) 

$  710,892 

Vehicle  Testing  (39) 

$  729,925 

Dummy  Calibrations 

$  20,000 

Dummy  Parts  and  Refurbishing 

$  36,183 

Video  Production 

$  28,000 

Administrative  Costs 

$  $85,000  * 

Subtotal 

$  1,610,000 

NHTSA  Staff  (7) 

$    459,000 

Total 

$2,069,000  1 

NCAP  Promotional 
Program 

Create  Promotional  Material 
(Brochures,  Radio  &  Print 
Spots) 

$105,000 

Develop,  Reproduce,  & 
Disseminate  Promotion 
Material 

$  90,000 

Develop,  Reproduce,  & 
Disseminate  Consumer  Material 

$  55,000 

Total 

$250,000 

Total   FY  1994   NCAP  Costs 

$2,319, 000 

*     Administrative   costs   include   computer  support,   hot   copy, 
printing,  and  distribution  costs. 
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Detailed 

Table  2 
Breakdovm  of  Proposed  FY  1995  NCAP  Costs 

Project  Description 

Budget  Amount 

Frontal  Impact 
NCAP  FY  1995 
Budget  Plans 

Vehicle  Purchases  (38) 

$  792,000 

Vehicle  Testing  (38) 

$  665,000 

Dummy  Calibrations 

$   25,000 

Dummy  Parts  and  Refurbishing 

$   50,000 

Video  Production 

$   28,000 

Administrative  Costs 

$   80,000* 

Subtotal 

$1,640,000 

NHTSA  Staff  (7) 

$  479,000 

Total 

$2,119,000 

Side  Impact 
NCAP  FY  1995 
Budget  Plans 

Vehicle  Purchases  (14) 

$  292,000 

Vehicle  Testing  (14) 

$  200,000 

Impact  Barrier  Purchases  (14) 

$   23,000 

Dummy  Calibrations 

$   21,000 

Dummy  Parts  and  Refurbishing 

$   43,000 

Administrative  Costs 

$   41,000* 

Total 

$  620,000 

NCAP 

Promotional 

Proorram 

Promotional  Material  (Brochures, 
Radio  &  Print  Spots  &  Electronic 
Dissemination) 

$  150,000 

Reproduce  &  Disseminate  Consumer 
Material 

$   50,000 

Total 

$  200,000 

Total  FY  1995  NCAP  Costs 

$2,939,  000 

*  Administrative   costs   include   computer  support,   hot   copy, 
printing,  and  distribution  costs. 


100 

NCAP  SIDE  IMPACT  DEVELOPME^^^ 

Mr.  Carr.  What  was  spent  during  fiscal  years  1993  and  1994  on 
side  impact  test  development  in  the  NCAP? 
[The  information  follows:] 

Congress  provided  funds  as  requested  by  the  agency  to  conduct  crash  testing  of 
12  side  impact  tests  in  fiscal  year  1993.  There  were  no  funds  provided  for  conduct- 
ing side  impact  tests  in  fiscal  year  1994.  The  following  breakdown  give  details  of 
the  fiscal  year  1993  side  impact  test  program  expenditures. 

Vehicle  Testing  (12)  $151,000 

Vehicle  Purchases  (12)  170,800 

Aluminum  Honeycomb  Barriers  67,000 

Side  Impact  Dummies  106,800 

Dvunmy  Calibrations  18,000 

Administrative  costs  ^  45,000 

Total  558,600 

*  Administrative  costs  include  computer  support,  hot  copy,  printing  and  distribution  costs. 

The  fiscal  year  1993  Side  Impact  NCAP  budget  was  $620,000.  In  addition  to  the 
above  expenditures,  procurement  action  was  initiated  for  more  side  impact  dum- 
mies. This  action  was  cancelled  because  the  dummies  were  not  immediately  avail- 
able and  Congress  declined  to  continue  the  program  in  fiscal  year  1994.  Therefore, 
there  was  a  surplus  at  the  end  of  the  fiscal  year. 

NCAP — COST  DATA 

Mr.  Carr.  Please  update  the  cost  data  for  the  NCAP  as  shown 
on  page  309  of  last  year's  hearing  record. 
[The  information  follows:] 

Test  costs  include  the  cost  of  the  vehicle,  the  cost  to  calibrate  the 
anthropomorphic  test  devices,  and  the  cost  to  perform  the  fixed  barrier  test. 

The  1987  NCAP  cost  was  $950,000  (38  tests  at  $25,000  each).  The  1988  per-test 
cost  remained  the  same,  and  the  total,  excluding  Optional  NCAP  tests,  was 
$850,000  (34  tests  at  $25,000  each).  The  1989  per-test  cost  increased  to  $26,000, 
while  the  total  cost  was  $858,000  (33  tests  at  $26,000  each). 

Due  to  the  increased  use  of  the  advanced  anthropomorphic  test  device  (the  Hybrid 
III  test  dummy)  and  correspondingly  increased  number  of  instrumentation  data 
channels,  the  1990  per-test  cost  increased  to  $29,000.  The  total  cost  of  the  1990  pro- 
gram was  $1,015,000  (35  tests  at  $29,000  each).  One  test  was  invalidated,  thus  only 
34  test  results  were  released. 

Because  a  great  number  of  low-cost  vehicles  were  selected  for  the  1991  program, 
its  per-test  cost  decreased  to  $27,000.  The  total  1991  program  cost  was  $918,000  (34 
tests  at  $27,000  each).  Two  tests  were  invalidated,  and  one  test  was  postponed  to 
the  1992  NCAP  program.  Therefore,  only  31  test  results  for  1991  were  released. 

Due  to  the  increase  in  the  costs  of  vehicles  and  the  addition  of  airbags  and 
antilock  brake  systems  in  some  vehicles,  the  per-test  cost  in  1992  increased  to 
$29,684.  The  total  1992  program  cost,  excluding  one  optional  NCAP  test,  was 
$1,038,940  (35  tests  at  $29,684  each).  Results  were  released  for  36  tests  including 
the  1991  Nissan  Pathfinder  for  which  testing  was  postponed  during  1991  and  one 
optional  NCAP  test. 

The  total  cost  of  the  1993  NCAP  program  was  $1,201,337.  Results  were  released 
for  37  vehicles  at  an  average  cost  of  $32,469  each.  There  were  21  vehicles  equipped 
with  the  driver's  airbag  and  six  equipped  with  the  passenger  side  airbag  as  well. 
The  Hybrid  III  dummy  was  used  in  15  of  the  tests,  one  of  which  used  the  Hybrid 
II  dummy  in  the  passenger  position. 

The  per  test  cost  for  the  1994  NCAP  is  expected  to  increase  to  $37,457  due  to 
the  increase  in  the  costs  of  the  vehicles  with  the  addition  of  the  passenger  side  air- 
bag,  more  expensive  vehicles  being  tested,  and  the  use  of  Hybrid  III  dummies  in 
most  of  the  vehicles.  The  total  1994  program  cost  is  estimated  to  be  $1,460,823  (39 
tests  at  $37,457  each).  It  is  expected  that  results  will  be  released  for  39  tests. 
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NCAP — ^VEHICLES  TESTED 


Mr.  Carr.  Please  provide  a  final  listing  of  the  motor  vehicles  you 
tested  in  NCAP  in  1993  and  a  list  of  vehicles  selected  for  1994, 
along  with  planned  dates  you  propose  to  publish  test  results  for 
each  vehicle,  similar  to  that  appearing  on  pages  310  through  314 
of  last  year's  hearing  record. 

[The  information  follows:] 


102 


The  following  is  a  list  of  the  vehicles  tested  in  the  1993 
New  Car  Assessment  Program  (NCAP) ,  along  with  the  dates  of  the 
tests  and  press  releases.   Next  is  a  list  of  the  vehicles 
selected  for  the  1994  NCAP  with  actual  or  proposed  dates  of  tests 
and  press  releases.   In  most  cases,  the  planned  dates  for 
publication  of  the  test  results  are  contingent  upon  the  approval 
of  the  press  releases. 

1993  NCAP  DATES 


MAKE        MODEL 

TEST 

ACTUAL 

ACTUAL 

FACILITY 

DATE  OF 

DATE  OF 

VEHICLE 

RELEASE 

TEST 

OF  TEST 
RESULTS 

Chevrolet 

C-1500  4x2  PU 

TRC 

Mazda 

626  4-dr 

TRC 

Pontiac 

Bonneville  4  dr 

CAL 

Jeep 

Grand  Cherokee 
4x4  4  dr 

CAL 

Dodge 

Dynasty  4  dr 

CAL 

Pontiac 

Grand  Am  4  dr 

CAL 

Toyota 

Corolla  4  dr 

CAL 

Buick 

Century  4  dr 

TRC 

Nissan 

Quest  Van 

MSE 

Nissan 

Altima  4  dr 

CAL 

Chevrolet 

S-10  Blazer 
4x4  4  dr 

TRC 

Dodge 

Intrepid  4  dr 

TRC 

Nissan 

Pickup  4x2 

MSE 

Mitsubishi 

Mirage  4  dr 

MGA 

Ford 

Ranger  PU  4x2 

MSE 

Toyota 

Pickup  4x2 

MGA 

Honda 

Civic  4-dr 

CAL 

Ford 

Tempo  4  dr 

MGA 

Ford 

Explorer  MPV 
4x4  4  dr 

MSE 

Toyota 

Previa  Van 

TRC 

8/6/92 

8/18/92 

9/3/92 

8/27/92 

10/27/92 
10/13/92 
10/21/92 
10/29/92 
10/29/92 

11/18/92 
11/24/92 

11/10/92 

11/10/92 

11/23/92 

12/2/92 

12/2/92 

12/8/92 
1/14/93 
12/17/92 

1/6/93 


11/2/92 
11/2/92 
11/2/92 

12/23/92 

12/23/92 
12/23/92 
12/23/92 
12/23/92 
12/23/92 

2/3/93 
2/3/93 

2/3/93 
2/3/93 
2/3/93 
2/3/93 
2/3/93 

3/8/93 
3/8/93 
3/8/93 

3/8/93 
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1993    NCAP   DATES 


MAKE 

/ 

MODEL 

TEST 

ACTUAL 
DATE  OF 
VEHICLE 
TEST 

ACTUAL 
DATE  OF 
RELEASE 
OF  TEST 
RESULTS 

Toyota 

4 -Runner  MPV 
4x4  4  dr 

MSE 

12/9/92 

3/8/93 

Ford 

Probe  2-dr 

TRC 

2/11/93 

4/8/93 

Ford 

Bronco  MPV 
4x4  2  dr 

MSA 

1/27/93 

4/8/93 

Honda 

Accord  4-dr 

CAL 

2/9/93 

4/8/93 

Dodge 

Ram  150  PU 

CAL 

1/19/93 

4/8/93 

Dodge 

Stealth  2  dr 

TRC 

12/16/92 

4/8/93 

Chevrolet 

Suburban  4X4  4  dr 

TRC 

2/3/93 

4/8/93 

Honda 

Civic  Coup  2-dr 

MSE 

3/12/93 

6/1/93 

Saab 

9000  CS  4  dr 

TRC 

3/8/93 

6/1/93 

Mitsubishi 

Montero  4X4  4  dr 

TRC 

2/17/93 

6/1/93 

Volkswagen 

Eurovan 

TRC 

1/27/93 

6/1/93 

Toyota 

TlOO  4X2  PU 

MSE 

12/15/92 

6/1/93 

Toyota 

Tercel  4-dr 

MSE 

3/3/93 

6/1/93 

Nissan 

Sentra  4-dr 

MSE 

3/10/93 

6/1/93 

Isuzu 

Rodeo  4X4  4  dr 

CAL 

3/23/93 

6/1/93 

Subaru 

Legacy  4-dr 

CAL 

3/9/93 

6/1/93 

Ford 

Taurus  4-dr 

TRC 

3/17/93 

6/1/93 
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1994    NCAP   DATES 


MAKE 

MODEL 

TEST 

PROPOSED 

PROPOSED 

FACILITY 

OR  ACTUAL 
DATE  OF 
VEHICLE 
TEST 

OR  ACTUAL 
DATE  OF 
RELEASE 
OF  TEST 
RESULTS 

Chevrolet 

Astro  Van 

CAL 

8/31/93 

12/14/93 

Chevrolet 

Camaro  2  dr 

CAL 

8/24/93 

12/14/93 

Chrysler 

New  Yorker  4  dr 

CAL 

8/3/93 

12/14/93 

Dodge 

Caravan  Van 

TRC 

9/29/93 

12/14/93 

Mitsubishi 

Gal ant  4  dr 

MGA 

8/4/93 

12/14/93 

Dodge 

Spirit  4  dr 

TRC 

10/20/93 

1/28/94 

Ford 

Bronco  4X4  2  dr 

TRC 

11/24/93 

1/28/94 

Lexus 

GS300  4  dr 

TRC 

10/27/93 

1/28/94 

Mazda 

626  4  dr 

CAL 

11/4/93 

1/28/94 

Pontiac 

Transport  Van 

TRC 

10/13/93 

1/28/94 

Cadillac 

Deville  4  dr 

TRC 

1/19/94 

2/28/94 

Chevrolet 

Corsica  4  dr 

MGA 

1/24/94 

2/28/94 

Infiniti 

J30  4  dr 

CAL 

11/23/93 

2/28/94 

Toyota 

TlOO  2  dr  PU 

TRC 

12/22/93 

2/28/94 

Chevrolet 

S-10  PU 

MSB 

1/16/94 

;^ril  1994 

Dodge 

Dakota  PU 

MSB 

2/10/94 

April  1994 

Ford 

F-150  PU 

MSB 

1/19/94 

April  1994 

Ford 

Thunderbird  2  dr 

MGA 

3/4/94 

April  1994 

Oldsmobile 

Achieva  2  dr 

MGA 

1/17/94 

i^ril  1994 

Pontiac 

Grand  Prix  2  dr 

CAL 

2/24/94 

April  1994 

Toyota 

Camry  4  dr 

TRC 

3/9/94 

April  1994 

Toyota 

Corolla  4  dr 

MSB 

2/5/94 

April  1994 

Buick 

Regal  4  dr 

MGA 

3/8/94 

May  1994 

Chevrolet 

Sport  Van 

MGA 

3/22/94 

May  1994 

Ford 

Escort  Wagon 

MSB 

3/9/94 

May  1994 

Ford 

Probe  2  dr 

MSB 

3/11/94 

May  1994 

Honda 

Accord  4  dr 

MGA 

3/1/94 

May  1994 

Jeep 

Wrangler  2  dr 

MGA 

3/5/94 

May  1994 

Mercedes 

C-220  4  dr 

TRC 

3/30/94 

May  1994 

Nissan 

Altima  4  dr 

MGA 

3/21/94 

May  1994 

Toyota 

Previa  Van 

MGA 

3/18/94 

May  1994 

Volvo 

850  4  dr 

CAL 

3/24/94 

May  1994 

BMW 

325i  4  dr 

TRC 

1/26/94 

June  1994 

Chevrolet 

Caprice  4  dr 

MSB 

April  1994 

June  1994 

Chrysler 

Neon  4  dr 

MSB 

May  1994 

June  1994 

Dodge 

Ram  T300  PU 

TRC 

1/5/94 

June  1994 

Honda 

Civic  4  dr 

MSB 

April  1994 

June  1994 

Hyundai 

Elantra  4  dr 

MSE 

April  1994 

June  1994 

Nissan 

Quest  Van 

MSB 

April  1994 

June  1994 
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Test  Facilities    CAL  =  Calspan  Advanced  Technology  Center 

MGA  =  MGA  Research  Corporation 
MSB  =  Mobility  Systems  and  Equipment  Company 
TRC  =  Transportation  Research  Center 
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NCAP  TEST  PERIOD 

Mr.  Carr.  Testing  for  the  1993  NCAP  program  occurred  from 
November  1992  through  May  1993.  Why  does  it  take  so  long  to  con- 
duct the  NCAP  tests  for  new  models  and  why  can't  all  of  the  tests 
be  conducted  at  the  start  of  the  model  year? 

[The  information  follows:] 

There  are  two  major  difficulties  that  prevent  the  agency  from  conducting  all  of 
the  tests  at  the  start  of  the  model  year.  First,  all  new  model  year  vehicles  are  not 
available  at  the  start  of  the  model  year.  Vehicle  manufacturers  usujilly  introduce 
their  new  models  during  the  first  half  of  the  model  year,  but  not  all  of  them  at  the 
beginning  of  the  model  year.  Second,  only  four  of  the  private  test  laboratories  in  the 
nation  that  can  perform  the  complex  full  scale  vehicle  impact  tests  bid  on  govern- 
ment contracts.  These  laboratories  not  only  perform  this  type  of  test  for  the  govern- 
ment but  for  vehicle  manufacturers  and  other  parties.  Usually  all  these  laboratories 
have  a  very  full  test  schedule  for  the  entire  year. 

NCAP  PROMOTIONAL  ACTIVITIES 

Mr.  Carr.  NHTSA's  fiscal  year  1994  budget  included  $250,000 
for  NCAP  promotional  activities.  What  results  were  achieved  with 
these  funds  and  why  do  you  need  additional  funding  of  $250,000 
for  similar  purposes  during  fiscal  year  1995? 

[The  information  follows:] 

The  $250,000  appropriated  in  fiscal  year  1994  for  the  NCAP  Promotional  Program 
is  being  used  to  implement  new  promotional  methods.  These  include  the  production 
of  effective  radio,  print,  and  video  public  service  announcements  in  addition  to 
consumer  brochures  for  dissemination. 

The  agency's  funding  request  for  the  promotional  activities  was  $200,000  for  fiscal 
year  1995,  which  will  permit  follow-up  work  fi-om  1994  as  well  as  some  additional 
programs. 

The  attached  tables  contain  the  breakdown  of  the  fiscal  year  1994  fiinding  for  the 
NCAP  Promotional  Program  and  the  proposed  breakdown  for  the  FY  1995  budget. 
In  addition  to  Print  ads,  the  following  projects  are  scheduled  for  fiscal  year  1994: 

Video  News  Release  and  Radio  Public  Service  Announcements — Procurement  ac- 
tion has  begun  for  the  development  and  production  of  a  five-minute  video  news  re- 
lease (VNR)  and  an  audio  news  release  (ANR)  on  the  New  Car  Assessment  Pro- 
gram. The  VNR  will  provide  an  overview  of  the  program  history,  the  service  NCAP 
provides  to  consumers,  how  crash  tests  are  conducted,  and  how  results  shovild  be 
used.  It  will  emphasize  other  safety  features  to  look  for  when  buying  a  new  car  as 
well  as  how  easy  it  is  to  obtain  and  use  the  NCAP  scores. 

Development  of  NCAP  Brochure — It  will  feature  NCAP  data  and  general  occupant 
protection  information,  under  the  broader  theme  of  bujdng  your  new  car  with  atten- 
tion on  safety.; 

Generating  Grassroots  Interest — ^Work  has  been  initiated  with  the  U.S.  Office  of 
Consumer  Affairs  to  collect  input  on  how  to  reach  culturally  diverse  audiences  with 
NCAP  information  and  traffic  safety  messages,  as  well  as,  devise  future  programs, 
materials,  and  outreach  methods. 

Fax  Dissemination  Service — Operate  a  fax  data  dissemination  service  through  the 
Hotline.  Promotion  of  the  service  will  be  through  NCAP  and  Hotline  campaigns. 
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Breakdown  of  FY  1994  Promotional  Program 

Budget 

Project  Description 

Budget  Amount 

Create  Promotional  Material 
(Brochures,  Radio  &  Print  Spots) 

$   105,000 

Develop,  Reproduce  &  Disseminate 
Promotion  Material 

$    90,000 

Develop,  Reproduce  &  Disseminate 
Consumer  Material 

$    55,000 

Total  FY  1994  Budget 

$  250,000 

Breakdown  of  FY  1995  Promotional  Program 

Budget 

1       Project  Description 

Budget  Amount 

Promotional  Material  (Brochures, 
Radio  &  Print  Spots  &  Electronic 
Dissemination) 

$  150,000 

Reproduce  &  Disseminate  Consumer 
Material 

$   50,000 

Total  FY  1995  Budget 

$  200,000 
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NCAP — ^VEHICLES  TESTED  WITH  HYBRID  II  DUMMY 

Mr.  Carr.  How  many  vehicles  have  been  tested  to  date  in  the 
1994  NCAP  and  which  vehicles  were  tested  with  the  Hybrid  H  test 
dummy? 

[The  information  follows:] 

There  are  39  vehicles  schediiled  for  testing  in  the  1994  NCAP.  Thirty-two  have 
been  tested  as  of  March  15,  1994.  The  Hybrid  III  dximmy  was  used  in  the  driver's 
position  in  all  vehicles.  The  Hybrid  II  dummy  was  used  in  the  passenger's  position 
in  the  following  vehicles:  Ford  Bronco,  Ford  Escort  Station  Wagon,  Ford  F-150  Pick- 
up, and  Toyota  T-lOO  Pickup. 

Hence,  of  the  32  vehicles  tested  to  date,  28  used  the  Hybrid  III  dummy  in  both 
driver  and  passenger  positions,  and  4  used  the  Hybrid  III  for  driver  and  the  Hybrid 
II  for  passenger. 

RULEMAKING — SIDE  IMPACT  TEST  DUMMY 

Mr.  Carr.  On  September  15,  1993,  NHTSA  terminated  a  rule- 
making concerning  the  use  of  side  impact  dummies  in  addition  to 
or  as  a  replacement  for  the  SID  test  dummy.  Why  was  the  rule- 
making terminated  and  why  did  the  agency  reject  the  EuroSID  and 
BioSID  as  alternative  test  dummies? 

[The  information  follows:] 

Commenters  to  the  notice  of  proposed  rulemaking  agreed  that  an  improved 
dummy,  other  than  SID,  is  needed  for  better  side  impact  protection  evaluation  and 
certification.  However,  there  were  differences  of  opinion  as  to  the  most  appropriate 
successor  dummy  to  the  SID.  Most  of  the  United  States  and  Japanese  respondents 
supported  the  development  and  use  of  a  single  side  impact  dummy,  but  not  as  an 
alternative  to  the  SID.  Most  commenters  lu^ed  the  development  of  a  single  world- 
wide dummy  more  representative  of  humans,  since  none  of  the  existing  dummies 
was  deemed  sufficiently  humanlike  in  its  impact  responses.  Inasmuch  as  the  SID 
was  found  to  be  "good  enough"  for  the  initial  development  of  substantial  improve- 
ments in  side  impact  safety  and  the  available  data  are  not  sufficient  to  resolve  the 
outstanding  issues  regarding  the  suitability  of  either  the  EuroSID  or  the  BioSID  for 
side  impact  certification,  the  agency  decided  to  terminate  the  rulemaking. 

The  agency  rejected  fiirther  development  and  use  of  BioSID  or  EuroSID  because 
the  commenters  could  not  agree  on  which  dummy  would  be  most  suitable  for  side 
impact  work.  Most  Europeans  favored  the  use  of  the  EuroSID,  even  though  the 
EuroSID  exhibited  more  serious  technical  problems  than  the  BioSID.  The  United 
States  users,  while  rejecting  the  EuroSID  for  its  limitations,  could  not  agree  on  the 
suitability  of  the  BioSID,  claiming  it  lacked  a  humanlike  response.  Commenters 
agreed  that  the  EuroSID  and  BioSID  dummies  have  the  capabihty  to  make  addi- 
tional measurements,  but  there  was  no  consensus,  beyond  chest  compression,  on 
what  those  measurements  mean  in  terms  of  injury  potential,  which  of  them  are 
really  needed,  and  which  are  merely  of  interest.  The  need  for  harmonization  was 
supported  or  implied  by  most  commenters,  but  there  was  no  agreement  on  how  har- 
monization should  be  achieved. 

TEST  DUMMY  INTERNATIONAL  HARMONIZATION 

Mr.  Carr.  Please  discuss  recent  progress  toward  standardization 
and  international  harmonization  of  test  dummies,  and  any  relevant 
goals  NHTSA  has  established. 

[The  information  follows:] 

The  agency  has  been  promoting  the  use  of  harmonized  test  tools  and  test  proce- 
diu-es  since  its  inception.  This  is  manifested  in  sponsorship  and  participation  at 
International  Experimental  Safety  Vehicles  conferences  and  through  participation  in 
various  technical  activities  of  Experimental  Safety  Vehicles,  Society  of  Automotive 
Engineers  and  International  Standards  Organizations  working  groups.  Experi- 
mental Safety  Vehicles  and  International  Standards  Organizations  working  groups 
have  been  primarily  engaged  in  promoting  the  use  of  common  test  dummies  and  de- 
veloping a  technical  basis  for  their  standardization.  As  a  result  of  this  work,  the  Hy- 
brid III  fi-ontal  impact  test  diunmy,  while  not  yet  officially  adopted  as  an  inter- 
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national  standard,  has  been  accepted  by  a  passed  International  Standards  Organi- 
zations resolution  as  a  common  test  device  for  both  vehicle  development  and  certifi- 
cation purposes.  The  5th  and  the  95th  percentile  Hybrid  III  dummies  will  be  sub- 
jected to  a  similar  acceptance  by  an  International  Standards  Organizations  resolu- 
tion as  soon  as  their  technical  problems  are  resolved. 

The  agency's  attempt,  through  an  advanced  notice  of  proposed  rulemaking,  to 
identify  a  candidate  dummy  for  side  impact  harmonization  has  not  been  successful. 
It  failed  partly  because  none  of  the  diunmies  is,  in  the  judgement  of  the  involved 
parties,  sufficiently  humanlike  and  useful  for  the  intended  purpose  and  partly  be- 
cause major  vehicle  manufacturing  groups  on  various  continents  believe  in  using  dif- 
ferent test  methods  and  test  tools  to  solve  the  side  impact  problem.  To  some  extent, 
the  development  of  a  world-wide  standardized  side  impact  dummy  might  become 
even  more  complex  as  some  vehicle  manufactiirers  believe  they  can  solve  the  side 
impact  problem  with  automatic  side  impact  air  bags.  The  evaluation  of  side  impact 
air  bag  efiFectiveness  might  require  a  totally  different  dummy  than  any  in  existence 
today. 

To  promote  international  harmonization  of  future  test  dummies  the  agency  is 
working  closely  with  the  international  community  in  the  development  of  the  ad- 
vanced frontal  impact  dummy  (TAD  50M).  Vehicle  users  throughout  the  world  have 
been  given  the  opportunity  to  participate  in  the  dummy's  development  and  evalua- 
tion, and  they  are  now  part  of  the  TAD  50M  test  and  number  of  years  away,  there 
are  neither  defined  long  term  goals  nor  plans  for  its  harmonization. 

NPRM — STOPPING  DISTANCE  STANDARDS  FOR  MEDIUM  AND  HEAVY 

TRUCKS 

Mr.  Carr.  NHTSA's  notice  of  proposed  rulemaking  on  stopping 
distance  standards  for  medium  and  heavy  trucks  has  been  criti- 
cized as  doing  Httle  more  than  grandfathering  existing  state-of-the- 
art  braking  capabilities  of  both  air  and  hydraulic  systems.  In  fact, 
the  proposed  rule  states:  "The  agency  does  not  anticipate  any 
changes  in  the  braking  systems  of  hydraulic  braked  heavy  vehicles 
in  response  to  these  requirements"  and  "No  improvements  in  the 
braking  performance  of  current  hydraulic  brake  equipped  trucks 
will  be  necessary  for  these  vehicles  to  comply  with  the  proposed  re- 
quirements." Why,  then,  is  this  proposed  regulatory  action  needed? 

[The  information  follows:] 

Heavy  vehicles  Jire  currently  not  required  to  meet  any  stopping  distance  require- 
ment with  a  full  service  brake  system.  Some  production  vehicles  exhibit  very  good 
stopping  performance,  and  others  do  not  perform  as  well.  The  proposed  require- 
ments are  needed  to  ensure  that  all  heavy  vehicles  meet  some  minimum  level  of 
stopping  distance  performance.  The  agency  beUeves  that  the  stopping  distance  re- 
quirements combined  with  the  proposed  antilock  braking  systems  requirements  will 
help  improve  the  overall  braking  performance  of  heavy  vehicles. 

SAFETY  BELTS — CONSUMER  CONCERNS 

Mr.  Carr.  To  what  extent  is  the  fit  and  comfort  of  safety  belts 
cited  by  consumers  as  a  reason  for  not  wearing  safety  belts? 
[The  information  follows:] 

Occupant  complains  about  uncomfortable  safety  belts  have  been  well-docvunented. 
For  instance,  the  1984  Final  Regulatory  Impact  Analysis  on  implementing  auto- 
matic occupant  crash  protection  requirements  noted  that  the  most  often  stated  rea- 
son for  not  wearing  belts  was  that  the  person  found  the  belt  "uncomfortable."  A 
1989  agency  study  entitled,  "A  Comparison  of  the  Comfort  and  Convenience  of  Auto- 
matic Safety  Belt  Systems  Among  Selected  1988-1989  Model  Year  Automobiles' 
(DOT-HS-807— 467)  concluded  persons  59-62  inches  taU  reported  comfort  problems 
with  their  safety  belts  more  than  twice  as  often  as  person  more  than  70  inches  tall. 
The  same  study  concluded  that  females  report  comfort  problems  at  a  rate  more  than 
150  percent  that  of  males. 
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SAFETY  BELT  DESIGN  AND  FIT 

Mr.  Carr.  Please  summarize  what  new  requirements  regarding 
safety  belt  design  and  fit  are  being  considered  by  NHTSA  and  dis- 
cuss the  potential  safety  benefits. 

[The  information  follows:] 

The  agency  is  considering  two  options  for  a  new  requirement  regarding  safety  belt 
design  and  fit.  These  include  (a)  adopt  a  detailed  requirement  to  ensiu-e  proper  belt 
fit,  and  (b)  adopt  a  general  requirement  that  safety  belts  be  adjustable.  The  agency 
believes  that  improved  belt  fit  may  increase  safety  belt  use  and  decrease  safety  belt 
misuse.  If  the  proposed  requirement  eliminated  mis-use  alone,  approximately  60 
lives  could  be  saved  and  approximately  1,350  moderate-to-critical  injuries  could  be 
reduced  in  severity,  annually.  A  one  percent  increase  in  safety  belt  use  would  resiilt 
in  an  estimated  reduction  of  180  fatalities,  and  a  reduction  in  severity  of  2,400  mod- 
erate-to-critical injuries  annually. 

SIDE  IMPACT  CRASHES — INJURIES  OF  CHILDREN 

Mr.  Carr.  What  does  your  research  reveal  about  the  extent  to 
which  children  are  injured  in  side  impact  crashes? 
[The  information  follows:] 

Based  on  the  Fatal  Accident  Reporting  System  data  for  1992,  there  were  462  chil- 
dren under  fifteen  years  of  age  who  were  killed  as  occupants  of  light  passenger  vehi- 
cles involved  in  nonrollover  side  impacts.  This  includes  164  fatalities  under  five 
years  old,  119  fatahties  aged  five  to  nine  years,  and  179  fatalities  aged  ten  to  four- 
teen years. 

The  National  Accident  Samphng  System  data  indicate  that  for  children  under  fif- 
teen years  old,  in  1992  there  were  64,000  children  with  minor  injury,  5,300  children 
with  moderate  injury,  and  1,500  children  who  sustained  serious  injury  as  occupants 
of  light  vehicles  involved  in  towaway  nonrollover  side  impacts.  Of  all  children  under 
fifteen  years  old  who  were  involved  in  towaway  nonroUover  side  impacts,  an  esti- 
mated 51  percent  were  uninjxired,  44  percent  had  minor  injury,  3.7  percent  had 
moderate  injury,  1.0  percent  survived  serious  injury,  and  0.3  percent  received  fatal- 
ity injiuies. 

SIDE  IMPACT  CRASHES — CHILD  SAFETY  RESEARCH 

Mr.  Carr.  What  regulatory  research  is  planned  during  fiscal  year 
1995  concerning  child  safety  in  side  impact  crashes? 
[The  information  follows:] 

Currently,  the  agency  is  seeking,  fi"om  vehicle  manufacturers,  information  on  the 
design  and  performance  of  side  impact  air  bags  during  side  direction  crashes.  The 
agency  is  also  gathering  geometrical  measurements  of  vehicle  interiors  using  var- 
ious dummies  to  determine  any  incompatibihty  between  side  air  bags  and  child  re- 
straints. 

Based  on  this  information,  the  agency  plans  to  formulate  a  regulatory  research 
plan,  including  1995  research,  addressing  child  safety  in  side  impact  crashes  and 
compatibility  between  side  air  bags  and  child  restraint  occupants. 

NPRM — CHILD  BOOSTER  SEATS 

Mr.  Carr.  Please  address  how  your  proposed  rule  on  child  boost- 
er seats  deals  with  improved  booster  seat  designs;  injury  and  per- 
formance criteria;  and  consumer  misuse  of  booster  seats. 

[The  information  follows:] 

The  proposed  rule  aims  at  improving  booster  seats  two  ways.  First,  the  rule  pro- 
poses to  amend  the  test  procedure  of  Federal  Motor  Vehicle  Safety  Standard  No. 
213,  Child  Restraint  Systems,  to  allow  the  manufacture  and  sale  of  belt  positioning 
booster  seats.  The  amendment  would  do  this  by  allowing  compUance  testing  with 
a  vehicle's  lap  and  shoulder  belt,  compared  to  the  current  rule  which  only  allows 
testing  with  a  lap  belt.  Even  though  the  agency  believes  that  these  seats  will  im- 
prove safety,  the  magnitude  of  that  improvement  is  now  known.  Second,  the  rule 
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proposes  to  limit  the  recommended  child  weight  range  to  use  both  shield  and  belt- 
positioning  booster  seats. 

Limiting  the  minimum  weight  to  30  pounds  would  enable  manufacturers  to  design 
the  seat  to  meet  a  narrowly  deflned  set  of  weight/height  characteristics.  As  to  the 
issue  of  iiyury  and  performance  criteria,  the  rule  is  not  proposing  new  criteria  for 
children  restrained  in  booster  seats  because,  at  this  time,  there  is  insufficient  infor- 
mation to  warrant  a  change. 

The  rule  proposes  to  minimize  consumer  misuse  of  booster  seats  by  requiring  that 
a  warning  against  misuse  be  placed  on  the  label  that  is  affixed  to  child  booster  seats 
and  in  the  printed  material  that  accompanies  the  seats.  The  rule  requires  manufac- 
turers to  place  on  the  label  and  in  the  printed  instructions  that  the  booster  seat 
shall  not  be  recommended  for  children  whose  weight  is  less  than  30  pounds.  The 
rule  also  requires  that  warnings  be  placed  on  the  various  types  of  booster  seats 
about  the  proper  use  of  the  vehicle  belt  systems — lap  alone  for  shield  booster  seat 
and  lap/shoulder  for  a  belt-positioning  booster  seat. 

TEST  DUMMIES — CHILD  RESTRAINT  COMPLIANCE  TESTING 

Mr.  Carr.  What  test  dummies  are  currently  used  for  child  re- 
straint compliance  testing? 
[The  information  follows:] 

Two  test  dummies  are  currently  used  for  child  restraint  tests.  A  six-month-old 
child  size,  uninstrumented  dummy  weighing  approximately  17  pounds  and  conform- 
ing to  49  CFR  Part  572,  Subpart  D,  is  used  with  restraints  for  children  weighing 
up  to  20  pounds.  A  three-year-old  size  dummy  weighing  approximately  33  pounds 
and  instrumented  with  head  and  chest  accelerometers  and  conforming  to  49  CFR 
Part  572,  Subpart  C,  is  sued  with  restraints  for  children  weighing  more  than  20 
pounds.  As  of  September  1,  1993,  this  three-year-old  dummy  must  be  equipped  with 
a  fiberglass  head. 

Mr.  Carr.  NHTSA  has  indicated  that  test  procedures  for  booster 
seats,  as  well  as  other  types  of  child  restraints,  would  be  improved 
if  additional  test  dummies  representing  children  of  different  ages 
were  used  in  compliance  tests.  What  steps  has  NHTSA  taken  to- 
ward developing  an  instrumented  nine  month  dummy  and  a  new- 
bom  infant  dummy? 

[The  information  follows:] 

A  final  rule  was  pubUshed  on  January  8,  1993,  in  the  Federal  Register,  introduc- 
ing a  newborn  infant  dimmiy  into  49  CFR  part  572.  On  March  16,  1994,  the  agency 
published  a  notice  of  proposed  rulemaking  to  introduce  the  infant  dummy  along 
with  an  instrumented  six-year-old  dummy  and  an  uninstrumented  nine-month-old 
dummy  into  Federal  Motor  Vehicle  Safety  Standard  No.  213,  Child  Restraint  Sys- 
tems. The  notice  proposes  to  use  these  newly  introduced  dummies  and  the  existing 
three-year-old  dummy  in  comphance  testing  of  child  restraint  systems. 

Cvurently,  the  agency  has  no  plans  to  incorporate  an  instrumented  nine-month- 
old  dummy  into  the  standard.  However,  the  agency  plans  to  evaluate  newly-devel- 
oped child  diunmies  such  as  the  instrumented  twelve-month-old  Child  Restraint  and 
Air  Bag  Interaction  dimuny  that  is  being  developed  by  the  Society  of  Automotive 
Engineers. 

RULEMAKING  SCHEDULE  FOR  CHILD  BOOSTER  SEATS 

Mr.  Carr.  What  is  your  current  schedule  for  rulemaking  comple- 
tion on  child  booster  seats? 
[The  information  follows:] 

A  notice  of  proposed  rulemaking  on  booster  seats  was  published  in  the  Federal 
Register  on  September  3,  1993.  Currently  the  comments  received  are  being  ana- 
lyzed. The  NHTSA  Authorization  Act  of  1991  directs  the  agency  to  complete  this 
rulemaking  by  July  1994.  The  agency  expects  to  meet  this  mandate.  The  final  rule 
is  expected  to  be  effective  30  days  after  the  date  of  publication  of  the  rule. 
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NPRM — SCHOOL  BUS  FLAMMABILITY 

Mr.  Carr.  The  NTSB  has  identified  improved  school  bus  flam- 
mability  rules  as  a  high  priority.  Last  year,  NHTSA  indicated  that 
it  would  issue  a  notice  of  rulemaking  on  this  subject  by  January 
1994,  but  the  rule  has  not  yet  been  released.  What  is  the  reason 
for  the  continued  delay? 

[The  information  follows:] 

In  February  1991,  the  agency  issued  a  notice  requesting  information  about  the 
flammability  of  school  bus  interiors.  The  notice  explained  that  changes  in  the  emer- 
gency exit  requirements  for  school  buses  could  affect  the  needed  level  of  fire  resist- 
ance of  school  bus  interiors. 

The  commenters  expressed  differing  views  about  the  need  to  improve  the  flame 
resistance  of  school  bus  interiors.  Most  commenters  agreed  that  upgrading  the 
standard  would  result  in  a  significant  cost  increase  in  school  buses.  The  cost  in- 
crease estimates  ranged  from  $275  to  $1,000  for  a  66-passenger  school  bus. 

The  agency  has  not  yet  determined  whether,  and  if  so,  how,  to  proceed  with  rule- 
making in  this  area.  We  expect  to  make  a  decision  on  this  issue  after  a  new  Admin- 
istrator is  confirmed. 

FRONTAL  CRASH  PROTECTION  STANDARDS 

Mr.  Carr.  Please  discuss  NHTSA's  current  and  planned  activi- 
ties to  explore  the  feasibility  of  upgrading  frontal  crash  protection 
standards. 

[The  information  follows:] 

Even  after  full  implementation  of  driver  and  passenger  air  bags  as  required  by 
FMVSS  No.  208,  frontal  impacts  will  still  account  for  up  to  10,000  fatalities  and 
120,000  moderate  to  critical  injuries.  The  objective  of  the  research  program  is  to  ad- 
dress these  fatalities  and  injuries  and  provide  a  basis  for  the  possible  future  up- 
grade of  FMVSS  No.  208.  Such  an  upgrade  must  balance  improved  frontal  protec- 
tion against  the  possibihties  of  increased  risk  from  faster  deploying  air  bags  and  the 
implications  of  increased  frontal  stiffness  of  vehicles  on  vehicle-to-vehicle  crashes. 

A  detailed  definition  of  the  remaining  safety  problem  for  frontal  impacts,  subse- 
quent to  the  full  implementation  of  the  ciurent  djmamic  frontal  crash  protection 
standard,  has  been  initiated.  Research  is  underway  for  investigating  the  real  world 
crash  environment  and  projecting  the  occupant  injuries  that  will  occur  for  an  all  air 
bag  fleet.  This  includes  summarizing  the  hiunan  loading  and  injury  tolerances  rel- 
evant to  frontal  crashes.  Also,  test  surrogates  and  injury  criteria  are  being  rec- 
ommended for  use  in  the  crash  testing. 

Defining  the  problem  includes  identifying  general  laboratory  test  conditions  that 
can  be  used  to  repUcate  the  safety  performance  of  air  bag  vehicles  in  use.  The  injury 
criteria,  test  devices,  and  the  development  of  supplementary  test  procedures  for  the 
evaluation  of  occupant  injury  wUl  be  addressed  by  investigating  higher  severity 
crashes,  other  occupant  sizes,  and  additional  body  regions  and/or  improved  injviry 
criteria.  Then  a  variety  of  production  vehicles  will  be  evaluated,  comparing  their 
performance,  and  conducting  potential  benefits  assessments  to  guide  the  agency  for 
the  "final"  selection  of  a  test  procedure(s). 

To  date,  a  number  of  frontal  offset  crash  tests  using  air  bag  equipped  production 
cars  have  been  conducted.  The  first  test  series  involved  moving  car-to^car  tests  with 
a  nominal  116  KPH  (72  MPH)  closing  speed  and  60  percent  engagement  of  the  sub- 
ject vehicle  by  the  striking  or  bullet  vehicle.  A  fiftieth  percentile  Hybrid  III  dvunmy 
was  used  as  the  test  siurogate  in  the  driver's  seating  position.  In  a  second  series, 
frontal  offset  tests  were  conducted  similarly  to  the  first  series  except  that  there  were 
engagements  of  50  and  70  percent  of  one  of  the  subject  vehicles.  The  tests  were  con- 
ducted to  evaluate  the  effects  of  overlap  percentage.  An  additional  test  was  con- 
ducted in  this  series  to  evaluate  the  effect  of  an  oblique  impact  on  the  subject  vehi- 
cle. 

Additional  crash  test  evaluations  have  included  high  speed  full  frontal  rigid  bar- 
rier impact  tests.  These  tests  included  the  use  of  the  5th  and  95th  percentile  Hybrid 
III  dummies  in  driver  and  right  front  passenger  positions. 
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FUEL  SYSTEM  INTEGRITY  STANDARD 

Mr.  Carr.  Last  year,  NHTSA  indicated  that  it  was  reviewing 
whether  the  fuel  system  integrity  standard  should  be  upgraded. 
Have  you  developed  an  action  plan  and  identified  potential  regu- 
latory initiatives? 

[The  information  follows:] 

On  December  14,  1992,  the  agency  published  a  Request  for  Comments  notice  re- 
lated to  possible  rulemaking  to  upgrade  Federal  Motor  Vehicle  Safety  Standard 
(FMVSS)  No.  301,  "Fuel  System  Integrity,"  for  all  types  of  crash  modes. 

In  August  1993,  the  agency  developed  a  crashworthiness  research  plan.  The  agen- 
cy has  completed  some  of  the  planned  tasks  which  include  7  baseline  vehicle  tests 
with  experimental  test  procedures.  The  agency  has  also  conducted  detailed  analyses 
of  accident  files  to  identify  potential  areas  to  upgrade  for  the  standard. 

Based  on  these  research  results,  the  agency  hopes  to  make  a  decision  before  Sep- 
tember 1994  for  the  future  rulemaking  directions  for  FMVSS  No.  301. 

ALTERNATIVELY  FUELED  VEHICLES — SAFETY  PERFORMANCE 

Mr.  Carr.  What  information  is  currently  available  on  the  safety 
performance  of  alternatively  fueled  vehicles  in  highway  crashes? 
[The  information  follows:] 

The  sparse  number  of  alternatively  fueled  vehicles  on  the  road  and  in  highway 
crashes  does  not  permit  statistical  analyses  of  the  safety  problems.  However, 
NHTSA's  National  Accident  Samphng  System  (NASS)  will  begin  to  collect  informa- 
tion on  fuel  type,  tank  location,  and  tank  damage  and  leakage  beginning  in  1994, 
which  may  in  the  future  provide  some  information  on  the  safety  performance  of  al- 
ternatively fueled  vehicles. 

Currently,  the  agency  relies  on  anecdotal  data  received  through  a  variety  of  infor- 
mal soiu-ces.  For  example,  upon  learning  of  the  fuel  tank  failures  of  two  GMC  1992 
Sierra  pickup  trucks,  NHTSA  immediately  instituted  special  accident  investigations. 

Mr.  Carr.  How  does  NHTSA  plan  to  monitor  and  assess  the  po- 
tential safety  problems  associated  with  electric  and  other  alter- 
natively fueled  vehicles  and  why  would  this  project  require 
$150,000  in  fiscal  year  1995? 

[The  information  follows:] 

NHTSA  has  under  way  a  comprehensive  program  to  assure  the  safe  performance 
of  alternatively  fueled  vehicles  on  the  road  and  in  crashes.  The  fuel  system  integrity 
of  these  vehicles  particularly  needs  attention  because  the  current  fuel  system  integ- 
rity safety  standards  address  only  gasoline,  diesel,  methanol  and  ethanol.  Excluded 
are  compressed  natural  gas  (CNG),  electric  vehicles,  liquefied  petroleum  gas  (LPG 
or  propane),  liquefied  natural  gas  (LNG),  and  hydrogen.  The  agency  is  at  different 
stages  of  program  development  and  implementation  for  different  fuels.  The  $150,000 
will  advance  NHTSA's  knowledge  and  support  the  agency's  safety  activities  as  fol- 
lows: 

— CNG:  By  1995,  regulations  should  be  in  place  for  CNG  original  manufacturer 
vehicle  and  fuel  container  safe  performance.  However,  two  CNG  fuel  tank  failures 
on  recent  pickup  truck  conversions  have  alerted  use  to  new  safety  issues  related  to 
the  "fast-fill"  refueling  procedure.  In  addition,  NHTSA  expects  to  explore  design  re- 
quirements for  aftermarket  conversions.  Both  of  these  areas  are  expected  to  require 
research  support. 

— Electric  Vehicles:  NHTSA  anticipates  requiring  research  to  support  issues  relat- 
ed to  electrolyte  spillage  and  post-crash  shock  hazard,  relating  to  vehicle  perform- 
ance and  component  requirements  for  original  manufacturer  vehicles,  as  well  as  de- 
sign standards  for  aftermarket  conversions. 

— LNG  and  LPG:  To  date,  NHTSA  has  not  assessed  the  safety  performance  of 
these  fiiel  systems  in  crashes.  Research  is  anticipated  to  assess  vehicle  system  per- 
formance, as  weU  as  design  options  for  aftermarket  conversions. 
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TEST  DUMMY — HYBRID  III 

Mr.  Carr.  In  fiscal  year  1995  $100,000  is  requested  to  upgrade 
and  augment  measurement  devices  used  with  the  Hybrid  III  test 
dummy.  Please  elaborate  on  the  refinements  in  the  Hybrid  III  test 
dummy  that  you  plan  to  explore. 

[The  information  follows:] 

The  introduction  of  air  bags  brought  into  focus  lower  limb  injuries  to  vehicle  occu- 
pants in  frontal  impacts.  While  the  air  bag  provides  reasonably  good  protection  of 
the  head  and  chest  from  serious  injuring,  lower  limb  iniuries  remain  unaffected.  The 
Hybrid  III  dummy  has  no  measuring  capability  to  address  eflFectively  tibia,  ankle 
and  foot  injuries.  The  requested  money  will  be  used  to  refine  these  body  areas  in 
order  to  permit  the  installation  of  specialized  load  measuring  sensors  in  these  Hy- 
brid III  dummy  body  segments  and  to  evaluate  the  effectiveness  of  the  measure- 
ments for  assessment  of  the  injury  potential. 

TRUCK  UNDERRIDE  PROTECTION 

Mr.  Carr.  In  November  1993,  NHTSA  submitted  a  report  on 
truck  underride  protection  in  response  to  a  Senate  request.  Please 
summarize  the  agency's  findings  on  the  issues  of  whether  the  pro- 
posed, maximum  proposed  22-inch  guard  height  would  allow  some 
vehicles  to  underride  the  guards;  the  effect  of  guard  height  on  air 
bag  deplojrment;  the  effect  of  guard  height  on  costs  and  benefits; 
and  the  European  experience  with  underride  guards. 

[The  information  follows:] 

The  agency  conducted  full-scale  crash  testing  with  near  impact  guards  designed 
to  comply  minimally  with  the  requirements  of  the  1992  Supplementary  Notice  of 
Proposed  Rulemaking  (SNPRM).  The  crash  tests  were  conducted  at  an  impact  speed 
of  30  miles  per  hour  with  driver  and  outboard  front  passenger  dummies.  The  four 
crash  test  vehicles  were  a  1993  GM  Saturn  4-door  sedan,  a  1991  Honda  Civic  2- 
door  Hatchback,  a  1992  Ford  Tempo  4-door  sedan,  and  a  1990  Chevrolet  Corsica  4- 
door  sedan.  The  suspensions  of  the  vehicles  were  fixed  at  an  altitude  that  a  simu- 
lated severe  braking  prior  to  the  crash  tests  and  the  guard  ground  clearance  for 
each  test  was  22  inches.  The  frontal  structure  profiles  of  the  Honda  and  the  Saturn 
are  among  the  lowest  of  vehicles  with  relatively  high  sales  volumes.  The  test  results 
indicated  that  a  guard  ground  clearance  of  22  inches  will  prevent  passenger  com- 
partment intrusion. 

The  four  crash  test  vehicles  were  equipped  with  driver  air  bags  that  deployed  suc- 
cessfiilly  in  each  test.  The  four  vehicles  represented  a  broad  range  of  air  bag  hard- 
ware and  sensor  locations.  The  agency  concluded  that  poor  air  bag  performance  due 
to  rear  impact  guard  ground  clearance  is  not  an  issue. 

The  agency  assessed  a  range  of  guard  ground  clearances,  16-22  inches,  to  deter- 
mine its  effect  on  the  benefits  and  costs  associated  with  the  proposed  rulemaking. 
Lowering  the  rear  impact  guard  without  increasing  the  strength  would  result  in  an 
estimated  increase  in  fatality  and  injury  reduction  benefits  of  five  percent  or  less. 
The  cost  of  guards  with  a  16-18  inch  ground  clearance  was  estimated  to  be  15-20 
percent  more  than  the  cost  of  the  22  inch  guard. 

Great  Britain,  France,  and  Germany  provided  accident  statistics  that  indicate 
that  the  heavy  truck  underride  problem  is  of  approximately  the  same  relative  mag- 
nitude in  these  countries  as  it  is  in  the  U.S.  These  countries  had  adopted  a  Euro- 
pean Economic  Communities  Directive  and/or  an  Economic  Commission  for  Europe 
Regulation  No.  58  within  the  past  5-10  years.  The  1992  SNPRM  is  similar  in  many 
respects  to  these  European  regulations  with  respect  to  guard  strength  and  ground 
clearance.  The  European  requirements  are  providing  injury  and  fatality  reduction 
benefits,  as  estimated  in  the  British  and  German  documents,  especially  in  low  to 
moderate  speed  collisions.  Guards  meeting  the  European  regulations  are  not  highly 
effective  at  preventing  passenger  compartment  intrusion  in  severe  cases.  The  1992 
SNPRM  requires  guard  strength  near  the  comer  of  the  trailer  to  be  double  the 
strength  required  by  the  European  regulations,  which  may  result  in  increased  effec- 
tiveness in  off  set  collisions. 

Mr.  Carr.  What  is  the  status  of  your  truck  underride  rulemaking 
and  when  do  you  expect  to  issue  a  final  rule? 
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[The  information  follows:] 
The  agency  expects  to  issue  a  final  rule  in  summer  1994. 

REAR  END  CRASHES 

Mr.  Carr.  What  activities  is  NHTSA  conducting  to  address  prob- 
lems of  seat  backs  collapsing  in  rear  end  crashes?  What  is  the  ex- 
tent of  the  problem  and  have  you  identified  any  potential  solutions? 

[The  information  follows:] 

On  November  23,  1992,  the  agency  pubUshed  a  notice  seeking  comments  on  agen- 
cy analyses  and  a  proposed  research  plan  regarding  seat  back  performance  in  rear 
impacts.  The  notice  contained  the  findings  of  recent  agency  analyses  of  accident 
data,  crash  tests,  and  technical  literature  concerning  seat  performance.  Most  re- 
sponses to  the  notice  indicated  that  the  agency  should  investigate  real-world  acci- 
dent data  before  proceeding  to  a  rulemaking  action.  Issues  were  raised  regarding 
the  adequacy  of  injury  criteria  and  test  dummies  to  evaluate  injury  potential  in  real 
impacts. 

The  extent  of  the  problem  was  addressed  in  the  notice.  Collisions  resulting  in  rear 
impact  damage  account  for  the  lowest  niunber  of  injuries  and  fatalities  in  compari- 
son to  other  crash  modes.  However,  rear  impacts  cause  a  disproportionate  number 
of  minor  injuries.  A  high  percentage  of  these  injuries  are  to  the  next  region.  While 
seat  backs  can  collapse  in  serious  crashes,  it  is  unclear  that  the  collapse  necessjirily 
leads  to  increased  occupant  injuries.  The  seat  absorbs  energy  during  a  rear-end 
crash,  just  as  the  steering  column  does  in  a  fi-ontal  crash.  The  concept  is  to  allow 
the  energy  involved  in  the  crash  to  deform  the  seat,  thereby  reducing  collision  forces 
on  the  occupant.  It  is  possible  that  a  more  rigid  seat  back  may  cause  more  injuries. 

To  address  this  issue  the  agency  has  continued  to  evaluate  real-world  accident 
data  and  is  developing  a  mathematical  seating  system  model  as  a  tool  to  be  used 
to  explore  different  safety  issues  and  potential  solutions  related  to  seat  backs.  It  is 
expected  that  the  mathematical  model  will  be  sufficiently  developed  by  October  1994 
to  allow  the  agency  to  evaluate  these  issues. 

OCCUPANT  PROTECTION — COSTS 

Mr,  Carr.  Please  update  the  data  on  air  bag  and  automatic  belt 
costs,  as  shown  on  page  289  of  last  year's  hearing  record. 
[The  information  follows:] 

Retail  price  estimates  for  automatic  belts  and  air  bags  are  not  available,  as  they 
are  generally  sold  as  standard  equipment.  Two  sets  of  cost  estimates  are  provided 
below.  The  first  updates  (for  inflation)  the  agency's  original  estimates  from  its  1984 
final  rule  mandating  automatic  restraints.  The  second  set  of  estimates  in  from  "tear 
down"  studies  of  new  models  performed  by  a  contractor  for  NHTSA  in  1992.  When 
more  than  one  model  of  a  specific  type  of  restraint  system  was  evaluated  for  its  cost 
in  the  "tear  down"  report,  a  range  of  estimates  is  provided.  The  agency  has  used 
both  sets  of  cost  estimates  in  recent  analyses. 

INCREMENTAL  COST 
[1993  dollars] 

1984  Final       ..j,,,  h„^„" 

S^^'^-"  ""^«"-         Sates 

mates  e%maie% 

Manual  belts  

Automatic  t)elts  (non-motorized) 

Automatic  t)elts  (motorized) 

Air  bag  (driver  only) 

Air  bag  (driver  and  right  front  passenger)  

•Base. 

RULEMAKING  TIMETABLE 

Mr.  Carr.  Please  provide  for  the  record  a  specific  timetable  for 
your  significant  rulemakings  in  1994  and  1995. 


(») 

(') 

50 

28 

212 

None 

318 

173  to  312 

462 

289  to  420 
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[The  information  follows:] 


Below  is  a  list  of  agency's  significant  rulemakings  and  a  proposed  timetable  in 
1994  and  1995: 

Title                                                                                Action  Date 

Heavy  Duty  Vehicle  Brake  System  Final  rule  6/94 

Truck  Rear  Underride  Protection Final  rule  6/94 

Flammability  of  Interior  Materials  in  School  Buses 'TBD 9/94 

Cars  and  Light  Trucks:  Interior  Protection  From  Head  Injuries Final  rule  11/94 

School  Bus  body  Joint  Strength Final  rule  5/94 

Rollover NPRM  4/94 

Final  rule  10/94 

Film  Transmittance  of  Glazing  Materials Final  rule  9/94 

Compressed  Natural  Gas  (CNG)  Final  rule  4/94 

Wheelchair  Lifts  Final  rule  9/94 

Antilock  Brake  ^sterns  in  Passenger  Cars NPRM  12/94 

Final  rule  9/95 

Dynamic  Testing  of  Light  Trucks  and  Vans  for  Side  Impact NPRM  4/94 

Final  rule  8/94 

Domestic  Content  Labeling Final  rule  5/94 

Light  Truck  Average  Fuel  Economy  (MY's  1996  and  1997) Final  rule  4/94 

Light  Truck  Average  Fuel  Economy  (MY's  1998  through  2006) ANPRM  4/94 

NPRM  1/95 

Final  rule  9/95 

Reduce  Side  Door  Ejection ANPRM  12/94 

NPRM  9/95 

Upgrade  Roof  Crush NPRM  12/94 

Final  rule  9/95 

Define  "Major  Parts"  of  MPV's  and  LDT's  for  Theft  Prevention  Purposes NPRM  5/94 

Final  rule  10/94 

Upgrade  Fuel  System  Integrity 'TBD 9/94 

'  To  be  determined. 

CAFE  STANDARD — ^PASSENGER  CARS 

Mr.  Carr.  To  what  extent  was  the  27.5-miles-per-gallon  CAFE 

standard  for  passenger  cars  met  in  1992  and  1993  by  domestic  and 
imported  vehicles? 

[The  information  follows:] 
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One  of  the  three  major  domestic  passenger  car  manufacturers 
(Chrysler,  Ford  and  GM)  met  or  is  projecting  to  meet  the  CAFE 
standard  for  model  year  (MY)  1992,  while  13  of  20  import  passenger 
car  manufacturers  met  or  are  projecting  to  meet  the  CAFE  standard  for 
MY  1992. 

Two  of  three  major  domestic  passenger  car  manufacturers  are 
projecting  to  meet  the  CAFE  standard  for  MY  1993,  while  12  of  19 
insert  passenger  car  manufacturers  are  projecting  to  meet  the  CAFE 
standard  for  MY  1993. 


DOMESTIC 

1992 

1993 

PA§SENQER 

CAFE 

SOURCE 

CAFE 

SOURCE 

Chrysler 

27.8 

EPA  Final 

27.5* 

MMY 

Ford 

27.4 

EPA  Final 

28.1* 

MMY 

GM 

26.8* 

EPA  Final 

27.4* 

MMY 

Consul ier 

23.0* 

MMY 





Mazda 





29.2 

MMY 

Vector 

10.1 

EPA  Final 

10.0 

MMY 

IMPORT 

1992 

1993 

PA5$EN(5ER 

CAF? 

SOURCE 

CAFE 

SOURCE 

BMW 

24.0 

EPA  Final 

25.2* 

MMY 

Chrysler 

28.9 

EPA  Final 

30.8* 

MMY 

Daihatsu 

41.3 

EPA  Final 





Fiat 

22.5 

EPA  Final 

23.7 

MMY 

Ford 

25.4 

EPA  Final 

27.0* 

MMY 

94 

31.1* 

MMY 

29.7* 

MMY 

Honda 

31.3 

EPA  Final 

32.0* 

MMY 

Hyundai 

31.3 

EPA  Final 

31.0 

MMY 

Isuzu 

35.5 

EPA  Final 

33.0 

MMY 

Kia 





31.7 

MMY 

Mazda 

30.7 

EPA  Final 

30.8 

MMY 

Mercedes 

21.8* 

EPA  Final 

22.9* 

MMY 

Mitsubishi 

28.2 

EPA  Final 

29.1* 

MMY 

Nissan 

30.2 

EPA  Final 

29.0 

MMY 

Peugeot 

25.0 

EPA  Final 



--.  . 

Porsche 

22.4 

EPA  Final 

22.5* 

MMY 

Subaru 

28.1 

EPA  Final 

29.3 

MMY 

Suzuki 

44.7 

IMY 

46.4* 

MMY 

Toyota 

28.8 

wrr 

28.8 

MMY 

Volvo 

25.6 

EPA  Final 

25.9 

EPA  Final 

Volkswagen 

29.2 

EPA  Final 

27.0 

MMY 

MMY  =     Manufacturer  submitted  mid-model  year  fuel  economy  report 
data 


MMY  CAFE  estimate  includes  adjustment  for  EPA  test 
procedure  changes  and  test  fuel  properties 
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CAFE  PENALTIES 


Mr.  Carr.  What  was  the  dollar  amount  of  penalties  assessed  and 
collected  from  each  domestic  and  foreign  manufacturer  in  fiscal 
year  1993  for  noncompliance  with  CAFE  requirements?  What  is  the 
total  to  date  for  fiscal  year  1994? 

[The  information  follows:] 


119 


FISCAL  YEAR  1993  CAFE  PENALTIES  COLLECTED 


MODEL 

YEAR 

MANUFACTURER 

FLEET 

AMOUNT 

1990 

Fiat 

Import  Passenger  Car 

$705,220 

1991 

Fiat 

import  Passenger  Car 

$796,575 

1992 

Fiat 

Import  Passenger  Car 

$466,750 

1991 

Mercedes 

Import  Passenger  Car 

$19,169,540 

1991 

Peugeot 

Import  Passenger  Car 

$192,660 

1992 

Peugeot 

Import  Passenger  Car 

$58,375 

1989 

Sterling 

Import  Passenger  Car 

$588,195 

1990 

Sterling 

Import  Passenger  Car 

$162,000 

1991 

Vector 

Domestic  Passenger  Car 

$1,740 

1991 

Volvo 

Import  Passenger  Car 

$7,768,420 

Fiscal 

1993  CAFE  Penal t 

ies  Received  = 

$29,909,475 

FISCAL  YEAR  1994  CAFE  PENALTIES  COLLECTED* 


MODEL 

YEAR 

MANUFACTURER 

1991 

Rover 

1992 

Rover 

1991 

Sterling 

1991 

Porsche 

1992 

Porsche 

FLEET 

Import  Light  Truck 

Import  Light  Truck 

Import  Passenger  Car 

Import  Passenger  Car 

Import  Passenger  Car 


AMOUNT 

$520,520 
$607,620 
$254,840 
$1,871,470 
$781,575 


Fiscal  1994  CAFE  Penalties  Received  = 


$4,036,025 


Status  as  of  April  1,  1994 
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FUEL  ECONOMY  STUDIES 

Mr.  Carr.  The  fiscal  year  1995  budget  estimate  includes 
$725,000  for  studies  of  various  technologies  that  may  improve  auto- 
mobile fuel  economy  in  the  near  term.  Why  is  it  necessary  for 
NHTSA  to  conduct  special  studies  in  this  area?  To  what  extent  is 
evaluative  information  currently  available  in  from  academic  and  in- 
dustry studies? 

[The  information  follows:] 

NHTSA  needs  to  conduct  special  studies  of  emerging  technologies  in  order  to  es- 
tablish an  independent  assessment  of  the  potential  fuel  efficiency  improvements  as- 
sociated with  the  technology,  to  support  potential  fuel  economy  rulemaking.  The 
agency  asks  questions  of  the  industry  on  these  technologies  in  its  rulemaking  no- 
tices, but  the  responses  are  incomplete  and  are  generally  confined  to  technologies 
that  a  manufacturer  is  actively  pursing.  The  leadtime  that  manufacturers  supply 
are  related  to  their  own  business  plans,  and  the  tooling  and  production  cost  data 
a  sketchy  or,  frequently  non-existent. 

Academic  studies  are  even  less  satisfactory.  Besides  the  difficulties  in  uncovering 
pertinent  studies,  the  studies  themselves  are  usually  not  directly  applicable  to  sup- 
porting fuel  economy  standards.  They  may  lack  industry  cost  estimates,  leadtime  in- 
formation, or  efficiency  improvement  information  related  to  a  driving  cycle  equiva- 
lent to  the  EPA  cycle.  It  is  our  intent,  however,  to  have  contractors  build  on  avail- 
able studies  by  completing  the  information  gaps  if  money  is  appropriated.  For  exam- 
ple, the  last  study  on  fiiel  economy  technology  contracted  by  NHTSA  ("Low  tension 
Piston  Rings  and  Roller  Cam  Followers  for  Engine  Friction  Reduction — Costs  of  Re- 
tooling andf  Fuel  Economy  Benefits,"  August  1988)  drew  information  from  six  Soci- 
ety of  Automotive  Engineers  papers  dating  from  1960  to  1986,  an  American  Society 
of  Mechanical  Engineers  paper,  an  American  Society  of  Lubricating  Engineers 
paper,  a  PhD  thesis  from  the  University  of  Michigan,  and  notes  from  a  University 
of  Michigan  summer  conference  on  engine  performance,  fiiel  economy  and  emissions, 
as  well  as  original  work  by  the  authors  who  were  an  automotive  engineer,  a  profes- 
sor of  automotive  engineering,  and  an  automotive  industry  cost  analyst. 

The  agency's  own  fiiel  economy  technical  staff"  is  too  small  to  complete  this  sort 
of  analysis. 

Mr.  Carr.  Please  give  a  status  report  on  your  activities  to  up- 
grade the  plants  and  lines  data  base.  Has  the  $100,000  provided 
last  year  to  expand  the  database  to  include  financial  information 
been  obligated?  Who  is  performing  the  work? 

[The  information  follows:] 

The  Volpe  National  Transportation  Systems  Center  (VNTSC)  has  been  developing 
this  product  for  NHTSA  since  FY  1993.  The  goad  is  to  develop  a  personal-computer- 
based  data  base  system  to  (1)  provide  information  on  (a)  automotive  manufacturing 
facilities  in  the  United  States,  Canada,  and  Mexico,  and  (b)  product  plans  for  manu- 
facturers selling  cars  and  light  trucks  in  the  United  States  market,  and  (2)  provide 
an  automotive  financial  analysis  capability  calibrated  on  historical  data  of  GM, 
Ford,  and  Chrysler.  This  capability  will  include  (1)  means  to  distinguish  North 
American  financial  performance  from  other  regions  of  the  world  and  (2)  means  to 
assess  effects  of  future  market  and  policy  scenarios. 

A  preliminary  version  of  the  facilities  and  product  planning  portions  of  the 
database  has  been  installed  on  several  NHTSA  and  VNTSC  personal  computers. 
Currently,  we  are  reviewing  and  "debugging"  the  system. 

Fiscal  year  1994  funding  has  been  provided  to  VNTSC  to  maintain  the  database 
and  develop  the  financial  analysis  capability.  Work  has  not  formally  started  on  the 
financial  portion  of  the  database;  however,  VNTSC  has  had  preliminary  discussions 
on  this  issue  with  staff"  from  MIT's  International  Motor  Vehicle  Program. 

THEFT  PROGRAM  MANDATES 

Mr.  Carr.  The  fiscal  year  1995  budget  request  includes  no  fund- 
ing for  the  theft  prevention  program.  What  NHTSA  activities  are 
mandated  under  the  Anti-Car  Theft  Act  of  1992? 

[The  information  follows:] 
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The  Anti  Car  Theft  Act  of  1992  (ACTA)  requires  the  agency  to  (1)  extend  the  theft 
prevention  standard  to  include  any  multipurpose  passenger  vehicles,  and  light-duty 
trucks  with  a  gross  vehicle  weight  rating  of  6,000  pounds  or  less,  (2)  establish  a  new 
median  theft  rate  based  on  model  years  1990/1991  passenger  motor  vehicles  stolen 
in  calendar  years  1990/1991,  (3)  designate  likely  high-theft  vehicles  (which  includes 
passengers  cars.  Multipurpose  passenger  vehicles,  and  light-duty  trucks),  (4)  iden- 
tify the  major  component  parts  of  those  vehicles  that  must  be  parts-marked  in  com- 
pUance  with  the  theft  prevention  standard,  (5)  determine  the  theft  rates  for  pas- 
senger motor  vehicles  and  publish  these  data,  (6)  amend  the  regulations  to  reflect 
the  limiting  of  exemptions  allowed  by  ACTA,  and  (7)  prepare  two  reports  to  Con- 
gress, one  due  in  October  1995  and  one  due  in  October  1997.  Additionally,  the  agen- 
cy must  continue  the  activities  required  by  the  Motor  Vehicle  Theft  Law  Enforce- 
ment Act  of  1984,  (e.g.,  require  insurers  of  motor  vehicles  to  report  to  the  agency 
on  motor  vehicle  theft  experience). 

Mr.  Carr.  In  the  absence  of  contract  funding,  how  does  NHTSA 
plan  to  comply  with  any  statutory  mandates? 
[The  information  follows:] 

The  agency  can  continue  its  activities  under  the  law  as  most  of  these  do  not  in- 
volve contract  funds.  However,  without  contract  funding,  we  will  not  be  able  to  ana- 
lyze and  disseminate  insurance  company  information. 

MOTOR  VEHICLE  TITLING,  REGISTRATION,  AND  SALVAGE  ADVISORY 

COMMITTEE 

Mr.  Carr.  What  have  been  the  activities  of  the  Motor  Vehicle  Ti- 
tling, Registration,  and  Salvage  Advisory  Committee  during  the 
past  year  and  when  will  its  report  to  Congress  be  submitted? 

[The  information  follows:] 

On  April  23,  1993,  Secretary  Penfia  appointed  the  Committee  to  study  problems 
relating  to  motor  vehicle  titling  and  registration,  and  controls  over  vehicle  salvage 
which  may  affect  motor  vehicle  theft  and  fraud.  The  Committee  held  five  meetings 
between  July  1993  and  February  1994  and  has  completed  its  work.  On  March  8, 
1994,  Secretary  Peiia  submitted  the  Committee's  final  report,  which  contains  the  re- 
sults of  its  studies  and  recommendations,  to  the  President,  Congress,  and  the  Grov- 
emor  of  each  State. 

THEFT  PROGRAM  ACTIVITIES 

Mr.  Carr.  What  activities  currently  conducted  by  NHTSA  under 
the  theft  program  would  no  longer  be  conducted  in  fiscal  year 
1995? 

[The  information  follows:] 

Because  of  zero  funding  requested  for  fiscal  year  1995,  the  agency  will  not  be  able 
to  analyze  and  prepare  the  theft  and  recovery  data  received  as  a  result  of  the  insur- 
ers reporting  to  the  agency  on  their  respective  motor  vehicle  theft  experience.  These 
data  are  used  in  the  preparation  of  the  mandated  reports  to  Congress.  The  first  re- 
port is  due  October  1995  and  the  other  is  due  October  1997. 

COLLISION  INSURANCE  COST  RANKINGS 

Mr.  Carr.  Last  year,  as  part  of  the  agency's  settlement  of  Con- 
sumers Union  vs.  Skinner,  NHTSA  compiled  an  informational  bro- 
chure giving  relative  collision  insurance  cost  rankings  of  cars  by 
make  and  model.  What  were  the  fiscal  year  1993  and  fiscal  year 
1994  costs  of  developing  and  distributing  the  brochure  to  dealers? 

[The  information  follows:] 

The  cost  of  publishing  and  mailing  one  copy  of  the  insurance  cost  information  in 
fiscal  year  1993  to  each  of  the  over  25,000  automobile  dealers  amounted  to  $15,600. 
The  National  Automobile  Dealers  Association  (NADA),  in  connection  with  their  peti- 
tion, requested  an  additional  five  copies  for  each  dealer.  The  agency  reproduced  five 
additional  copies  of  the  booklet  for  each  dealer,  at  a  cost  of  $10,400  to  the  agency. 
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and  NADA,  at  their  expense,  mailed  them  to  all  new  automobile  dealers  including 
dealers  who  are  not  members  of  that  organization. 

For  fiscal  year  1994,  NHTSA  will  be£ir  the  cost  of  publishing  and  distributing  a 
single  copy  of  the  brochure  to  dealers  at  a  cost  of  approximately  $17,000. 

Mr.  Carr.  What  are  your  plans  to  distribute  the  information  to 
dealers  in  fiscal  year  1995? 
[The  information  follows:] 

The  agency  plans  to  publish  and  distribute  a  single  copy  of  the  brochvire  to  each 
dealer  in  fiscal  year  1995. 

VEHICLE  SAFETY  COMPLIANCE  PROGRAM 

Mr.  Carr.  The  fiscal  year  1994  vehicle  safety  compliance  pro- 
gram included  for  the  first  time  plans  to  test  safety  compliance 
with  the  new  dynamic  side  impact  standard  for  passenger  cars. 
What  have  been  the  results  of  the  tests  conducted  to  date? 

[The  information  follows:] 

Fifteen  dynamic  side  impact  compUance  tests  have  been  scheduled  for  the  fiscal 
year  1994  program.  The  first  test  is  scheduled  for  April,  and,  therefore,  no  results 
are  available  at  this  time. 

SIDE  IMPACT  COMPLIANCE  TESTS 

Mr.  Carr.  How  many  side  impact  compliance  tests  will  be  con- 
ducted in  total  £ind  what  will  be  the  total  cost  in  fiscal  year  1994 
and  fiscal  year  1995? 

[The  information  follows:] 

In  fisced  year  1994,  15  passenger  cars  will  be  tested  for  cpmpUance  to  the  new 
dynamic  side  impact  protection  requirement.  In  fiscal  year  19&5,  20  vehicles  will  be 
included  in  the  compliance  test  program.  The  fiscal  year  1994  testing  cost  is 
$214,000  for  15  tests  and  the  approximate  cost  of  15  test  vehicles  is  $329,000  for 
a  total  cost  of  $543,000  for  the  program.  The  cost  of  vehicles  for  the  first  year  of 
dynamic  side  impact  protection  testing  is  higher  because  only  10  percent  of  vehicle 
production  has  to  meet  the  new  requirements  and  these  vehicles  are  typically  the 
larger  and  more  expensive  models.  The  cost  of  the  fiscal  year  1995  program  should 
be  approximately  $310,000  for  testing  and  $440,000  for  vehicles  for  a  total  of 
$750,000  for  the  program  (25  percent  of  vehicle  production  has  to  meet  the  require- 
ments). 

FRONTAL  CRASH  TESTING 

Mr.  Carr.  Last  year,  NHTSA  indicated  that  35  vehicles'  tests  for 
compliance  with  frontal  crash  standards  would  be  conducted  during 
fiscal  year  1994.  Is  that  still  your  plan?  What  will  be  the  total  cost 
of  the  tests? 

[The  information  follows:] 

For  fiscal  year  1994,  35  vehicles  will  be  tested  for  compUance  with  frontal  crash 
standards.  As  of  March  22,  1994,  27  of  the  35  tests,  or  77  percent,  have  been  con- 
ducted. The  total  testing  cost  at  three  laboratories  is  $475,000  and  the  approximate 
vehicle  cost  is  $610,000  for  35  vehicles,  for  a  total  cost  of  $1,085,000. 

Mr.  Carr.  Please  indicate  your  plans  for  frontal  crash  compliance 
testing  during  fiscal  year  1995  and  the  cost  associated  with  these 
tests. 

[The  information  follows:] 

For  the  fiscal  year  1995  compliance  program,  30  vehicles  will  be  subject  to  frontal 
crash  testing  at  an  approximate  testing  cost  of  $410,000  and  vehicle  cost  of 
$520,000,  for  a  total  cost  of  $930,000. 
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SAFETY  DEFECT  RECALLS 

Mr.  Carr.  In  1993,  10.5  million  vehicles  were  recalled  for  safety 
defects,  an  increase  over  1992  and  1993.  What  are  the  reasons  for 
the  increased  number  of  recalls  and  what  are  the  safety  implica- 
tions? 

[The  information  follows:] 

The  large  number  of  vehicles  recalled  in  1993  reflects  the  effectiveness  of  the  de- 
fect investigation  program.  Of  those  vehicles  recalled,  88  percent  were  from  recalls 
directly  influenced  by  NHTSA  investigations.  The  remaining  manufacturer-initiated 
recalls  were  more  numerous  in  number,  but  involved  fewer  vehicles.  This  is  because 
manufacturers  have  immediate  access  to  warranty  and  repair  records  for  their  vehi- 
cles and  are  able  to  identify  defects  quickly,  thereby  limiting  the  number  of  involved 
vehicles. 

Rigorous  NHTSA  enforcement  initiatives  to  quickly  identify,  investigate,  and  push 
for  recall  corrective  actions  have  a  consequent  effect  on  the  motor  vehicle  industr^s 
willingness  to  conduct  safety  recalls.  With  the  growing  consumer  interest  in  motor 
vehicle  safety,  manufactvu-ers  are  more  willing  to  conduct  safety  recalls.  The  early 
identification  of  safety  defects  by  manufacturers  will  result  in  fewer  vehicles  being 
included  in  the  recall  than  if  the  recall  ocoirred  later  as  a  result  of  a  NHTSA  inves- 
tigation. Accordingly,  the  potential  cost  of  the  recall  is  lower  if  the  defect  is  discov- 
ered early  and  the  vehicles  are  recalled  promptly. 

The  safety  implications  of  the  strong  NHTSA  defects  investigation  program,  and 
manufacturer's  interest  in  producing  safe  vehicles,  are  positive.  Identifying  and  re- 
calling defective  vehicles  and  items  of  motor  vehicle  equipment  can  only  improve 
safety. 

Mr.  Carr.  According  to  the  automobile  manufacturers,  the  major- 
ity of  automobile  recalls  are  initiated  by  the  car  companies  without 
pressure  from  the  federal  government.  In  your  justifications,  how- 
ever, NHTSA  indicates  that  88  percent  of  1993  recalls  were  "influ- 
enced by  NHTSA  defect  investigations."  What  does  that  mean  and 
how  do  you  determine  whether  a  recall  is  purely  voluntary  or  influ- 
enced by  NHTSA? 

[The  information  follows:] 

In  1993,  34  percent  of  the  safety  defect  recalls  were  influenced  by  NHTSA.  How- 
ever, of  the  total  number  of  motor  vehicles  involved  in  safety  defect  recalls,  88  per- 
cent were  included  in  NHTSA-influenced  recalls. 

A  recall  is  considered  to  be  NHTSA-influenced  when  the  manufactxirer  conducts 
a  recall  as  a  result  of  an  agency  investigation  or  inquiry. 

Mr.  Carr.  According  to  press  accounts,  about  one-third  of  all  re- 
called vehicles  go  unrepaired.  What  is  NHTSA  doing  to  lower  that 
proportion? 

[The  information  follows:] 

The  "one  third"  refers  to  all  vehicles  which  have  not  been  reported  as  repaired 
under  a  safety  recall,  and  includes  vehicles  which  may  never  be  available  for  the 
recall  work  because  the  vehicles  have  been  scrapped,  exported  other  than  by  the 
manufacturer,  stolen,  or  otherwise  unregistered  for  use  on  the  nation's  highways. 

For  those  vehicles  which  have  not  been  remedied  and  are  registered  for  highway 
use,  NHTSA  is  very  concerned.  The  agency  has  numerous  activities  underway  to  im- 
prove recall  completion  rates.  The  agency  is  promulgating  a  final  rule  with  respect 
to  the  method  by  which  it  will  determine  whether  a  second  owner  notification  letter 
shall  be  required  in  a  recall.  Additionally,  changes  to  Federal  regulations  concerning 
recalls  are  being  implemented  which  are  intended  to  increase  recall  effectiveness. 
Fingdly,  the  agency  has  a  number  of  initiatives  in  place  and  under  development  to 
further  improve  recall  completion  rates,  such  as  wide  publication  of  manufacturers' 
toll-free  telephone  numbers,  issuance  of  additional  recall  news  releases,  and  improv- 
ing methods  of  advising  the  public  of  the  availability  of  recall  information,  especially 
through  the  agency's  Auto  Safety  Hotline.  These  and  other  actions  are  described  in 
NHTSA's  recent  report  to  Congress  entitled,  "Efforts  by  the  National  Highway  Traf- 
fic Safety  Administration  to  Improve  Safety  Recall  Completion  Rates." 
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GENERAL  MOTORS  RECALLS 

Mr.  Carr.  In  January  1994,  Greneral  Motors  announced  that  it 
would  recall  53,000  1994  Chevrolet  S-10  and  GM  Truck  Sonoma 
pickup  trucks  due  to  a  supplier  part  problem.  Please  provide  the 
details  of  NHTSA's  involvement  with  this  voluntary  recall,  includ- 
ing what  the  problem  was,  how  the  problem  was  identified,  and 
your  assessment  of  General  Motors'  efforts  to  remedy  the  problem. 

[The  information  follows:] 

As  part  of  the  fiscal  year  1994  compliance  test  program,  a  1994  Chevrolet  S-10 
pickup  truck  was  tested  to  the  lateral  impact  requirements  of  Federal  Motor  Vehicle 
Safety  Standard  (FMVSS)  No.  301,  Fuel  System  Integrity.  The  stationary  truck  was 
struck  on  the  driver's  side  by  a  4,000-pound  barrier  moving  at  a  speed  of  20  mph. 
A  total  of  52.5  ounces  of  fluid  spilled  from  the  truck  during  the  static  rollover  por- 
tion of  the  test. 

General  Motors  (GM)  and  agency  representatives  inspected  the  pickup  truck  and 
determined  that  the  spillage  occurred  from  a  fuel  filler  neck  vent  pipe  connection. 
A  parts  supplier,  Textron,  was  not  fabricating  the  fuel  filler  neck  assembly  per  GM 
specifications.  Textron  was  attaching  the  vent  pipe  by  soldering  instead  of  brazing. 

GM  expedited  the  correctly  maniifactured  filler  neck  assembUes  into  production 
and  promptly  initiated  a  recall  and  remedy  cam.paign  to  replace  117,200  units  on 
Chevrolet  S-10  and  GMC  Sonoma  pickup  trucks.  Certification  data  supplied  by  GM 
indicated  that  trucks  tested  with  correctly  manufactured  filler  neck  assembUes  met 
all  of  the  requirements  of  FMVSS  No.  301. 

SAFETY  STANDARD  NONCOMPLIANCE  RECALLS 

Mr.  Carr.  How  many  recalls  related  to  safety  standard  non- 
compliance were  initiated  by  NHTSA  in  fiscal  years  1993  and 
1994? 

[The  information  follows:] 

Campaigns — 

Fiscal  year  

Vehicle  Equipment  Tm  Total 

1993  10  3     13 

1994'  6 1     7 

>As  of  February  28.  1994. 

Mr.  Carr.  Which  safety  standards  are  associated  with  the  great- 
est rates  of  noncompliance? 
[The  information  follows:] 

In  responding  to  this  question,  we  are  defining  "problem"  as  a  noncompliance  in 
a  test  of  a  safety  standard  which  has  significant  safety  consequences.  The  three 
major  comphance  areas  involve  those  standards  deahng  with  child  restraint  sys- 
tems, bus  window  retention  and  release,  and  motorcycle  helmets.  A  summary  of  test 
results  for  fiscal  year  1993  involving  these  standards  follows:  (Note:  fiscal  year  1994 
testing  is  in  progress  and  final  results  are  not  available  at  this  time) 

Number — 

Standard  F^rcent 

Tested  Failed 

FMVSS  No.  213— Child  Restraint  Systems  1,657  91  5.5 

FMVSS  No.  217— Bus  Window  Retention  and  Release 4  1  25 

FMVSS  No.  218— Motorcycle  Helmets  128 16  12.5 

The  agency  will  continue  to  test  to  these  standards  to  ensure  that  manufacturers 
are  providing  products  that  comply.  Enforcement  action  will  be  taken  against  the 
manufacturers  or  distributors  of  those  products  that  do  not  comply. 
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SAFETY  COMPLIANCE  ACTIVITIES 

Mr.  Carr.  The  conference  agreement  on  the  fiscal  year  1994 
transportation  appropriations  bill  included  $100,000  over  the  budg- 
et request  for  the  enforcement  program  to  be  applied  at  the  agen- 
cy's discretion  to  safety  compliance  activities.  How  will  these  funds 
be  used? 

[The  information  follows:] 

The  additional  $100,000  was  used  to  expand  the  scope  of  the  motorcycle  helmet 
compliance  testing  program.  The  recent  proliferation  of  so-called  "fake"  or  "novelty" 
helmets  in  the  marketplace  has  created  a  heightened  awareness  of  the  need  for 
quality  headgear  for  motorcyclists.  Although  NHTSA  has  had  a  continuing  enforce- 
ment program  for  helmets,  it  has  only  been  possible  to  test  a  limited  nvmiber  of 
models  each  fiscal  year.  With  the  $100,000  increase  in  budget  allocation,  the  agency 
is  expanding  one  phase  of  the  fiscal  year  1994  program  (ambient  condition  tests)  to 
include  most  helmet  models  in  the  marketplace. 

MAJOR  ENFORCEMENT  ACTIONS 

Mr.  Carr.  Please  update  the  major  enforcement  actions  similar 
to  the  list  shown  on  page  335  of  last  year's  hearing  record. 
[The  information  follows:] 
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MAJOR  ENFORCEMENT  ACTIONS  FISCAL  1993  DEFECT  INVESTIGATION 
ACTIVITIES  -  MAJOR  RECALLS 


Make 


Problem 


Number  of 
Vehicles  or  Items 


Chevrolet  Truck  ClO/20/30 
Chevrolet  Truck  KlO/20/30 
GMC  C1500/2500/3500 
GMC  K1500/2500/3500 

Ford  Truck  F150/250/350 
Ford  Truck  F  Super  Duty 

Honda  Accord/Prelude 

Ford  Taurus 
Mercury  Sable 
Lincoln  Continental 

BMW-  325/318/M3 

Saturn  SC1/SC2 
Saturn  SL1/SL2 
Saturn  SW1/SW2 
Saturn  Sports  Coupe 
Saturn  Sports  Sedan 

GMC  K1500/2500 
Chevrolet  Truck  KlO/20 
GMC  L  Van/Sierra/Safari 
Chevrolet  Truck  Blazer 
Chevrolet  Truck  Suburban 
Chevrolet  Truck  L  Van 

Jeep  Wrangler 

Chevrolet  Truck  SIO 
GMC  S15 


Automatic  Transmission 


Fuel  Tank  Assembly 

Fuel  Filler  Pipe 
Rear  Frame  Mounts 

Engine  Coolant  System 
Electrical  Generator 


Brake  Disk  Rotors 


Brake  Hose 

Engine  Cooling  Fan 


1,702,880 

1,131,000 

920,583 
500,000 

375,000 
352,833 


341,364 


280,000 
215,052 


Opened  134  Preliminary  Evaluations  (PE)  and  Engineering  Analyses 

(EA). 

Closed  120  PES  and  EAs. 

Influenced  58  recalls  as  a  result  of  PEs,  EAs  or  ODI  inquiries; 

6.2  million  vehicles  and  78,720  items  of  equipment. 

Evaluated  6  new  petitions  for  defect  investigation  from  the 

public.   8  petitions  were  denied,  2  granted  and  none  were  active 

at  the  end  of  the  fiscal  year. 

Received  over  1,362  calls  per  day  on  the  Hotline.   Over  497,000 

calls  were  received  for  recall  information,  for  reporting  a 

defect,  for  consumer  information,  and  for  subjects  that  were 

referred  to  other  agencies. 


127 

defect/recall  historical  data 

Mr.  Carr.  Please  update  the  defect/recall  bar  graphs  shown  on 
pages  337  through  341  of  last  year's  hearing  record. 
[The  information  follows:] 
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ODI 

Investigations  Opened 
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ODI  VEHICLE  RECALL  CAMPAIGNS 


250 
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ODI  INFLUENCED  RECALLS 

(BASED  ON  NO.  OF  VEH.  DEFECT  RECALLS) 


260 


ODI-INFLUENCED       KMl  MFR-INITIATED 
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NUMBER  OF  VEHICLES  RECALLED 

DUE  TO  A  DEFECT 


Millions 


77  78  79  80  81  82  83  84  85  86  87  88  89  90  91  92  93 

Calendar  Year 


132 


ODI  INFLUENCE 

ON  VEHICLES  RECALLED 


Millions 


77  78  79  80  81  82  83  84  86  86  87  88  89  90  91  92  93 

Calendar  Year 
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COMPLIANCE  TEST  FAILURE  DATA 

Mr.  Carr.  Please  update  the  data  on  compliance  test  failures 
shown  on  pages  325  through  327  of  last  year's  hearing  record. 
[The  information  follows:] 
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FMVSS  No.  &  DESCRIPTION 

103  Windshield  Defrosting  &  Defogging 

104  Windshield  Wiping  &  Washing 

105  Hydraulic  Brake  System 

106  Brake  Hoses 

108  Lamps,  Reflective  Devices,  etc. 

109  New  Tires -Passenger  Cars 

110  Tire  Selection- Passenger  Cars 

111  Rearview  Mirrors 

116  Hydraulic  Brake  Fluids 

118  Power -operated  Window  Systems 

119  New  Tires -Trucks  &  Buses 

120  Tire  Selection-Trucks  &  Buses 
122  Motorcycles  Brake  Systems 

124  Accelerator  Control  Systems 

125  Warning  Devices 

201  Occ.  Protection  In  Interior  Impact 

202  Head  Restraints 

203  Driver  Impact  Prot. -Steering  Control 
2  04  Strg  Column  Rearward  Displacement 

206  Door  Locks  and  Retention  Components 

207  Seating  Systems 

208  Occupant  Crash  Protection 

209  Seat  Belt  Assemblies 

210  Seat  Belt  Assembly  Anchorages 

212  Windshield  Mounting 

213  Child  Restraint  Systems  — 
Dynamic  Tests 
Component  Tests 

214  Side  Impact  Protection  — 
Static  Tests 

216  Roof  Crush  Resistance 

217  Bus  Window  Retention  and  Release 

218  Motorcycle  Helmets 

219  Windshield  Zone  Intrusion 

220  School  Bus  Rollover  Protection 
222  School  Bus  Passenger  Seating 
(Continued  on  next  page) 


FY92 

FY93 

FAIL 

FAIL 

RATE 

RATE 

(%) 

{%) 

0 

NT 

0 

NT 

0 

0 

4 

0 

NT 

0 

0 

0 

0 

0 

NT 

0 

•80 

"77 

0 

NT 

0 

0 

0 

0 

0 

0 

0 

0 

C47 

NT 

NT 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

"19 

0 

0 

0 

'14 

0 

0 

0 

'12 

824 

3 

4 

0 

0 

0 

0 

0 

"25 

10 

•53 

0 

0 

NT 

0 

J33 

0 
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FMVSS  No.  &  DESCRIPTION 

301  Fuel  System  Integrity  — 
Frontal  Fixed  Barrier  Impact  Tests 
Moving  Barrier  (MB)  Rear  Impact  Tests 
School  Bus  MB  Lateral  Impact  Tests 

302  Flammability  of  Interior  Materials 
581   Bumper  Standard 

NT  =  Not  Tested 

'     Failures  involved  primarily  labeling  requirements 

22  labeling  failures  and  1  performance  failure 


FYS  2 

FY93 

FAIL 

FAIL 

RATE 

RATE 

{%) 

(%) 

0 

0 

0 

0 

^40 

0 

0 

0 

0 

0 

b 


2  test  samples  failed  the  red  reflectance  test,  1  sample 
failed  orange  luminance  test,  and  4  samples  failed  the 
stability  test 

6  investigations  for  occupant:  protection  failures,  1  recall 
of  22,416  passenger  cars 

Another  conversion  van  failure,  1  investigation  and  a  recall 
of  1,100  vehicles 

5  investigations  initiated  with  1  recall  involving  1,000,000 
child  restraints;  investigations  are  continuing 

10  investigations  initiated  with  5  recalls  involving 
1,185,000  child  restraints;   investigations  are  continuing 

Failure  involved  emergency  exit  labeling  requirement 

Includes  both  performance  and  labeling  failures. 

2  investigations  with  2  recalls  involving  4,000  helmets 

1  investigation  where  a  school  bus  manufacturer's  seats  did 
not  meet  height  specification  by  a  small  margin,  resolved  by 
agency  granting  manufacturer's  inconsequentiality  petition 

^     2  test  failures  were  combined  in  1  investigation  involving 
the  same  chassis  manufacturer  where  185,177  school  buses 
were  recalled  for  fuel  tank  leak  failures 

(Continued  on  next  page) 
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FISCAL  YEAR  1994 


FMVSS  No.  AND  TITLE 

105  Hydraulic  Brake  System 

106  Brake  Hoses 

108  Lamps,  Reflective  Devices,  etc. 

109  New  Pneumatic  Tires -Pass.  Cars 

110  Tire  Selection  &  Rims-Pass.  Cars 

111  Rearview  Mirrors 

116  Hydraulic  Brake  Fluids 

119  New  Pneumatic  Tires-Trucks,  Buses 

120  Tire  Selection  &  Rims-Trucks,  Buses 
124  Accelerator  Control  Systems 

131  School  Bus  Pedestrian  Safety  Devices 

201  Occ.  Protection- Interior  In^jact 

202  Head  Restraints 

203  Intact  Protection  For  Driver  From 
Steering  Control  System 

204  Strg.  Control  Rearward  Displacement 

206  Door  Locks  &  Door  Retention  Components 

207  Seating  Systems 

208  Occupant  Crash  Protection 

209  Seat  Belt  Assemblies 

210  Seat  Belt  Assembly  Anchorages 

212  Windshield  Mounting 

213  Child  Restraint  Systems  — 
Dynamic  Tests 

FAA  Inversion  Tests 
Component  Tests 

214  Side  Impact  Protection  — 
Static  Tests 

Dynamic  Tests 

216  Roof  Crush  Resistance 

217  Bus  Window  Retention/Release 

218  Motorcycle  Helmets 

219  Windshield  Zone  Intrusion 

220  School  Bus  Rollover  Protection 
222  School  Bus  Passenger  Seating 

301  Fuel  System  Integrity  — 

Frontal  Fixed  Barrier  Impact  Tests 
Moving  Barrier  Lateral  Impact  Tests 
Moving  Barrier  (MB)  Rear  Impact  Tests 
School  Bus  MB  Impact  Tests 

302  Flainmability  of  Interior  Materials 


No.  of 

No.  of 

TESTS 

ITEMS 

7 

7 

30 

495 

50 

50 

100 

200 

3 

3 

3 

3 

30 

30 

70 

120 

5 

5 

11 

11 

4 

4 

8 

8 

12 

12 

3 

3 

35 

35 

25 

150 

8 

8 

35 

35 

40 

120 

5 

5 

35 

35 

49 

150 

49 

97 

42 

1470 

10 

10 

15 

15 

6 

6 

4 

4 

200 

290 

35 

35 

4 

4 

4 

4 

35 

35 

6 

6 

11 

11 

3 

3 

10 

240 
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Mr.  Carr.  Please  provide  the  updated  fiscal  year  1995  compli- 
ance test  program  for  the  record  and  indicate  why  the  selected 
standards  were  chosen  for  testing? 

[The  information  follows:] 

Approximately  30  of  the  40  testable  standards  are  included  in  each  fisceil  year's 
compliance  testing  program,  and  some  of  the  standards  are  rotated  so  that  all  test- 
able standards  are  included  in  at  least  one  test  program  every  five  years.  Standards 
for  child  restraint  systems,  occupant  crash  protection,  motocycle  helmets,  hydraulic 
brakes,  fuel  system  integrity,  school  bus  seating,  side  impact  protection,  etc.  are  in- 
cluded in  every  testing  program. 

FISCAL  YEAR  1995 

Number  of — 
FMVSS  Number  and  Title 

105 — Hydraulic  Brake  System 

106 — Brake  Hoses  

108 — Lamps,  Reflective  Devices,  etc 

109 — New  Pneumatic  Tires-Pass.  Cars  

Ill — Rearview  Mirrors  

116 — Hydraulic  Brake  Fluids 

119 — New  Pneumatic  Tires-Trucks,  Buses  

120 — Tire  Selection  &  Rims-Trucks,  Buses 

121 — Air  Brake  Systems 

124 — Accelerator  Control  Systems  

126 — ^Truck-Camper  Loading 

131 — Sctiool  Bus  Pedestrian  Safety  Devices  

201 — Occ.  Protection-Interior  Impact 

202— Head  Restraints  

204 — Strg.  Control  Rearward  Displacement  

206 — Door  Locks  &  Door  Retention  Components 

207 — Seating  Systems  

208 — Occupant  Crasti  Protection 

209— Seat  Belt  Assemblies 

210 — Seat  Belt  Assembly  Anchorages  

212— Windstiield  Mounting  

213 — Child  Restraint  Systems: 

Dynamic  Tests  

FAA  Inversion  Tests  

Component  Tests 

214 — Side  impact  Protection: 

Static  Tests  

Dynamic  Tests 

216 — Roof  Crush  Resistance  

217 — Bus  Window  Retention/Release  

218— Motocycle  Helmets  

219 — Windshield  Zone  Intrusion  

220— School  Bus  Rollover  Protection 

222 — School  Bus  Passenger  Seating 

301 — Fuel  System  Integrity: 

Frontal  Fixed  Barrier  Impact  Tests  

Moving  Barrier  Lateral  Impact  Tests  

Moving  Barrier  (MB)  Rear  Impact  Tests 

School  Bus  MB  Impact  Tests 

302— Flammability  of  Interior  Materials 10 240 

CHILD  SAFETY  SEAT  NONCOMPLIANCE 

Mr.  Carr.  Fisher  Price  filed  in  November  1993  a  petition  with 
NHTSA  requesting  a  determination  that  the  noncompliance  of  cer- 
tain child  safety  seats  that  do  not  meet  Federal  flammability  re- 
quirements is  inconsequential  with  regard  to  motor  vehicle  safety. 
As   many   as   3.3   million   safety   seats   are   at   issue.   What   was 


Tests 

Items 

5 

5 

30 

495 

50 

50 

100 

200 

4 

4 

30 

30 

70 

120 

5 

5 

3 

3 

10 

10 

5 

5 

4 

4 

5 

5 

10 

10 

30 

30 

26 

156 

5 

5 

30 

30 

40 

120 

5 

5 

30 

30 

53 

169 

52 

52 

46 

1610 

7 

7 

20 

20 

5 

5 

4 

4 

30 

120 

30 

30 

4 

4 

4 

4 

30 

30 

7 

7 

11 

11 

3 

3 
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NHTSA's  ruling  in  this  case  and  what  criteria  are  used  to  deter- 
mine when  a  compUance  failure  has  inconsequential  safety  impact? 
[The  information  follows:] 

NHTSA  took  action  on  the  Fisher-Price  petition  for  an  inconsequentiahty  deter- 
mination on  March  22,  1994.  However,  pursuant  to  a  temporary  restraining  order 
issued  on  March  25  by  Judge  John  Curtin  of  the  U.S.  District  Court  for  the  Western 
District  of  New  York,  NHTSA  is  prohibited  from  "pubUshing,  posting,  announcing, 
making  public,  or  in  any  other  manner  making  known"  its  decision. 

Regarding  the  criteria  used  to  determine  whether  a  noncomphance  is  incon- 
sequential to  safety,  NHTSA  has  broad  discretion  to  make  these  determinations  on 
a  case  by  case  basis,  as  reflected  in  the  National  Traffic  and  Motor  Vehicle  Safety 
Act  and  the  agency's  regulations.  When  the  noncomphance  involves  a  mislabeling, 
the  agency  typically  has  apphed  a  lenient  standard  of  review,  primarily  assessing 
whether  the  mislabeling  would  inhibit  manufacturer  recall  in  the  event  of  a  defect 
or  would  confuse  the  consumer  in  following  instructions  or  seeking  replacement 
equipment. 

However,  when  a  performance  noncomphance  is  involved,  the  agency  employs  a 
stricter  standard  of  review  because  performance  more  directly  affects  injury  preven- 
tion in  crashes.  Performance  levels  in  Federal  motor  vehicle  safety  standards  are 
arrived  at  based  on  analysis  of  accident  data,  research  results,  and  information  and 
views  provided  by  affected  public  and  private  entities.  NHTSA  must  seriously  con- 
sider the  effects  of  any  deviation  from  a  mandated  performance  level.  Where  the 
safety  of  children  is  involved,  an  even  stricter  standard  is  apphed. 

COMPLIANCE  TESTING — ^HELMETS 

Mr.  Carr.  According  to  NHTSA,  the  passage  of  State  mandatory 
motorcycle  helmet  laws  has  increased  the  sale  of  a  large  number 
of  fake  or  novelty  helmets.  Now  does  NHTSA's  compliance  testing 
program  address  this  problem? 

[The  information  follows:] 

Working  with  state  and  local  law  enforcement  officials  and  other  sources,  we  have 
identified  several  brands  of  the  so-called  "fake"  or  "novelty"  helmets.  Where  pos- 
sible, we  have  obtained  samples  of  the  suspect  helmets  and  subjected  them  to  the 
tests  specified  in  Standard  2i8.  In  most  cases  these  tjT)es  of  helmets  failed  dramati- 
cally to  comply  with  the  requirements  of  the  standard.  As  a  result  of  the  agency 
tests,  there  have  been  two  notification  and  remedy  campaigns  (recalls),  one  involv- 
ing E  &  R  Fiberglass  of  Tacoma,  Washington,  and  the  other  involving  Chico  of  Fort 
Lauderdale,  Florida.  In  each  case,  the  company  has  gone  out  of  business  after  initi- 
ating the  recall  campaign.  The  agency  is  also  conducting  a  similar  investigation  in- 
volving Frenchy's  Worldwide  Helmets  of  Pompano  Beach,  Florida.  The  agency  is  ex- 
panding the  fiscal  year  1994  program  to  include  ambient  condition  testing  of  most 
helmet  models  in  the  marketplace.  The  results  of  these  tests  will  be  provided  to  the 
pubUc  and  to  state  and  local  law  enforcement  officials. 

CIVIL  PENALTIES  ASSESSED  AND  COLLECTED 

Mr.  Carr.  Please  provide  for  the  record  the  amounts  in  civil  pen- 
alties assessed  and  collected  for  noncompliance  in  each  year  from 
fiscal  year  1988  through  fiscal  year  1993,  and  estimated  for  fiscal 
year  1994. 

[The  information  follows:] 

The  civil  penalties  assessed  and  collected  for  noncompliance  for  fiscal  year  1988 
through  fiscal  year  1993  and  the  estimate  for  fiscal  year  1994  are  as  foUows: 

Fiscal  year: 

1988  $92,750 

1989  76,200 

1990  190,900 

1991  118,500 

1992  239,500 

1993  235,800 

1994  Estimate  85,000 
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NISSAN  VAN  RECALL 

Mr.  Carr.  In  February  1994,  Nissan  Motor  Company  announced 
that  it  would  purchase  all  of  the  estimated  33,000  vans  it  sold  from 
1987  through  1990  because  of  potential  engine  fires.  Does  NHTSA 
believe  that  the  vans  have  a  safety-related  defect? 

[The  information  follows:] 

A  total  of  four  safety  recalls  have  been  conducted  to  address  engine  compartment 
fires  in  these  vehicles.  Each  recall  involved  failures  of  diflFerent  systems  and  compo- 
nents. The  fourth  recall  is  comprehensive,  and  if  installed  according  to  Nissan's  in- 
structions, should  eliminate  any  engine  compartment  fire  from  a  manufacturing 
safety  defect.  These  vehicles  are  getting  older  and  are  attaining  mileages  in  excess 
of  100,000  miles.  Under  these  circumstances,  engine  compartment  fires  could  origi- 
nate from  various  causes  not  related  to  manufactviring  or  design  defects.  These 
would  include  maintenance,  nonstandard  components,  and  general  deterioration 
common  to  older  vehicles  with  high  mileage. 

NHTSA  does  not  believe  that  the  Nissan  vans  have  an  inherent  safety  defect  ne- 
cessitating the  repurchasement  program.  Rather,  Nissan's  repurchase  offer  is  the  re- 
sult of  field  programs  encountered  during  the  installation  of  the  recall  remedy  which 
posed  potential  safety-related  programs. 

Mr.  Carr.  NHTSA  previously  denied  a  petition  asking  NHTSA  to 
order  Nissan  to  repurchase  all  of  the  vans.  What  was  NHTSA's  role 
in  Nissan's  decision  to  repurchase  the  vans  and  do  you  support  its 
repurchase  offer? 

[The  information  follows:] 

When  NHTSA  accepted  Nissan's  fourth  recall  in  May  1993  to  remedy  engine  com- 
partment fires  in  1987-1990  vans,  the  agency  stated  it  would  closely  monitor  the 
recall  and  conduct  a  formal  audit  of  the  recall  in  fall  1993.  As  a  result  of  these  ac- 
tions, NHTSA  became  aware  of  installation  problems  with  the  recall  remedy  which 
had  potential  safety  consequences.  In  December  1993,  NHTSA  intensified  its  inspec- 
tion of  vehicles  that  had  been  remedied  under  the  fourth  recall  and  conducted  an 
in-depth  investigation  of  a  fire  that  occurred  in  a  Nissan  van  several  days  afi^r  the 
fourth  recall  work  had  been  completed.  By  January  1994  NHTSA  had  met  with  Nis- 
san officials  to  advise  them  of  the  agency's  concerns  about  safety  risks  in  the  Nissan 
vans.  The  decision  to  repurchase  the  1987-1990  Nissan  vans  is  a  product  of 
NHTSA's  monitoring  of  the  fourth  recall. 

Under  the  National  Traffic  and  Motor  Vehicle  Safety  Act,  a  manufacturer  may 
choose  to  repurchase  a  defective  vehicle  for  the  original  purchase  price,  less  a  rea- 
sonable allowance  for  depreciation.  The  agency  has  concluded  that  the  price  to  be 
offered  by  Nissan  satisfies  this  criterion. 

Mr.  Carr.  When  were  problems  with  the  Nissan  vans  first  re- 
ported? 

[The  information  follows:] 

The  first  recall  was  initiated  in  1987  by  Nissan  and  involved  installing  newly  de- 
signed valve  cover  gaskets  in  approximately  10,000  1987  vans.  NHTSA  was  not 
aware  of  any  fires  in  the  vans  at  that  time.  In  late  1989,  the  first  reports  of  engine 
compartment  fires  not  directly  attributable  to  oil  leaks  that  resulted  in  the  1987 
valve  cover  gasket  recall  were  received  by  NHTSA.  Subsequently,  in  July  1990, 
NHTSA  initiated  an  investigation  into  engine  compartment  fires  that  appeared  to 
be  caused  by  failure  of  the  power  steering  hoses. 

Mr.  Carr.  How  many  vans  has  Nissan  repurchased  to  date  and 
how  many  are  still  registered  for  use  in  this  country? 
[The  information  follows:] 

As  part  of  the  fourth  recall,  Nissan  authorized  its  dealers  to  make  a  "repair  equiv- 
alent cash  offer"  to  owners  of  1987-1990  Nissan  vans  that  had  market  values  below 
the  cost  to  Nissan  of  the  fourth  recall  as  well  as  any  other  outstanding  repairs  for 
which  Nissan  would  be  hable.  Under  that  program,  Nissan  has  repurchased  ap- 
proximately 1,500  vans  through  the  end  of  February.  Additionally,  since  Nissan  an- 
nounced the  repurchasement  program  in  February  1994,  approximately  2,500  Nis- 
san van  owners  have  requested  expedited  repurchasement. 
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Nissan  originaUy  produced  and  sold  33,314  model  year  1987-1990  vans  in  the 
United  States.  However,  a  number  of  these  vans  have  been  scrapped  or  taken  out 
of  service  for  reasons  other  than  Nissan's  buy-back  or  engine  fires.  NHTSA  esti- 
mates that  there  are  25,000-29,000  1987-1990  Nissan  vans  still  available  for  use 
on  the  Nation's  highways. 

Mr.  Carr.  What  feedback  has  NHTSA  received  from  owners  or 
others  relating  to  the  adequacy  of  Nissan's  recall  and  repurchase 
efforts? 

[The  information  follows:] 

As  part  of  the  agency's  audit  of  the  fourth  recall,  questionnaires  were  sent  to  all 
owners  of  1987-1990  Nissan  vans  in  fall  1993.  Both  positive  and  negative  feedback 
was  received.  Many  owners  appeared  to  be  quite  satisfied  with  the  performance  of 
the  Nissan  dealers  in  providing  the  recall  service  as  well  as  the  performance  of  their 
vans.  However,  there  were  also  a  number  of  owners  who  reported  continuing  dis- 
satisfaction with  Nissan,  Nissan  dealers,  and  their  vans. 

The  Nissan  repiu-chasement  program  announced  in  February  1994,  begins  in 
April  1994.  While  negative  comments  about  the  amount  of  money  being  offered  to 
owners  in  the  repurchasement  program  have  been  received  from  consumer  groups 
and  some  Nissan  owners,  it  appears  that  most  owners  are  satisfied  with  either 
keeping  their  vans  or  selling  them  back  to  Nissan.  Approximately  1,500  owners 
opted  to  sell  their  vans  back  to  Nissan  as  part  of  a  voluntary  program  in  the  fourth 
recall  in  which  van  owners  were  offered  the  cash  equivalent  of  the  cost  of  the  recall 
and  any  other  service  and  repair  for  which  Nissan  would  be  liable.  Owners  who  sold 
their  vans  back  to  Nissan  prior  to  Nissan's  repurchasement  program  based  on  the 
NADA  "Blue  Book"  value  of  the  van  will  receive  reimbursement  from  Nissan  for  any 
difference  between  the  repair  equivalent  cash  offer  they  received  and  the  Blue  Book 
value  they  would  have  been  entitled  to.  This  appears  to  be  fair  and  equitable. 

Mr.  Carr.  Does  NHTSA  believe  that  any  further  actions  are 
needed  by  Nissan  regarding  these  vans? 
[The  information  follows:] 

For  those  owners  who  choose  to  keep  their  1987-1990  Nissan  vans,  Nissan  needs 
to  continue  to  monitor  the  performance  of  the  recall  remedy,  as  is  the  case  in  any 
safety  recall. 

SAFETY  OVERSIGHT  OF  NISSAN  VANS 

Mr.  Carr.  Does  NHTSA  believe  that  it  provided  appropriate  safe- 
ty oversight  of  this  problem  and,  if  so,  please  discuss  why? 
[The  information  follows:] 

Yes.  When  engine  compartment  fires  first  occurred  with  any  semblance  of  a  trend, 
NHTSA  initiated  an  investigation  which  resulted  in  a  recall  to  correct  the  failure 
of  the  power  steering  hoses.  When  engine  compartment  fires  were  determined  to 
occur  in  vehicles  which  appeared  to  have  all  the  applicable  recall  work  completed, 
NHTSA  again  initiated  an  investigation,  which  resulted  in  another  recall.  The  noti- 
fication and  remedy  campaign  for  this  recall  was  begun  in  April  1992.  On  January 
25,  1993,  NHTSA  was  petitioned  on  the  adequacy  of  the  remedy  of  the  Nissan  en- 
gine compartment  safety  recalls.  At  that  time,  NHTSA  did  not  have  any  reports  of 
engine  compartment  fires  in  Nissan  vans  in  which  the  recall  work  under  the  third 
recall  had  been  completed.  In  accordance  with  NHTSA's  procedures,  an  investiga- 
tion of  the  allegations  made  in  the  petition  was  initiated.  Subsequently  it  was 
learned  that  there  had  been  engine  compartment  fires  in  vans  which  did  have  all 
the  applicable  recall  work  completed.  The  fires  appeared  to  have  been  caused  by 
overheating  of  the  engine  cooling  system,  resulting  in  failure  of  a  freeze  plug  located 
at  the  rear  of  the  cylinder  head.  On  March  15,  1993,  Nissan  initiated  a  comprehen- 
sive recall  which  provided  owners  with  a  new,  redesigned  engine  cooling  system. 
The  remedy  also  provided  a  comprehensive  cooling  system  sensor  and  warning  sys- 
tem to  detect  possible  engine  overheating,  warn  the  operator  of  an  impending  prob- 
lem, and  to  limit  vehicle  operation  if  the  operator  continued  to  drive  the  vehicle 
when  overheating  may  be  imminent. 

NHTSA  did  not  encourage  repurchase  of  the  vans  at  that  time  because  the  agency 
believes  that  the  best  course  of  action  is  to  remedy  a  defective  condition.  A  vehicle 
repurchasement  program  does  not  guarantee  that  all  vehicles  will  be  sold  back  to 
the  manufacturer.  If  the  known  overheating  condition  was  not  addressed,  then  those 
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vans  not  repurchased  by  Nissan  would  be  in  danger  of  an  engine  compartment  fire 
due  to  overheating. 

As  events  have  occurred,  Nissan  is  now  oJTering  to  repurchase  the  vans.  However, 
for  those  owners  who  choose  to  keep  their  vans,  a  comprehensive  remedy  has  been 
developed,  and  if  instedled  completely  and  correctly,  should  eliminate  any  engine 
compartment  fires  in  these  vehicles  due  to  overheating. 

In  all  cases,  NHTSA's  actions  were  timely,  responsible,  and  consistent  with  all  es- 
tablished agency  poUcies. 

DEFECTS  INVESTIGATIONS  FUNDING 

Mr.  Carr.  For  fiscal  year  1994,  the  amounts  available  for  the  Of- 
fice of  Defects  Investigations  increased  by  40  percent.  Please  indi- 
cate how  the  $550,000  increase  over  the  1993  level  for  defects  in- 
vestigations will  be  used  in  the  current  fiscal  year,  and  in  fiscal 
year  1995. 

[The  information  follows:] 

The  funds  will  be  used  in  three  areas.  First,  a  methodology  will  be  developed  and 
utilized  for  analyzing  real-world  crash  data  to  search  for  patterns  indicating  the  pos- 
sible existence  of  safety-related  defects  in  various  make/model  motor  vehicles.  Sec- 
ond, comprehensive  field  inspections  of  motor  vehicles  will  be  conducted  to  deter- 
mine if  safety-related  problems  exist  in  on-the-road  vehicles.  Third,  testing  capabili- 
ties will  be  developed  to  assess  safety  problems  related  to  the  sophisticated  vehicle 
electronics,  computer  controls,  and  various  light-weight  or  composite  materials  in 
modem  motor  vehicles. 

SAFETY  RECALL  CAMPAIGNS 

Mr.  Carr.  Why  is  an  additional  $179,000  needed  for  safety  recall 
campaigns  and  how  will  the  use  of  these  funds  differ  than  that  pro- 
posed for  defects  investigations? 

[The  information  follows:] 

A  critical  part  of  the  agency's  efforts  to  remove  unsafe  vehicles  and  items  of  motor 
vehicle  equipment  from  the  roadways  is  its  program  to  monitor  safety  recall  cam- 
paigns (both  defect  and  noncompliance  recalls)  to  ensure  that  the  recall  remedy  is 
adequate  and  recall  completion  rates  are  maximized.  This  post-recall  program  ap- 
plies to  all  safety  recalls — those  initiated  by  the  manufacturer  and  those  influenced 
by  NHTSA  investigations.  Specifically,  NHTSA  reviews  all  recalls  to  ensure  that 
manufacturers  meet  all  of  the  requirements  of  the  National  Traffic  and  Motor  Vehi- 
cle Safety  Act,  implementing  Federal  regulations,  and  NHTSA  policies.  Analyses  are 
conducted  on  the  scope  of  the  recall  to  ensure  that  it  is  appropriate  and  on  the  rem- 
edy to  ensure  that  it  is  solving  the  safety  problem.  Analyses  of  recall  completion 
rates  are  conducted  on  a  quarterly  basis  to  ensure  that  the  recall  is  progressing  at 
an  acceptable  rate.  If  NHTSA  believes  that  a  recall  is  not  progressing  at  an  accept- 
able rate,  the  recall  population  is  inappropriate,  or  the  recall  remedy  has  not  cor- 
rected the  safety  problem,  the  agency  directs  the  manufacturer  to  take  appropriate 
remedial  actions. 

In  fiscal  year  1993,  NHTSA  directed  manufacturers  to  renotify  vehicle  owners  in 
12  recalls  involving  2.5  million  vehicles  that  had  not  been  remedied.  Additionally, 
the  agency  initiated  21  recall  audits,  24  investigations  of  the  adequacy  of  the  recall 
remedy  and  the  appropriateness  of  the  recall  scope,  and  65  inquiries  to  manufactur- 
ers concerning  service  campaigns  that  appeared  to  involve  safety-related  problems 
or  safety  recalls  in  other  countries.  These  actions  resulted  in  24  vehicle  recalls  in- 
volving nearly  1.2  million  vehicles  and  3  equipment  recalls  involving  more  than 
79,000  items  of  motor  vehicle  equipment. 

AUTO  SAFETY  HOTLINE — CONSUMER  AWARENESS 

Mr.  Carr.  Last  year,  we  were  told  that  about  $162,000  would  be 
used  to  expand  consumer  awareness  of  the  Auto  Safety  Hotline. 
Have  these  activities  been  completed  and,  if  so,  what  have  been  the 
results? 

[The  information  follows:] 
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The  agency  has  already  put  into  place  a  number  of  programs  with  national,  re- 
gional, and  local  associations  in  various  motor  vehicle-related  industries,  individual 
companies,  consumer  networks,  and  the  media  which  are  designed  to  inform  the 
public  of  the  Auto  Safety  Hotline.  Additionally,  creative  efforts  involving  electronic 
bulletin  boards,  direct  mailings  to  Congressional  staffs  and  state/local  consumer  af- 
fairs offices,  incorporation  of  Hotline  information  in  course  cvirricula  at  the  univer- 
sity level,  etc.,  are  underway. 

While  it  is  still  early  to  measure  the  collective  effect  of  these  efforts,  it  is  noted 
that  the  number  of  calls  to  the  HotUne  thus  far  in  1994  are  more  than  20  percent 
higher  than  the  same  period  in  1993. 

Mr.  Carr.  How  much  would  be  spent  on  public  awareness  activi- 
ties during  fiscal  year  1995? 
[The  information  follows:] 

It  is  anticipated  that  a  somewhat  higher  amount  of  fiinds  will  be  spent  in  fiscal 
year  1995  to  increase  consumer  awareness  of  the  Auto  Safety  Hotline  than  was 
spent  in  fiscal  year  1994.  This  results  from  the  fact  that  additional  equipment  need- 
ed to  respond  to  a  higher  number  of  consumer  calls  was  purchased  in  fiscal  year 
1994. 

AUTO  SAFETY  HOTLINE — EXPANSION 

Mr.  Carr.  Last  year,  we  were  told  that  about  $162,000  would  be 
used  to  expand  the  hotline  itself  with  additional  equipment  and  op- 
erators. Have  these  activities  been  completed? 

[The  information  follows:] 

In  anticipation  of  increased  consumer  calls  to  the  Auto  Safety  Hotline,  the  agency 
has  purchased  additional  equipment  and  has  a  contract  in  process  to  hire  part-time 
and  full-time  contractor  staff  to  supplement  the  existing  Hotline  staff. 

AUTO  SAFETY  HOTLINE — CAPACITY/STAFFING 

Mr.  Carr.  What  is  the  current  capacity  of  and  staffing  for  the 
hotline,  and  what  is  planned  for  fiscal  year  1995? 
[The  information  follows:] 

The  current  call  handling  capacity  of  the  Hotline  is  approximately  550,000  calls 
per  year.  This  includes,  a  10  percent  rate  of  "dropped  calls",  which  are  the  result 
of  callers  not  completing  recorded  requests  for  services  or  not  waiting  for  assistance 
by  Hotline  personnel.  In  fiscal  year  1995  NHTSA  plans  to  add  additional  contractor 
personnel  to  handle  the  anticipated  increase  in  calls  resulting  from  the  fiscal  year 
1994  program  activities  to  promote  consumer  awareness  of  the  Hotline  for  reporting 
safety  problems  on  motor  vehicles  and  items  of  motor  vehicle  equipment. 

The  current  (fiscal  year  1994)  staffing  for  the  Hotline  is  as  follows:  1  Hotline  Su- 
pervisor, full-time  permanent.  Federal  personnel;  9  Contact  Representatives,  full- 
time  permanent.  Federal  personnel;  1  Contact  Representative,  part-time  permanent. 
Federal  personnel;  3  Contact  Representative,  full-time,  contractor  personnel;  2  Tran- 
scribers, full-time,  contractor  personnel,  on-site;  2  Transcribers,  fiUl-time,  contractor 
personnel,  off-site;  1  Student  Aide,  college  level,  half  time. 

ODOMETER  FRAUD  PROGRAM 

Mr.  Carr.  What  are  the  recent  achievements  of  the  odometer 
fraud  program? 

[The  information  follows:] 

From  1990  through  1993,  NHTSA's  Odometer  Fraud  Staff  completed  95  investiga- 
tions which  substantiated  odometer  fraud.  73  cases  were  referred  to  the  Department 
of  Justice  for  criminal  prosecution.  NHTSA  cases  were  responsible  for  52  criminal 
convictions  resulting  in  fines  totaling  $213,520,  court  awarded  restitution  for  de- 
frauded consumers  totaling  $94,000,  and  prison  sentences  ranging  from  six  months 
to  seven  years.  From  1989  through  1992,  the  State  Enforcement  Support  Contract 
Program  awarded  contracts  to  16  states  totaling  $400,000.  While  under  contract, 
these  states  conducted  seven  statewide  public  awareness  programs,  1,807  investiga- 
tions, and  recovered  restitution  totaling  $419,020  for  defrauded  consumers. 
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Mr.  Carr.  The  justifications  refer  to  a  continuing  program  to 
deter  odometer  fraud  that  includes  investigating  large  scale  odom- 
eter fraud  schemes  and  encouraging  and  assisting  State  enforce- 
ment agencies.  How  are  you  able  to  conduct  these  activities  with 
no  contract  funding  for  the  program? 

[The  information  follows:] 

NHTSA  conducts  investigations  of  large-scale  odometer  fraud  schemes  unilater- 
ally with  minimal  assistance  from  state  enforcement  agencies.  In  these  cases,  the 
assistance  provided  by  state  agencies  is  voluntary.  From  1989  through  1993,  con- 
tract funds  were  provided  to  four  state  enforcement  agencies  each  year  which  served 
as  "seed  money"  for  the  state  to  implement  and  maintain  aggressive  odometer  fraud 
enforcement  programs.  Congress  provided  no  contract  funding  for  fiscal  year  1994. 
The  agency  is  continuing  to  encourage  enforcement  at  the  state  level  through  effec- 
tive liaison  with  state  agencies  and  is  providing  assistance  to  those  states  that  have 
elected  to  continue  odometer  fraud  enforcement  efforts. 

ODOMETER  FRAUD  PROGRAM — STAFFING 

Mr.  Carr.  How  many  positions  will  be  devoted  to  the  odometer 
program  in  fiscal  years  1994  and  1995? 
[The  information  follows:] 

Seven  full  time  and  one  part  time  position  will  be  devoted  to  the  odometer  fraud 
program  in  fiscal  year  1994.  No  positions  wUl  be  devoted  to  the  program  in-  fiscal 
year  1995. 

GRAY  MARKET  AUTOMOBILE  IMPORTS — GAO  REPORT 

Mr.  Carr.  Please  address  the  issues  raised  in  the  recent  report 
of  the  General  Accounting  Office  on  "gray  market"  automobile  im- 
ports, including  NHTSA's  response  to  the  GAO's  findings. 

[The  information  follows:] 

The  GAO  report  found  that  NHTSA  does  a  good  job  of  verif3dng  that  vehicles  the 
U.S.  Customs  Service  identifies  as  permanent  imports  are  modified  to  meet  U.S. 
safety  standards.  Nonetheless,  GAO  maintains  that  further  improvements  are  pos- 
sible in  program  areas  such  as  controls  over  temporary  imports  and  ensuring  that 
user  fees  cover  program  costs. 

The  GAO  recommends  that  the  Secretary  of  Transportation. 

1.  Evaluate  the  merits,  including  benefits,  costs  and  potential  alternatives,  of 
modifying  the  Federal  vehicle  identification  number  (VIN)  coding  provisions  to  re- 
quire a  uniform  VIN  code  to  identify  whether  each  vehicle  was  originally  built  to 
conform  to  U.S.  safety  standards. 

2.  Work  with  the  safety  group  mandated  by  the  Anti  Car  Theft  Act  of  1992  and 
the  American  Association  of  Motor  Vehicle  Administrators  (AAMVA)  to  facilitate  co- 
operation among  state  and  Federal  agencies  to  better  identify  and  control  the  reg- 
istration of  gray  market  vehicles. 

3.  Determine  whether  NHTSA  should  seek  authority  to  require  the  exportation 
of  noncompljring  vehicles  and  whether  the  level  of  fines  for  such  vehicles  should  be 
increased. 

4.  Establish  user  fees  sufficient  to  cover  the  registered  importer  programs's  cost. 

5.  Ensure  that  all  imported  vehicles  meet  the  same  degree  of  compliance  with 
safety  standards  and  recalls  for  the  correction  of  safety  defects. 

6.  Improve  the  accuracy  of  the  Federal  data  base  for  tracking  gray  market  vehi- 
cles. 

Departmentt  of  Transportation  Position 

Overall,  the  Department  maintains  that  NHTSA  is  ensuring  that  gray  market  ve- 
hicles imported  into  the  U.S.  by  registered  importers  (RI)  are  brought  into  compli- 
ance with  Federal  standards.  The  Importer  Vehicle  Safely  Compliance  Act  of  1988 
(the  Act)  provided  NHTSA  with  greater  control  in  administering  and  enforcing  the 
gray  market  program.  NHTSA  now  approves  firms  that  are  qualified  to  act  as  RIs 
based  on  an  evaluation  of  facilities,  staff,  and  knowledge  of  the  modifications  nec- 
essary to  bring  vehicles  into  compliance.  Firms  that  act  as  RIs  must  obtain  the  nee- 
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essary  insurance  policies  to  cover  the  cost  of  vehicle  repairs  under  potential  defect 
and  noncompliance  notification  and  remedy  recall  campaigns. 

The  GAO  report  highlighted  areas  in  which  NHTSA  has  already  taken  action  to 
improve  the  gray  market,  vehicle  program.  To  ensure  that  user  fees  cover  program 
costs,  NHTSA  recognized  the  reduced  program  costs  obtained  through  more  efficient 
operations  and  took  action  to  revise  the  fee  structure.  Vehicle  manufacturers  are 
being  contacted  to  explore  the  potential  for  using  existing  VIN  coding  systems  to 
better  identify  Canadian  vehicles  manufactured  for  the  U.S.  market  without  man- 
dating costly  changes.  In  addition,  vehicle  manufacturers  verified  that  once  they  are 
notified  that  a  Canadian  vehicle  is  imported  into  the  U.S.,  it  is  tracked  in  a  manu- 
facturer's system  as  a  U.S.  vehicle  for  recall  purposes.  NHTSA  revised  its  import 
approval  form  letter  to  highlight  the  importance  of  keeping  the  vehicle  manufactur- 
ers informed  of  the  vehicle  owner's  current  address  so  that  they  can  be  contacted 
in  the  event  of  a  recall.  The  forms  used  by  the  U.S.  Customs  Service  for  the  gray 
market  vehicle  program  have  been  revised  to  better  track  imported  vehicles  from 
Canada.  NHTSA  and  the  U.S.  Customs  Service  are  working  together  to  improve 
documentation  and  to  make  record  movement  between  the  agencies  more  efficient 
and  effective.  Finally,  NHTSA  is  working  with  the  AAMVA  to  identify  methods  to 
work  more  effectively  with  the  states  on  gray  market  vehicle  registration  issues. 

NATIONAL  DRIVER  REGISTER  PROGRAM  AUTHORIZATION 

Mr.  Carr.  What  is  the  fiscal  year  1995  authorization  for  the  Na- 
tional Driver  Register  Program? 
[The  information  follows:] 

The  Department  has  requested  $3.4  million  for  operation  of  the  NDR  during  fiscal 
year  1995. 

The  1995  NHTSA  Budget  request  for  the  National  Driver  Register  program  as- 
sumes reauthorization  of  the  program  under  the  Highway  Trust  fund  and  reauthor- 
ization language  is  included  in  the  General  Provision  Section.  The  reauthorization 
would  continue  the  drawdown  of  funds  from  the  Section  402  program.  Furthermore, 
the  reauthorization  includes  $2.6  million  which,  together  with  $850  thousand  of  un- 
obligated balances,  will  provide  an  authorized  level  of  $3.4  million  of  contract  au- 
thority for  FY  1995. 

PROBLEM  DRIVER  POINTER  SYSTEM  CONVERSION 

Mr.  Carr.  What  progress  are  states  making  in  transitioning  to 
the  Problem  Driver  Pointer  System  (PDPS)?  Which  states  have  not 
yet  made  the  conversion? 

[The  information  follows:] 

All  states  have  formally  agreed  to  participate  under  the  PDPS  and  have  received 
technical  assistance  grants  to  convert  to  the  new  system.  Representatives  from  each 
state  have  attended  two  technical  training  workshops.  To  date,  NHTSA  has  pro- 
vided on-site  technical  assistance  to  28  states.  The  PDPS  central  site  software  was 
released  for  testing  in  November  1993  and  8  states  are  currently  testing  their  sys- 
tems. 

Mr.  Carr.  NHTSA's  Priority  Plan  includes  a  goal  of  39  states 
participating  in  the  PDPS  by  the  end  of  fiscal  year  1994.  Will 
NHTSA  meet  that  goal? 

[The  information  follows:] 

NHTSA  plans  to  release  the  PDPS  for  full  operation  in  June  1994.  At  that  time, 
states  will  join  the  PDPS  as  soon  as  they  are  ready.  NHTSA  expects  to  add  at  least 
one  state  per  week,  with  at  least  16  states  participating  by  the  end  of  the  fiscal 
year. 

NATIONAL  DRIVERS  REGISTER  GOALS 

Mr.  Carr.  What  are  NHTSA's  specific  goals  for  the  NDR  pro- 
gram during  fiscal  year  1995? 
[The  information  follows:] 
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NHTSA's  goals  are  to  have  all  states  operating  under  PDPS  during  fiscal  year 
1995  and  to  begin  the  transfer  of  the  Help  Desk  and  Data  Center  functions  to 
AAMVA. 

STATE  LICENSING  INFORMATION  SYSTEMS  INTEGRATION 

Mr.  Carr.  The  justifications  indicate  that  NHTSA  will  be  work- 
ing with  FHWA  and  the  American  Association  of  Motor  Vehicle  Ad- 
ministrators (AAMVA)  to  review  all  state  licensing  information  sys- 
tems to  determine  how  these  systems  can  be  integrated.  What  spe- 
cific issues  will  be  reviewed  in  this  project  and  what  is  your  time- 
table for  completing  the  review? 

[The  information  follows:] 

The  review  will  examine  whether  the  systems  have  overlapping  functions  that 
should  be  eliminated;  whether  these  systems  should  exist  separately  or  be  combined 
into  one  system  (possibly  an  all-drivers  pointer  system);  what  are  logical  roles  for 
the  State  and  Federal  governments  in  operating  these  systems;  how  should  the  sys- 
tems be  funded;  and  what  legislation,  if  any,  would  be  necessary  to  implement  any 
recommended  changes.  The  review  is  expected  to  take  from  18  to  24  months. 

Mr.  Carr.  What  financial  contribution  are  FHWA  and  AAMVA 
making  toward  the  cost  of  the  review? 
[The  information  follows:] 
FHWA  and  AAMVA  will  contribute  staff  time.  NHTSA  will  fund  the  study. 

Mr.  Carr.  What  known  barriers  are  there  to  the  integration  or 
consolidation  of  the  NDR,  the  commercial  driver  licensing  system, 
and  the  driver  license  compact? 

[The  information  follows:] 

New  legislation  or  amendments  to  existing  legislation  would  be  required.  Al- 
though CDLIS  and  PDPS  are  quite  similar,  they  are  mandated  under  two  different 
statutes  and  have  different  requirements.  For  example,  PDPS  users  are  strictly  hm- 
ited  to  those  specified  in  the  NDR  Act,  while  CDLIS  has  more  flexibility  in  terms 
of  who  can  use  the  information.  The  Driver  License  Reciprocity  System  (Compact) 
is  not  federally  mandated  and,  thus,  the  states  do  not  necessarily  feel  the  urgency 
to  participate  in  that  system.  In  addition,  integration  of  the  systems  would  require 
a  significant  systems  design  and  programming  effort  and  could  be  quite  costly.  The 
study  of  all  state  licensing  information  systems  will  consider  all  of  these  issues. 

NDR — REDUCING  NHTSA  INVOLVEMENT 

Mr.  Carr.  In  July  1993,  NHTSA  submitted  a  report  to  the  Ap- 
propriations Committees  regarding  whether  NHTSA's  involvement 
in  the  NDR  program  could  be  reduced.  What  are  the  key  issues 
identified  by  NHTSA  concerning  the  possible  transfer  of  respon- 
sibility for  operating  all  or  part  of  the  NDR  to  the  AAMVA? 

[The  information  follows:] 

The  key  issues  concerning  the  possible  transfer  to  AAMVA  of  responsibility  for  op- 
erating the  data  center  and  Help  Desk  are:  Will  a  transfer  help  the  states  by  mov- 
ing system  management  closer  to  the  major  system  users  and  by  allowing  closer  co- 
operation between  the  NDR  and  CDLIS  systems?  Will  a  transfer  increase  or  de- 
crease NDR  and  CDLIS  system  service  levels  and  reliability?  Will  a  transfer  help 
or  hinder  NDR  service  to  non-state  users,  such  as  the  FAA  and  the  FRA?  Will  a 
transfer  protect  data  security  and  confidentiality?  How  should  the  transferred  func- 
tions be  funded?  What  legislation  is  necessary  to  effect  a  transfer? 

NHTSA  believes  that  transferring  the  data  center  and  Help  Desk  to  AAMVA  will 
help  the  states  and  increase  service  levels  with  no  degradation  of  system  reliability, 
service  to  non-state  users,  or  data  security  and  confidentiality.  The  transferred  func- 
tions should  be  funded  through  user  fees.  Legislation  is  necessary  to  authorize  the 
Secretary  of  Transportation  to  assign  these  functions  to  AAMVA. 
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Mr.  Carr.  NHTSA's  report  indicates  that  two  NDR  activities — 
the  data  center  and  the  help  desk — could  and  should  be  transferred 
to  the  AAMVA,  but  the  report  stops  short  of  recommending  trans- 
fer of  the  entire  program  to  the  States.  What  would  be  the  dis- 
advantages of  transferring  responsibility  for  operating  the  entire 
program  to  the  AAMVA,  with  NHTSA  retaining  responsibility  for 
Privacy  Act  requirements,  after  fiscal  year  1995  when  the  PDPS 
will  be  fully  implemented? 

[The  information  follows:] 

A  complete  transfer  of  NDR  responsibility  to  AAMVA  raises  several  questions. 
Those  questions  include  whether  reduced  responsiveness  to  non-state  users  (FAA, 
FRA,  USCG,  etc.).  It  could  also  reduce  the  NDR's  accountability  to  Congress.  An- 
other key  issue  is  whether  a  complete  transition  would  limit  NHTSA's  ability  to  ex- 
ercise oversight  and  leadership  in  driver  licensing  generally. 

NHTSA  believes  that  the  broad  question  of  driver  licensing  system  goals  and 
strategy  is  a  much  more  important  issue.  In  the  July  1993  Report  to  Congress, 
NHTSA  recommended  that  FHWA,  AAMVA,  and  NHTSA  conduct  a  joint  review  of 
all  state  licensing  information  systems.  This  review  should  be  conducted  before  any 
further  NDR  changes  are  proposed. 

Mr.  Carr.  What  is  the  position  of  the  AAMVA  with  regard  to  the 
possible  transfer  of  the  operational  responsibility  of  the  NDR  to 
that  organization? 

[The  information  follows:] 

AAMVA's  position  is  that  responsibility  for  operating  the  data  center  and  the 
Help  Desk  would  give  them  an  opportunity  to  serve  their  constituency  better.  A  sin- 
gle data  center  for  both  CDLIS  and  NDR  would  provide  economies  of  scale  in  con- 
tracting for  timesharing  services.  Direct  control  of  the  NDR  data  center  also  would 
benefit  the  states  by  sdlowing  them  to  change  service  levels  quickly,  if  needed.  A 
single  Help  Desk  to  address  questions  involving  CDLIS,  NDR,  and  DLR  would  pro- 
vide one  set  of  experts  that  know  how  the  various  systems  interrelate  and  would 
facilitate  coordinated  solutions  to  driver  licensing  problems. 

Mr.  Carr.  NHTSA's  report  estimates  that  approximately 
$491,000  would  be  required  for  NHTSA  management  oversight  of 
the  NDR  if  the  program  were  transferred  in  its  entirety,  excluding 
privacy  requirements,  to  the  AAMVA.  What  was  the  basis  for  this 
estimate? 

[The  information  follows:] 

The  estimate  assumed  that  all  NDR  fiinctions  would  be  transferred  to  A.'MVA, 
including  privacy  requirements  support.  The  estimate  represents  salaries  and  over- 
head for  four  full-time  staff  for  NHTSA  management  oversight. 

NDR — FTE  ALLOCATION 

Mr.  Carr.  How  many  full-time  equivalents  are  allocated  to  the 
NDR  program  in  fiscal  year  1994  and  what  is  your  estimate  for  fis- 
cal year  1995? 

[The  information  follows:] 

There  are  12.6  FTE's  allocated  to  the  program  for  fiscal  year  1994.  The  requested 
allocation  remains  the  same  for  fiscal  year  1995. 

NDR — LEGISLATIVE  CHANGES 

Mr.  Carr.  What  legislative  changes  in  the  National  Driver  Reg- 
ister Act  of  1982  would  be  needed  to  facilitate  transfer  of  oper- 
ational responsibility  for  the  NDR  to  the  AAMVA? 

[The  information  follows:] 

Legislation  must  be  passed  specifically  authorizing  the  Secretary  of  Transpor- 
tation to  assign  these  functions  to  AAMVA. 
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CDLIS  USER  FEE  SYSTEM 

Mr.  Carr.  Please  elaborate  on  the  Commercial  Drivers  License 
Information  System  (CDLIS)  user  fee  system  and  its  applicability 
to  the  NDR? 

[The  information  follows:] 

Under  the  CDLIS,  the  states  are  assessed  fees  based  on  the  number  of  records 
they  have  in  the  system.  With  legislative  authority,  this  also  could  be  done  for  the 
NDR.  However,  fiiU  participation  in  the  NDR  is  not  mandatory  as  it  is  for  CDLIS. 
Therefore,  a  different  method  of  assessing  user  fees  may  be  needed  for  the  NDR  in 
order  not  to  discourage  full  participation. 

Mr.  Carr.  Your  report  also  suggested  that  states  would  incur  an 
average  of  $54,000  in  additional  costs  if  a  user  fee  system  were  im- 
plemented for  the  NDR.  What  was  the  basis  for  this  estimate? 

[The  information  follows:] 

The  estimate  is  based  on  the  estimated  total  cost  for  AAMVA  to  operate  the  NDR, 
which  is  $2,759,000,  divided  by  51  jurisdictions. 

Mr.  Carr.  NHTSA's  report  suggests  that  states  should  be  pro- 
vided a  three-year  transition  period  before  being  required  to  pay 
user  fees  for  the  NDR.  How  did  NHTSA  reach  this  conclusion? 

[The  information  follows:] 

When  NHTSA  discussed  the  report's  conclusions  with  AAMVA's  Board  of  Direc- 
tors, AAMVA  strongly  urged  that  a  transition  period  for  the  user  fees  be  allowed 
so  that  the  states  could  make  necessary  legislative  and  budgetary  changes.  Each 
state  would  have  to  determine  the  method  of  collecting  this  user  fee  (i.e.,  general 
fiind,  licensing  fee,  etc.).  In  most  states,  legislation  would  be  needed  to  authorize 
fee  collection  and  budget  changes.  Since  the  legislatures  in  several  states  meet  on 
a  biennial  basis,  this  process  could  take  up  to  three  years. 

NDR — ^TRANSFER  PLANNING  ACTIVITIES 

Mr.  Carr.  What  additional  planning  activities  has  NHTSA  con- 
ducted to  move  toward  a  transfer  of  the  NDR  to  the  AAMVA? 
[The  information  follows:] 

NHTSA  is  currently  drafting  legislation  for  the  transfer  of  two  NDR  functions  to 
AAMVA  and  has  developed  an  implementation  plan  to  transfer  these  functions. 

NDR — ^UNOBLIGATED  CARRYOVER  FUNDS 

Mr.  Carr.  What  was  the  reason  for  the  large  carryover  of  unobli- 
gated funds  from  fiscal  year  1992  to  fiscal  year  1993  for  the  Na- 
tional Driver  Register  Program? 

[The  information  follows:] 

The  carryover  funds  were  allocated  for  grants  to  states  and  territories  to  assist 
their  PDPS  implementation.  Only  twelve  states  submitted  their  applications  in  time 
to  be  awarded  in  fiscal  year  1992.  Grants  for  the  remaining  38  states  and  the  Dis- 
trict of  Columbia  were  awarded  in  fiscal  year  1993.  None  of  the  U.S.  territories  ap- 
plied for  the  grant  funds  that  were  available  to  them. 

Mr.  Carr.  What  is  your  projected  unobligated  balance  for  the 
NDR  at  the  end  of  fiscal  year  1994? 
[The  information  follows:] 

NHTSA  does  not  anticipate  any  unobligated  balance  of  fiscal  year  1994  funds  for 
the  NDR. 

SECTION  402  PROGRAM 

Mr.  Carr.  The  justifications  indicate  that  "Section  402  dollars  re- 
sulted in  potential  cost  savings  attributed  to  lives  saved  of  $8.8  bil- 
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lion,  a  benefit  cost  ratio  of  over  33:1."  How  was  this  benefit  cost 
ratio  determined? 

[The  information  follows:] 

The  key  word  in  this  material  in  the  budget  justification  is  potential.  It  was  not 
intended  to  imply  that  the  1992  program  would  save  the  $8.8  bilUon  in  1992,  but 
rather  that  the  1992  program  would  contribute  to  this  level  of  savings.  The  Section 
402  program  includes  a  number  of  programs  that  are  designed  to  reduce  the  number 
of  deaths  and  injuries  on  the  nation's  highways,  including  reduction  in  alcohol-relat- 
ed fatal  crashes,  increasing  the  use  of  occupant  restraints,  and  reducing  speeding. 
An  estimate  was  made  that  if  realistic  goals  could  be  achieved  for  these  programs 
by  the  year  2000,  12,500  lives  a  year  would  be  saved.  In  its  September  1992  pubUca- 
tion  'The  Economic  Cost  of  Motor  Vehicle  Crashes,"  the  agency  estimated  that  in 
1990  economics  the  cost  of  a  fatality  was  approximately  $700,000.  Multiplying 
12,500  lives  by  the  $700,000  results  in  an  annual  cost  saving  of  $8.8  billion.  Divid- 
ing that  amount  by  the  $260  million  program  cost  yields  a  benefit:  cost  ratio  of  more 
the  33:1. 

SECTION  402 — NATIONAL  PRIORITY  AREAS 

Mr.  Carr.  What  are  the  national  priority  areas  for  the  Section 
402  State  and  Community  Grant  Program? 
[The  information  follows:] 

The  eight  (8)  priority  program  areas  for  the  Section  402  State  and  Community 
Grant  Program  are  as  follows:  Occupant  Protection,  Alcohol  and  Other  Drug  Coun- 
termeasures,  Police  Traffic  Services,  Emergency  Medical  Services,  Traffic  Records, 
Motorcycle  Safety,  Pedestrian  and  Bicycle  Safety,  and  Roadway  Safety. 

As  reqviired  by  ISTEA,  NHTSA  published  a  Notice  of  Proposed  Rulemaking 
(NPRM)  on  January  14,  1994,  to  solicit  public  comment  on  adding  School  Bus  Safety 
and  Speed  Control  to  the  Section  402  national  priorities.  The  45  day  comment  pe- 
riod ended  February  28,  1994;  NHTSA  is  currently  reviewing  comments. 

Mr.  Carr.  Are  states  mandated  to  address  each  of  the  national 
priorities  or  do  they  have  flexibility  to  address  only  some  of  the  pri- 
orities? 

[The  information  follows:] 

States  are  not  mandated  to  address  each  of  the  national  priority  programs.  States 
are  encouraged  to  address  their  unique  highway  safety  problems  with  any  reason- 
able countermeasure  to  contribute  to  a  reduction  in  highway  deaths,  injuries,  and 
resulting  health  care  costs. 

SECTION  402:  ALCOHOL  AND  OCCUPANT  PROTECTION  ALLOCATION 

Mr.  Carr.  Will  States  be  required  to  allocate  certain  Section  402 
resources  for  alcohol  and  occupant  protection  activities  in  support 
of  the  Secretary's  combined  safety  belts/alcohol  initiative? 

[The  information  follows:] 

A  significant  feature  of  the  combined  alcohol/safety  belt  initiative  is  its  flexibility. 
The  program  uses  a  "bottoms-up"  approach  and  empowers  the  states  to  decide  for 
themselves  where  their  resources  will  be  placed  in  both  the  alcohol  and  occupant 
protection  areas.  The  states  have  been  asked  to  set  their  own  alcohol  and  safety  belt 
use  goals  in  support  of  the  Secretary's  initiative.  However,  as  alcohol  and  safety 
belts  are  significant  priority  areas,  the  states  continue  to  address  them  in  their 
highway  safety  plans  and  conduct  numerous  activities  in  this  effort. 

SECRETARY'S  COMBINED  SAFETY  BELT/ALCOHOL  CAMPAIGN 

Mr.  Carr.  What  role  did  the  States  have  in  the  establishment  of 
the  Secretary's  combined  safety  belt/alcohol  goals  for  1997? 
[The  information  follows:] 

The  agency  reviewed  each  state's  highway  safety  plan  and  used  the  information 
to  provide  the  basis  for  developing  belt  and  alcohol  goals.  Trend  data  was  then  cor- 
related with  the  aggregate  of  state  data  to  establish  the  national  goals. 
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COMBINED  CAMPAIGN — INDIVIDUAL  STATE  GOALS 

Mr.  Carr.  Have  states  set  their  own  individual  goals  which  un- 
derlie the  national  goal  of  75  percent  seat  belt  use  and  43  percent 
alcohol-related  fatalities  and,  if  so,  please  provide  a  table  which 
lists  the  goals  for  each  state? 

[The  information  follows:] 


150 


Safety  Belt  Usage/Alcohol -Related  Fatality  Goals 

(compiled  3/94) 


State 

Safety  Belt 
Goal 

Alcohol  Goal 

Alabama 

75 

43 

Alaska 

75 

43 

Arizona 

75 

43 

Arkansas 

75 

43 

California 

85 

43 

Colorado 

75 

No  goal 

Connecticut 

75 

43 

Delaware 

70 

40 

District  of  Columbia 

70 

40  ** 

Florida 

75 

38 

Georgia 

75 

43 

Hawaii 

85 

43 

Idaho 

67 

No  goal 

Illinois 

75 

36 

Indiana 

76 

36 

Iowa 

75 

43 

Kansas 

75 

32  ** 

Kentucky 

75 

35 

Louisiana 

75 

43 

Maine 

No  goal 

40  ** 

Maryland 

85 

30 

Massachusetts 

45 

53  ** 

Michigan 

75 

35 

Minnesota 

60 

34 

Mississippi 

50 

43 

Missouri 

80 

45  ** 

Montana 

78 

53  ** 
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Nebraska 

70 

29  ** 

Nevada 

75 

43 

New  Hampshire 

75 

31  ** 

New  Jersey- 

75 

31  ** 

New  Mexico 

85 

50  ** 

New  York 

75 

36 

North  Carolina 

85 

39 

North  Dakota 

50  w/law 
35  wo/ law 

No  goal 

Ohio 

70 

30 

Oklahoma 

75 

43 

Oregon 

80 

43 

Pennsylvania 

70 

43  ** 

Rhode  Island 

75 

43 

South  Carolina 

75 

38 

South  Dakota 

50 

38  ** 

Tennessee 

75 

No  goal 

Texas 

75 

60  ** 

Utah 

65 

30  ** 

Vermont 

75 

43 

Virginia 

75 

38  *♦ 

Washington 

90 

51  ** 

West  Virginia 

75 

36  ** 

Wisconsin 

78 

39 

Wyoming 

No  goal 

No  goal 

Total 

75% 

43% 

**  states  that  derived  their  own  estimate  for  an  alcohol  goal. 
Some  stated  a  percentage  of  reduction,  rather  than  a  targeted 
goal;  others  preferred  to  use  DWI  fatalities  as  a  benchmark.   All 
other  states  accepted  the  NCSA  estimate  for  their  goal . 
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SECTION  402 — ^UNDER  AGE  DRINKING  ALLOCATION 

Mr.  Carr.  For  fiscal  year  1994,  the  Committee  directed  that  the 
$8  million  increase  provided  for  the  Section  402  program  be  allo- 
cated entirely  to  underage  drinking  and  driving.  How  was  this  di- 
rective implemented? 

[The  information  follows:] 

Last  spring,  as  soon  as  the  House  Appropriations  report  indicated  that  Congress 
was  planning  to  set  aside  $8  million  of  the  $123  million  FY  1994  Section  402  pro- 
gram for  programs  directed  at  underage  drinking  and  driving,  the  agency  computed 
the  formiila  allocation  to  each  state  and  advised  the  states  accordingly.  As  states 
were  developing  their  annual  highway  safety  plan  (HSP),  detailing  how  they  would 
use  their  FY  1994  Section  402  funds,  many  developed  a  special  category  of  youth 
alcohol  projects  in  anticipation  of  final  Congressional  action  on  the  budget.  Many 
states  had  their  special  youth  alcohol  plan  prepared  early  enough  to  be  approved 
and  funded  with  the  rest  of  the  HSP  on  October  1.  Other  states  have  prepared  and 
submitted  amendments  to  their  HSP's  covering  these  youth  alcohol  activities.  Infor- 
mation on  innovative  state  projects  has  been  provided  to  the  states. 

Mr.  Carr.  Did  all  the  States  utilize  the  additional  funds  and  how 
difficult  was  it  for  them  to  do  so? 
[The  information  follows:] 

Most  states  prepared  plans  to  utilize  the  targeted  funds  with  no  difficulty.  Other 
states  had  their  highway  safety  plans  for  PT  1994  set  in  place  before  the  Congres- 
sional decision  to  set-aside  fiinding  for  youth  alcohol.  They  are  developing  their  new 
program  now.  All  states  intend  to  have  their  plan  in  place  and  the  set-aside  funds 
obUgated  before  the  end  of  the  fiscal  year. 

Mr.  Carr.  What  new  state  activities  are  being  conducted  as  a  re- 
sult of  this  directive? 

[The  information  follows:] 

Following  are  examples  of  new  youth  alcohol  programs  that  have  been  developed 
by  states  to  address  underage  drinking  and  impaired  driving  using  the  set  aside 
Section  402  monies. 

U.S. -Canada  Border  Project  (Michigan) — ^A  lower  drinking  age  in  Ontario,  Can- 
ada, lures  a  considerable  number  of  American  youth  over  the  border.  Training  will 
be  provided  for  border  guards  to  look  for  intoxicated  people  and  detain  them  for  law 
enforcement  officers. 

Kids  Teaching  Kids  (North  Dakota) — ^This  program,  which  was  highly  successful 
in  teaching  older  elementary  school  students  to  teach  younger  children  about  alco- 
hol-impaired driving  and  the  need  to  use  safety  belts,  will  be  initiated  in  new  loca- 
tions. To  date,  690  peer  leaders  have  taught  over  7,100  elementary  school  children 
on  alcohol  and  safety  belt  programs. 

Workplace  Program  for  Under  21  Employees  (Massachusetts  and  Mississippi) — 
Specific  activities  would  include  survejdng  industries  to  determine  where  most  of 
the  youth  are  employed,  determine  what  activities  and  resources  are  ciurently  ac- 
tive, and  developing  additional  resources  for  employers.  Training  would  be  provided 
to  assist  the  businesses  in  implementing  ongoing  programs  for  their  young  employ- 
ees. 

Alcohol  Reduction  Task  Force  (SMART-T)  (New  Jersey) — This  program  consists 
of  procedures  to  be  followed  by  enforcement  officers  of  member  communities  dealing 
with  underage  users  of  alcohol  and  drugs.  All  information  concerning  hangouts, 
places  of  purchase,  parties,  potential  trouble  spots,  etc.  are  shared  within  the  com- 
munity. In  addition,  the  Police  Chiefs  within  the  county  have  drafted  procedures  di- 
recting officers  in  their  commands  to  formalize  all  incidents  of  alcohol  use  by  under- 
age consumers. 

Family  Involvement  Education  Program  (Michigan) — Minority  youth  who  are  en- 
gaging in  underage  drinking  will  be  targeted  through  a  family  involvement  edu- 
cation program.  The  program  will  target  parents  of  youth  involved  in  underage 
drinking  and  will  consist  of  two  eight  week  sessions.  An  evaluation  measuring  the 
impact  of  the  education  program  on  the  participant's  attitudes  and  knowledge  will 
also  be  conducted  by  the  program  coordinators. 

Mr.  Carr.  For  fiscal  year  1995,  NHTSA  is  requesting  $123  mil- 
lion for  the  Section  402  program.  Should  the  committee  continue  to 
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direct  that  the  $8  milHon  added  last  year  be  devoted  to  youth  alco- 
hol-related activities  in  support  of  the  Secretary's  alcohol  initiative? 
[The  information  follows:] 

The  Committee  should  maintain  the  $123  million  funding  level  for  PT  1995  with- 
out the  earmarking.  This  will  provide  states  with  maximum  flexibility  to  use  these 
funds  where  most  needed.  We  expect  some  states  will  continue  to  spend  a  signifi- 
cant portion  of  their  Section  402  funds  on  underage  drunk  driving  programs,  but 
each  state  can  decide  where  best  to  put  their  dollars  to  meet  their  goals  in  occupant 
protection  and  impaired  driving  and  to  meet  other  critical  needs. 

SECTION  402 — ^PERFORMANCE-ORIENTED  ALLOCATION  FORMULA 

Mr.  Carr.  Currently,  Section  402  funds  are  allocated  to  states 
based  on  population  and  road  mileage.  What  consideration  has 
NHTSA  given  to  developing  a  performance-oriented  allocation  for- 
mula under  which  a  part  of  the  funds  would  be  allocated  based  on 
states  achieving  certain  performance  goals?  What  would  be  the  ad- 
vantages and  disadvantages  of  such  an  allocation  formula? 

[The  information  follows:] 

While  NHTSA  has  given  consideration  to  developing  performance-oriented  criteria 
for  special  incentive  grants,  the  agency  has  not  considered  this  for  the  Section  402 
program.  The  Section  402  formula  program  provides  every  state  with  a  base  level 
of  funding  to  assure  that  a  highway  safety  program  exists  that  can  address  the  full 
spectrum  of  safety  problems  in  that  state.  If  this  base  program  was  allocated  on  a 
performance  basis,  states  that  have  higher  fatality  and  injury  rates  would  get  less 
funding.  However,  these  are  the  states  that  need  this  funding  the  most. 

Administering  a  performance-based  gillocation  for  a  portion  of  the  Section  402 
funds  would  be  complex,  since  performance  measures  are  difficult  to  identify  and 
to  measure.  Since  the  402  program  covers  such  a  wide  range  of  safety  areas,  how 
would  performance  be  measured?  (i.e.  statewide  highway  fatality  rate?  statewide  in- 
jury rate?  safety  belt  usage  rate?  alcohol  involved  fatality  rate?  a  combination?). 
Also,  it  would  be  necessary  to  standardize  the  methodology  for  obtaining  every 
measurement,  so  that  a  fair  comparison  between  states  could  be  made. 

HIGHWAY  SAFETY  PROGRAM — STATE  EXPENDITURES 

Mr.  Carr.  Please  provide  State-by-State  information  on  State  ex- 
penditures, excluding  Section  402  grants,  for  highway  safety  pro- 
grams. 

[The  information  follows:] 


154 


STATE 
STATE        EXPENDITURES 

ALABAMA  $54,000,000 

ALASKA  $60,000,000 

AMERICAN  SAMOA  $14,436,282 

ARIZONA  $170,000,000 

ARKANSAS  $360,000,000 

CALIFORNIA  $3,100,000,000 

COLORADO  $78,000,000 

CONNECTICUT  $64,400,400 

DELAWARE  $22,300,000 

DIST.  OF  COLOMBIA  $22,500,000 

FLORIDA  $230,500,000 

GEORGIA  $94,300,000 

GUAM  $14,436,282 

HAWAII  $43,000,000 

IDAHO  Not  Available 

ILLINOIS  $246,100,000 

INDIANA  $96,450,000 

IOWA  $71,000,000 

KANSAS  $52,630,000 

KENTUCKY  $85,100,000 

LOUISIANA  $132,000,000 

MAINE  $46,500,000 

MARYLAND  $62,636,168 

MASSACHUSETTS  $102,739,468 

MICHIGAN  $106,200,000 

MINNESOTA  $135,280,000 

MISSISSIPPI  $40,000,000 

MISSOURI  $78,900,369 

MONTANA  $60,000,000 

NEBRASKA  $151,130,739 

NEVADA  $58,000,000 

NEW  HAMPSHIRE  $41,972,500 

NEW  JERSEY  $256,000,000 

NEW  MEXICO  $156,000,000 

NEW  YORK  $339.461 .073 

NORTH  CAROLINA  $1 26,000.000 

NORTH  DAKOTA  $32,000,000 

NO.  MARIANAS  $14,436,282 

OHIO  $1 74.330.534 

OKLAHOMA  $243,000,000 

OREGON  $181,000,000 

PENNSYLVANIA  $350,000,000 

PUERTO  RICO  $80,000,000 

RHODE  ISLAND  $33,948,418 

SOUTH  CAROLINA  $60,800,000 

SOUTH  DAKOTA  $34,000,000 

TENNESSEE  $62,000,000 

TEXAS  $1 ,500,000,000 

UTAH  $42,000,000 

VERMONT  $34,528,966 

VIRGIN  ISLANDS  $14,436,282 

VIRGINIA  $392,000,000 

WASHINGTON  $300,000,000 

WEST  VIRGINIA  $20,000,000 

WISCONSIN  $88,300,000 

WYOMING  $18,000,000 
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DEVELOPMENT  AND  IMPLEMENTATION  OF  STATE  PROGRAMS 

Mr.  Carr.  Some  states  have  complained  that  some  NHTSA  re- 
gional offices  are  too  involved  in  the  development  and  implementa- 
tion of  State  programs.  What  is  the  role  of  the  regional  offices  in 
this  regard  and  how  do  you  know  when  they  are  satisfactorily  ful- 
filling that  role? 

[The  information  follows:] 

One  of  the  key  responsibilities  of  NHTSA's  regional  offices  is  management  and 
oversight  of  the  grant  programs.  Prior  to  approving  grant  funding,  the  regional  staff 
must  be  assured  that  the  state  has  analyzed  their  criticgd  highway  safety  problems 
and  developed  appropriate  programs  to  address  these  problems.  In  addition,  the  re- 
gional staff  is  responsible  for  informing  states  of  new  Congressional  and  Administra- 
tion programs  and  encouraging  state  involvement  in  them.  To  assist  the  states,  the 
regional  staff  provides  technical  assistance  in  the  form  of  program  ideas,  printed  or 
audio-visual  materials,  and  training. 

At  least  once  a  year,  each  Region  brings  key  representatives  from  State  Highway 
Safety  Offices  together  with  headquarters  officials.  At  these  meetings,  the  State  and 
Federal  officials  discuss  outstanding  issues  and  priorities.  Feedback  is  sought  irom 
the  States  on  all  aspects  of  the  regional  program.  When  problems  are  surfaced, 
headquarters  and  regional  officials  work  with  the  States  to  resolve  them. 

Mr.  Carr.  How  are  disputes  between  the  States  and  the  regions 
resolved? 

[The  information  follows:] 

NHTSA  regulations  provide  that  states  may  appeal  decisions  by  regional  officials 
concerning  implementation  of  their  highway  safety  grant  programs.  Appeals  from 
the  Governor's  Highway  Safety  Representatives  are  made  to  the  NHTSA  Associate 
Administrator  for  Regional  Operations  or  to  the  FHWA  Regional  Administrator  with 
jurisdiction  over  the  specific  division,  as  appropriate. 

SECTION  402 — INSPECTOR  GENERAL  AUDIT 

Mr.  Carr.  The  Inspector  General  has  completed  an  audit  of  Re- 
gion VI's  oversight  of  the  Section  402  program  and  has  rec- 
ommended that  the  Texas  and  Oklahoma  highway  traffic  safety 
programs  be  designated  as  high  risk.  Please  provide  information  in- 
dicating the  steps  NHTSA  is  taking  to  respond  to  each  of  the  rec- 
ommendations of  the  Inspector  General. 

[The  information  follows:] 

The  Office  of  Inspector  General  (OIG)  conducted  an  audit  between  April  and  No- 
vember of  1993  and  issued  an  audit  report  in  February  1994.  Although  no  material 
weakness  was  identified,  the  OIG  concluded  in  its  report  that  Oklahoma  and  Texas 
had  not  implemented  reliable  management  systems  for  administering  highway  safe- 
ty program  grants  and  had  incurred  unsupported  and  ineligible  costs. 

In  response,  NHTSA's  Region  VI  Regional  Administrator  sent  a  copy  of  the  audit 
report  to  the  Grovemor  of  each  State  and  wrote  to  the  Governors'  Highway  Safety 
Representatives  (GR's)  notifying  them  that  their  States'  highway  safety  programs 
were  under  "high-risk"  status  due  to  the  audit.  The  Regional  Administrator  (RA) 
subsequently  met  with  each  GR  in  early  March  1994  to  develop  a  plan  for  working 
with  the  States  to  find  documentation  to  support  the  costs  identified  as  ineligible 
and  unsupported  and  a  plan  to  correct  management  problems.  Also,  as  a  resvdt  of 
the  high  risk  designation,  the  RA  discussed  with  each  State  the  special  conditions 
that  will  be  established  on  their  grant  programs  until  the  program  and  fiscal  man- 
agement of  their  systems  improves. 

Both  States  have  been  cooperative.  In  April  the  NHTSA  Region  VI  will  meet  with 
both  States  to  discuss  documentation  needed  to  support  questioned  costs  and  reim- 
bursement issues. 

Currently,  no  other  States  are  designated  as  "high  risk." 
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SECTION  402 — CONTRACT  AUTHORITY 

Mr,  Carr.  Please  provide  a  table  showing  the  amount  of  prior 
year  contract  authority  carried  over  into  subsequent  fiscal  years  for 
the  Section  402  program,  for  fiscal  years  1991  through  1994. 

[The  information  follows:] 

SECTION  402  STATE  AND  COMMUNITY  FORMULA  GRANTS 

[In  thousands  of  dollars] 

Fiscal  year — 
1991  1992  1993  1994 

Unused  contract  authority  beginning  of  year $110,910       $122,257       $130,257  $158,257 

New  contract  authority 126,000         126,000       '  143,000  '  143,000 

Reduction  in  contract  authority 2_  178,257 

Less:  obligations -114,653      -118,000      -115,000  -123,000 

Unused  contract  authority,  end  of  year 122,257         130,257         158,257     

■Authorized  level  of  $171  million  is  reduced  by  authorized  deductions  of  $24  million  for  the  Section  153  grant  program  and  $4  million  for 
the  National  Onver  Register  program. 

'Reduction  pursuant  to  rescission  prevision  included  in  the  Emergency  Supplemental  Appropriations  Act  of  1994  (PL.  103-211,  enacted 
February  12,  1949).  This  provision  rescinds  the  amount  of  unused  contract  authority  which  exceeds  the  FY  1994  obligation  limitation  of  $123 
milNon. 

SECTION  402 — GRANT  OBLIGATIONS 

Mr.  Carr.  Please  update  the  table  on  Section  402  grant  obliga- 
tions as  shown  on  page  344  of  last  year's  hearing  record  by  deleting 
1989  and  adding  1995. 

[The  information  follows:] 
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HIGHWAY  TRAFFIC  SAFETY  GRANTS — ^LIQUIDATING  CASH 

APPROPRIATIONS 

Mr.  Carr.  Your  estimated  need  for  liquidating  cash  appropria- 
tion for  highway  traffic  safety  grants  is  $151  million  in  fiscal  year 
1995.  Please  provide  a  table  that  shows  the  estimated  carryover  of 
unused  liquidating  cash  appropriations  for  the  prior  year,  the  esti- 
mated outlays  to  be  paid  during  fiscal  year  1995,  and  the  addi- 
tional amount  assumed  to  be  needed  to  maintain  sufficient  bal- 
ances and  carryover  into  the  next  fiscal  year. 

[The  information  follows:] 

[In  thousands  of  dollars) 

Fiscal  year — 
1994  1995 

Unexpended  liquidating  cash  appropriation,  start  of  year 29,952  28,086 

New  liquidating  cash  appropriations 138,550  151,000 

Outlays 140,416  149,632 

Unexpended  liquidating  cash  appropriations,  end  of  year  28,086  29,454 

Note. — With  a  liquidating  cash  appropriation  of  $151  million  in  FY  1995,  there  is  projected  to  be  an  unexpended  liquidating  cash  balance 
of  $29,454  million  at  the  end  of  FY  1995,  which  is  about  20  percent  of  the  level  of  projected  FY  1995  outlays. 

ALCOHOL  PROGRAM  REQUEST 

Mr.  Carr.  You  are  requesting  $6,767  million  for  the  alcohol  pro- 
gram in  fiscal  year  1995.  Please  explain  how  the  request  imple- 
ments the  Secretary's  alcohol  initiative. 

[The  information  follows:] 

The  Secretary  has  challenged  NHTSA  to  meet  performance  goals  in  both  impaired 
driving  and  safety  belt  use:  to  reduce  alcohol-related  traffic  fatalities  to  43%  of  all 
traffic  fatalities  and  to  increase  safety  belt  use  to  75%  by  1997.  In  response  to  this 
challenge,  NHTSA  has  developed  a  combined  alcohol/safety  belt  program  funded  in 
both  the  alcohol  and  occupant  protection  budgets.  NHTSA  encourages  states  to  set 
their  own  goals  and  to  develop  personalized  strategies  to  achieve  these  goals,  mak- 
ing use  of  NHTSA's  program  materials  and  other  assistance. 

Almost  all  of  the  alcohol  budget  will  be  used  in  direct  support  of  the  combined 
program,  by  funding  program  development,  technology  transfer,  information  dis- 
semination, and  evzduation  activities  directly  applicable  to  state  and  community  im- 
paired driving  activities. 

The  alcohol  budget  includes  funds  for  peer-to-peer  spokespersons  to  spread  the 
program,  program  development  and  dissemination  on  effective  strategies  for  reach- 
ing high-risk  and  culturally  diverse  populations,  demonstrations  and  evaluations  of 
state  graduated  Ucensing  programs  for  youth,  demonstrations  of  effective  sobriety 
checkpoint  programs,  training  and  technical  assistance  for  judges  and  prosecutors, 
public  information  through  the  Ad  Council  and  TEAM,  worksite  program  develop- 
ment and  implementation  through  NETS,  and  support  for  legislative  priorities  in- 
cluding administrative  license  revocation,  .08  BAC,  and  zero  tolerance  for  youth. 

Mr,  Carr.  What  are  highest  priority  activities  that  you  plan  to 
conduct  in  the  alcohol  program  in  fiscal  year  1995? 
[The  information  follows:] 

The  highest  priority  alcohol  program  activities  are  those  in  support  of  the  Sec- 
retary's combined  alcohoL/safety  belt  program.  These  will  enable  states  to  implement 
effective,  well-publicized  enforcement  programs  and  to  conduct  education  and  pre- 
vention activities  that  will  reduce  alcohol-impaired  driving,  crashes,  injuries,  fatali- 
ties, and  related  health  care  costs. 

Mr.  Carr.  What  would  be  the  impact  of  holding  funding  for  the 
alcohol  program  to  the  1994  level  and  what  activities  would  not  be 
conducted  in  fiscal  year  1995? 

[The  information  follows:] 
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The  requested  increase  of  $642  thousand  in  the  fiscal  year  1995  alcohol  program 
budget  will  allow  us  to  fiiUy  support  the  Secretary's  alcohol  initiative,  to  develop  ef- 
fective traffic  safety  programs  with  several  high-risk  and  culturally  diverse  popu- 
lations, and  to  conduct  prevention  activities  in  cooperation  with  medical  and  public 
health  organizations  such  as  the  American  Medical  Association,  the  American  Pub- 
lic Health  Association,  and  the  Centers  for  Disease  Control.  If  funding  is  held  at 
the  1994  level,  we  must  limit  the  program  material  support  that  we  provide  for  the 
Secretary's  alcohol  initiative,  reduce  our  programming  for  culturally  diverse  groups, 
and  reduce  our  cooperative  efforts  with  medical  and  public  health  organizations. 

ALCOHOL  PROGRAM — RESEARCH  FINDINGS 

Mr.  Carr.  What  are  the  latest  research  findings  regarding  effec- 
tive strategies  for  reaching  diverse  cultural  populations  to  encour- 
age them  not  to  drink  and  drive? 

[The  information  follows:] 

The  latest  research  findings  from  studies  conducted  by  the  U.S.  Department  of 
Health  and  Human  Services  show  that  health  information  diffusion  strategies 
aimed  at  ethnic  and  cultural  groups  are  most  likely  to  be  effective  if  these  groups 
are  involved  in  the  planning  and  implementation  of  programs  targeted  for  their  re- 
spective populations.  Additionally,  many  of  the  problems  confi-onting  diverse  popu- 
lations are  geographically  centered.  Traditional  sources  do  not  yield  the  necessary 
data  and  programs  to  reach  specific  populations  and  cvdtures. 

ALCOHOL  PROGRAM — ^PUBLIC  INFORMATION  CAMPAIGNS 

Mr.  Carr.  What  specific  antidrinking  and  driving  public  informa- 
tion campaigns  targeted  to  various  cultural  groups  will  be  con- 
ducted during  fiscal  year  1994  and  how  will  you  evaluate  their  suc- 
cess? 

[The  information  follows:] 

Programs  have  been  targeted  for  Afiican  Americans,  Asian  Americans,  Native 
Americans,  and  Hispanics.  Evaluations  will  be  conducted  by  the  organizations  that 
will  implement  public  information  and  educational  campaigns  for  these  populations 
to  determine  the  number  of  people  initially  exposed  to  the  drinking  and  driving 
messages.  More  broadly,  the  initiative  will  be  a  success  if  NHTSA  is  able  to  obtain 
recommendations  for  culturally  appropriate  program  development  and  marketing 
strategies,  generate  interest  in  impai>ed  driving  prevention  initiatives,  and  obtain 
contacts  and  commitments  for  future  involvement  in  traffic  safety  projects  fi-om  or- 
ganizations representing  these  target  groups. 

Mr.  Carr.  The  justifications  indicate  that  about  10  States  will  re- 
ceive during  1995  funds  for  a  peer-to-peer  spokesperson  to  promote 
alcohol  and  belt  programs  to  elected  officials  in  urban  areas.  What 
do  you  know  about  the  success  of  such  efforts  and  why  are  you  fo- 
cusing on  elected  officials  in  urbein  areas? 

[The  information  follows:] 

The  peer-to-peer  spokesperson  approach  was  the  strategy  implemented  for  the  Op- 
eration Buckle  Down  law  enforcement  national  effort.  Funding  was  available  for  47 
states  for  police  chiefs  to  conduct  peer-to-peer  contacts  and  recruit  other  depart- 
ments to  establish  safety  belt  use  poUcies  and  encourage  departments  to  enforce  ex- 
isting child  safety  seat  and  belt  laws.  As  a  result  of  this  strategy,  safety  belt  use 
was  increased  from  49  percent  to  its  current  66  percent.  The  North  Carolina  "Click 
It  or  Ticket"  campaign  has,  as  one  of  its  cornerstones  of  successes,  the  involvement 
of  elected  officials  as  spokespersons  for  the  effort.  Involvement  of  government  offi- 
cials is  necessary  to  get  jvuisdictions  to  adopt  safety  programs.  We  will  be  pilot  test- 
ing this  approach  in  fiscal  year  1995. 

We  are  currently  speaking  to  the  national  organizations  of  county  officials  to  de- 
termine if  such  an  approach  is  feasible  with  their  members. 

Mr.  Carr.  How  will  you  select  the  participating  States  and  how 
much  would  be  allocated  to  this  effort  in  fiscal  year  1995? 
[The  information  follows:] 
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We  are  planning  to  discuss  this  approach  with  national  organizations  to  expand 
basic  strategies.  The  selection  of  participating  states  would  be  accomplished  using 
a  similar  federal  grant  process  implemented  during  the  Operation  Buckle  Down  pro- 
gram for  its  peer-to-peer  spokespersons.  Strategy  evaluation  factors  will  be  written, 
and  normal  contracting  procedures  followed.  We  are  requesting  $480  thousand  to 
support  ten  state  grants. 

WASHINGTON  REGIONAL  ALCOHOL  PROGRAM 

Mr.  Carr.  What  have  been  the  results  of  the  Washington  Re- 
gional Alcohol  Program? 
[The  information  follows:] 

In  fiscal  year  1992,  Congress  provided  $225,000  for  NHTSA  to  "develop  com- 
prehensive programs  on  community  and  regional  levels  to  reduce  the  incidence  of 
underage  drinking  and  driving"  and  directed  that  the  model  program  be  established 
in  the  Washington,  DC  area.  Congress  earmarked  an  additional  $150,000  in  PT 
1993  for  this  project. 

NHTSA  awarded  a  grant  to  the  Washington  Regional  Alcohol  Program  (WRAP) 
to  assess  the  regional  problem,  generate  community-based  support  to  address  the 
problem,  develop  a  strategic  plan,  begin  implementation  of  the  plan,  evaluate  effec- 
tiveness, and  develop  a  model  program  suitable  for  replication  in  other  jiuisdictions. 
WRAP  has  successfully  completed  much  of  this  effort.  A  comprehensive  assessment 
is  complete;  WRAP  convened  focus  or  community  groups  from  throughout  the  region 
to  lend  input  and  support  for  the  project;  WRAP  completed  a  comprehensive  strate- 
gic plan  with  170  recommended  action  steps  and  initiated  many  of  these  action 
steps  in  the  region;  and  evaluation  is  ongoing.  WRAP  will  complete  the  project  in 
FY  1994  with  a  final  evaluation  and  program  materials  that  can  be  used  in  other 
cities. 

ALCOHOL  PROGRAM — COLLABORATIVE  ACTIVITIES 

Mr.  Carr.  What  collaborative  activities  are  planned  with  the  De- 
partments of  Justice,  Health  and  Human  Services,  and  Education 
in  reaching  inner  city  youth  with  antidrinking  and  driving  mes- 
sages? 

[The  information  follows:] 

NHSTA  has  numerous  activities  initiated  to  reach  inner-city  youth  and  numerous 
interagency  projects  targeting  youth.  However,  there  are  no  ongoing  or  planned 
projects  with  other  agencies  targeting  inner-city  youth. 

NHTSA,  the  National  Safety  Council  and  the  Boys  and  Girls  Clubs  of  America 
are  conducting  a  national  "RAP"  contest  targeting  inner-city  youth  with  traffic  safe- 
ty messages.  NHTSA  has  awarded  a  grant  to  Black  Entertainment  Television  (BET) 
to  develop  curricula  and  public  service  announcements  targeting  inner-city  schools. 
NHTSA  is  also  developing  traffic  safety  characters  and  messages  which  will  appeal 
to  inner-city  youth.  Finally,  the  Washington  Regional  Alcohol  Program  (WRAP)  is 
concluding  a  model  program  to  initiative  underage  drinking  and  driving  programs 
in  large  metropolitan  areas. 

NHTSA  has  a  number  of  interagency  agreements,  working  primarily  with  the 
Center  for  Substance  Abuse  Prevention  (CSAP,  DHHS)  on  youth  prevention  pro- 
grams and  the  Office  of  Juvenile  Justice  and  Delinquency  Prevention  (OJJDP,  DOJ) 
on  youth  enforcement  projects.  These  projects  are  broad  in  scope,  not  specifically 
targeting  urban  areas. 

Mr.  Carr.  Will  the  other  federal  agencies  contribute  financially 
to  these  activities? 

[The  information  follows:] 

The  Office  of  Juvenile  Justice  and  Delinquency  Prevention  (OJJDP,  DOJ)  and  the 
Center  for  Substance  Abuse  Prevention  (CSAP,  DHHS)  have  contributed  approxi- 
mately $640,000  for  current  youth  drinking  driving  projects  since  FY  1990.  All  of 
these  projects  are  national  in  scope  and  not  specifically  targeted  to  inner-city  youth. 
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ALCOHOL  PROGRAM:  SOBRIETY  CHECKPOINT  EFFECTIVENESS 

Mr.  Carr.  The  justifications  indicate  that  NHTSA  will  complete 
a  statewide  demonstration  of  the  effectiveness  of  sobriety  check- 
points. Last  year,  you  told  us  that  sobriety  checkpoints  had  already 
been  demonstrated  to  be  an  effective  countermeasure.  Where  is  the 
demonstration  being  conducted  and  what  new  information  do  you 
hope  to  get  out  of  this  demonstration  activity? 

[The  information  follows:] 

The  demonstration  project  is  being  conducted  in  Tennessee.  While  sobriety  check- 
points are  a  proven  effective  countermeasure,  they  have  never  been  conducted  fre- 
quently throughout  an  entire  state.  Many  states  have  been  reluctant  to  adopt  them 
because  of  their  perceived  expense  and  heavy  demands  on  police  officer  time. 

The  demonstration  in  Tennessee  will  show  that  checkpoints  can  be  conducted  effi- 
ciently (with  as  few  as  5-6  officers)  and  effectively,  and  that  they  are  cost  beneficial 
(since  they  will  include  safety  belt  use  enforcement  and  result  in  arrests  for  other 
crimes).  Tennessee  currently  conducts  10-12  checkpoints  per  year,  usually  during 
holiday  periods.  During  the  demonstration,  Tennessee  will  conduct  600-700  highly 
publicized  checkpoints  per  year  on  a  weekly  basis  throughout  the  state. 

The  demonstration  will  document  the  decrease  in  drinking  and  driving,  increase 
in  safety  belt  use,  and  increase  in  arrests  for  other  crimes  resulting  from  this  exten- 
sive program.  It  will  provide  other  states  with  the  process,  the  resources  necessary, 
and  the  results  they  can  expect  if  they  conduct  a  similar  program. 

ALCOHOL  PROGRAM — BENEFIT  FROM  LOWERING  BAG  LEVELS 

Mr.  Carr.  NHTSA  has  advocated  the  lowering  of  blood  alcohol 
concentration  levels  from  0.10  percent  to  0.08  percent.  However, 
some  observers  believe  that  States,  such  as  California,  Maine  and 
Oregon,  have  seen  little  benefit  from  lowering  their  BAC  levels.  Is 
this  accurate?  What  evaluations  has  NHTSA  conducted  on  the  ef- 
fectiveness of  a  lower  adult  BAC  level  in  reducing  alcohol  related 
traffic  fatalities? 

[The  information  follows:] 

California,  Maine,  and  Oregon  all  have  experienced  decreases  in  alcohol-related 
fatalities  since  they  lowered  the  BAC  limit  to  .08.  NHTSA  conducted  a  comprehen- 
sive study  of  the  effect  of  .08  in  California  and  found  that  there  was  a  significant 
12%  decrease  in  alcohol-related  fatalities  in  the  year  after  the  BAC  limit  was  low- 
ered to  .08  and  an  administrative  Ucense  revocation  law  took  effect.  NHTSA  is  in 
the  process  of  analyzing  the  effects  of  .08  on  alcohol-related  fatalities  in  Cahfomia, 
Maine,  Utah,  Oregon,  and  Vermont.  A  preliminary  report  on  these  analyses  will  be 
available  later  this  spring. 

BAC  PER  SE  LAWS  MAP 

Mr.  Carr.  Please  provide  a  U.S.  map  showing  states  with  BAC 
per  se  laws,  including  a  breakdown  between  0.10  and  0.08  BAC 
states. 

[The  information  follows:] 
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Mr.  Carr.  What  states  have  taken  recent  actions  to  lower  their 
BAG  Umit  to  0.08? 

[The  information  follows:] 

Five  states  lowered  their  illegal  BAG  level  from  0. 10  to  0.08  during  the  1993  legis- 
lative sessions: 

Florida  (effective  January  1,  1994). 

Kansas  (effective  July  1,  1993). 

New  Hampshire  (effective  January  1,  1994. 

New  Mexico  (effective  January  1,  1994). 

North  Carolina  (effective  October  1,  1993). 

During  the  1994  legislation  sessions,  at  least  20  states  have  introduced  legislation 
to  lower  the  limit  to  .08. 

ALCOHOL-RELATED  FATALITY  RATES  PER  VEHICLE  MILES  TRAVELED 

Mr.  Carr.  Please  update  the  chart  showing  alcohol-related  fatal- 
ity rates  per  100  million  vehicle  miles  traveled,  as  shown  on  page 
363  of  last  year's  hearing  record. 

[The  information  follows:] 

Alcohol-related  fatality  rates  per  100  million  vehicle  miles  of  travel 

Rate 

Year:  per  VMT 

1986 1.3 

1987 1.2 

1988 1.2 

1989 LI 

1990 1.0 

1991 1.0 

1992 0.8 

19931  0.8 

*  Estimate. 

ALCOHOL-IMPAIRED  DRIVERS  RESEARCH 

Mr.  Carr.  The  justifications  indicate  that  data  will  be  collected 
on  alcohol-impaired  drivers  involved  in  both  fatal  and  nonfatal 
crashes  to  improve  the  knowledge  base  in  this  area.  What  kind  of 
data  will  be  collected  and  how  will  it  differ  from  information  avail- 
able through  PARS  and  NASS? 

[The  information  follows:] 

NHTSA  is  helping  to  fund  the  1993  Mortality  FoUowback  Survey  conducted  by  the 
National  Center  for  Health  Statistics  (NCHS)  in  the  Centers  for  Disease  Control. 
In  that  survey,  NHTSA  will  obtain  detailed  information  from  next  of  kin,  medical 
examiners'  reports,  hospital  records  and  other  sovirces  on  1,700  fatally  injured  driv- 
ers (plus  300  fatal  pedestrians)  on  drinking  and  driving  behaviors,  risk  taking,  drug 
use,  activities  prior  to  the  crash,  deviant  behaviors,  and  medical  cost  information 
in  addition  to  other  socio-economic  data.  The  results  will  be  compared  to  similar  in- 
formation NHTSA  has  obtained  in  general  driver  and  population-at-risk  surveys. 
This  will  allow  NHTSA  to  define  more  precisely  the  drivers  who  are  at  high  risk 
of  fatal  crash  involvement.  This  in  turn  will  allow  NHTSA  to  develop  more  effective 
countermeasures  for  these  drivers. 

FARS  and  NASS  contain  only  demographic  and  traffic  record  information  on 
crash-involved  drivers.  They  do  not  contain  the  behavioral  data  available  through 
NCHS. 

FUNDING  FOR  ALCOHOL-IMPAIRED  DRIVER  ACTIVITY 

Mr.  Carr.  How  much  will  be  allocated  to  this  activity  in  fiscal 
year  1995? 

[The  information  follows:] 

We  plan  to  allocate  $3C0K  in  fiscal  year  1995. 
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NATIONAL  TRAFFIC  LAW  CENTER  FUNDING 

Mr.  Carr.  What  is  allocated  for  the  National  Traffic  Law  Center 
in  fiscal  year  1994  and  what  is  budgeted  for  fiscal  year  1995? 
[The  information  follows:] 

The  Center  is  incrementally  funded  for  five  years  at  $300,000  per  year.  In  fiscal 
year  1994,  $300,000  is  allocated.  The  allocation  for  fiscal  year  1995  is  $300,000. 

TEAM — FUNDING  PROFILE 

Mr.  Carr.  Please  provide  a  funding  profile  for  your  TEAM  activi- 
ties for  fiscal  years  1990  through  1995. 

[The  information  follows:] 

TEAM  expenditures  form  fiscal  year  1990  through  fiscal  year 
1995  (anticipated)  are  as  follows: 

[In  thousands  of  dollars] 


r-     ,  Public  infor-      Facility  aico-       Community  t.,,, 

f'scal  year  ^.,,..  f...  _._,  Dracrams  '""' 


mation  hoi  mgmt.  programs 


1990           448  230      287      965 

1991                  500  120      200      820 

1992  670       50  720 

1993  500  500 

1994  450  450 

1995  440  440 

FATALITIES:  ALCOHOL-IMPAIRED  PEDESTRIANS 

Mr.  Carr.  What  proportion  of  the  approximately  18,000  annual 
alcohol-related  fatalities  are  actually  alcohol-impaired  pedestrians? 
[The  information  follows:] 

In  1992,  there  were  a  total  of  17,669  alcohol-related  fatalities.  The  number  of  alco- 
hol-related fatalities  that  were  alcohol-impaired  pedestrians  (BAG  of  .01+)  was 
2,12L 

ALCOHOL  RELATED  FATALITIES  BY  PERSON 

Mr.  Carr.  Please  provide  a  table  that  includes  historical  data  on 
the  number  of  alcohol-related  fatalities,  broken  down  by  driver  ver- 
sus pedestrian  fatalities. 

[The  information  follows:] 
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ALCOHOL  RELATED  FATALITIES  BY  PERSON  TYPE 


PERSON 
TYPE  1982     1990      1991      1992 


DRIVER 
Total  Fatalities 
Alcohol -Re la ted 
%  Alcohol-Related 

OTHER  OCCUPANTS 
Total  Fatalities 
Alcohol -Related 
%  Alcohol-Related 

PEDESTRIANS 
Total  Fatalities 
Alcohol-Related 
%  Alcohol-Related 

OTHER  NONOCCUPANTS 
Total  Fatalities 
Alcohol -Related 
%  Alcohol-Related 


TOTAL 
Total  Fatalities 
Alcohol-Related 
%  Alcohol-Related 


24,690 

25,750 

23,930 

22,583 

14,751 

13,258 

11,889 

10, 511 

59.7 

51.5 

49.7 

46.5 

10,956 

11,384 

10,810 

10,286 

5,891 

5,184 

4,700 

4,157 

53.8 

45.5 

43.5 

40.4 

7,331 

6,482 

5,801 

5,546 

4,116 

3,258 

2,933 

2,743 

56.1 

50.3 

50.6 

49.5 

968 

983 

967 

820 

406 

384 

366 

287 

41.9 

39.1 

37.8 

35.0 

..43,945 

44,599 

41,508 

39,235 

25,164 

22,084 

19,888 

17,698 

57.3 

49.5 

47.9 

45.1 
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ALCOHOL-RELATED  PEDESTRIAN  FATALITIES 

Mr.  Carr.  What  special  activities  are  planned  during  fiscal  year 
1995  to  address  alcohol-related  pedestrian  fatalities? 
[The  information  follows:] 

The  agency  is  conducting  the  final  year  of  a  research  project  that  will  identify 
strategies  and  countermeasures  to  address  crash  involved  impaired  pedestrians. 
This  research  program  being  conducted  in  Baltimore,  Maryland,  will  be  completed 
at  the  end  of  FY  1994.  One  of  the  products  of  this  project  wQl  be  a  manual  to  assist 
states  and  communities  in  designing  and  implementing  impaired  pedestrian  coun- 
termeasures programs. 

The  agency  plans  a  new  initiative  involving  three  demonstration  projects  designed 
to  reduce  the  incidence  of  impaired  pedestrian  crash  casualties  for  groups  showing 
a  high  incidence  of  impairment  in  crashes.  These  projects  will  utilize  the  strategies 
and  countermeasures  identified  in  the  research  program  in  Baltimore. 

In  addition,  the  agency  will  distribute  the  manual  to  state  and  local  highway  safe- 
ty officials,  and  the  law  enforcement  community. 

ALCOHOL  IMPAIRED  DRIVING  ACTIVITIES — FUNDING 

Mr.  Carr.  Including  all  sources  (Section  402,  Section  410,  high- 
way safety,  research,  et  cetera),  how  much  funding  is  requested  for 
alcohol-impaired  driving  activities  in  fiscal  year  1995,  and  how 
does  that  compare  to  fiscal  years  1994  and  1993? 

[The  information  follows:] 

We  are  requesting  $74.3M  in  fiscal  year  95  for  impaired  driving 
programs.  A  breakdown  of  funding  source  and  a  comparison  to  pre- 
vious fiscal  years  follows. 

Fiscal  year — 

^'"'"  ,00,  Estimated         Requested 

'^"  1994  1995 

402  31.1  39.0  39.0 

403  9.3  11.2  10.3 

408  11.0  10.5  0 

410  23.0  25.0  25.0 

Total  74.4  85.7  74.3 

Notes: 

Section  402  includes  basic  grant  funding  to  ttie  states  for  traffic  safety  programs.  This  table  gives  tlie  portion  spent  on  alcohol  programs. 
For  FY  94,  Congress  specified  an  $8M  setaside  tor  youth  alcohol  programs. 

Section  403  includes  funding  for  research,  demonstration  and  analysis  programs.  This  table  gives  the  portion  spent  on  alcohol  programs, 
drug  evaluation  and  classification,  and  related  highway  safety  research. 

Section  408  are  special  alcohol  program  incentive  grants  to  the  states.  FY  94  is  the  final  year  of  the  Section  408  program. 

Section  410  are  new  alcohol  program  incentive  grants  to  states  which  qualify.  Section  410  includes  funding  from  FHWA's  Federal  Aid  High- 
ways account  in  FY  1992  and  FY  1993. 

SECTION  410 — TOTAL  APPROPRIATION  AND  DISBURSEMENT 

Mr.  Carr.  How  much  has  been  appropriated  for  the  Section  410 
program  since  its  inception,  and  how  much  has  actually  been  dis- 
bursed to  states? 

[The  information  follows:] 

As  of  March  22,  1994,  a  total  of  $58.9  million  has  been  appropriated  for  the  Sec- 
tion 410  program,  including  $8.9  million  under  NHTSA's  Operations  and  Research 
appropriation,  before  enactment  of  ISTEA,  and  $50  million  since  ISTEA  ($25  million 
provided  through  FHWA's  Federal  Aid  Traffic  Safety  Grants  account).  $33.9  million 
has  been  obligated;  the  remaining  $25  million  in  appropriations  will  be  obligated  in 
fiscal  year  1994. 

STATES  THAT  QUALIFIED  FOR  SECTION  410  PROGRAM 

Mr.  Carr.  How  many  additional  States  have  qualified  for  the 
Section  410  program  since  fiscal  year  1993? 
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[The  information  follows:] 


During  fiscal  year  1993,  five  additional  states  qualified  for  Section  410  grants 
(Alaska,  Nebraska,  North  Carolina,  North  Dakota,  Oregon);  this  increased  the  num- 
ber of  qualified  grantees  from  19  to  24.  As  of  March  22,  1994,  no  additional  states 
have  qualified  for  Section  410,  although  one  new  state  (Missouri)  has  submitted  an 
application  for  review.  NHTSA  anticipates  as  many  as  six  new  states  in  fiscal  year 
1994. 

SECTION  410— EVALUATION  OF  THE  IMPACT  ON  ALCOHOL-IMPAIRED 

DRIVING 

Mr.  Carr.  Last  year,  NHTSA  indicated  that  it  would  conduct  a 
three-year  evaluation  of  the  impact  of  the  Section  410  program  on 
alcohol-impaired  driving.  What  is  the  status  of  this  evaluation,  and 
can  you  share  any  preliminary  results? 

[The  information  follows:] 

The  procurement  for  evaluation  of  the  section  410  program  has  been  advertised 
in  the  Commerce  Business  Daily.  NHTSA  expects  to  receive  responses  to  the  Re- 
quest for  Proposal  (RFP)  by  June  1,  1994.  Contract  award  should  be  middle  to  late 
summer  depending  upon  the  number  of  responses  to  the  RFP  (over  200  firms  have 
expressed  an  interest  in  receiving  the  RFP).  NHTSA  expects  preliminary  results  to 
be  available  by  the  middle  of  1995. 

SECTION  410 — BASIC  AND  SUPPLEMENTAL  AWARDS 

Mr.  Carr.  Please  provide  for  the  record  a  listing  of  total  Section 
410  awards  broken  down  by  basic  and  supplemental  awards  for 
each  state  for  fiscal  year  1993,  and  estimated  for  fiscal  years  1994 
and  1995. 

[The  information  follows:] 
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SECTION  408  GRANT  OBLIGATIONS  BY  STATE 

Mr.  Carr.  Please  update  the  state-by-state  data  on  Section  408 
grant  obligations,  as  shown  on  pages  350  through  353  of  last  year's 
hearing  record,  by  providing  data  for  1993  and  deleting  data  for 
1989. 

[The  information  follows:] 
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Basic.  Supplemental  and  Total  408  Alcohol  Safety  Grant  Obligations 


^ 

FY  1990  - 

1993 

ST 

GRANT 

1990 

1991 

1992 

1993 

FY  90-93 
TOTALS 

AZ 

Basic 

420,848 

420,848 

841,696 

0 

1,683,392.00 

Suppl. 

280,565 

280,565 

280,565 

280,565 

1,122,260.00 

Total 

701,413 

701,413 

1,122,261 

280,565 

2,805,652.00 

DE 

Basic 

157,200 

157,200 

0 

0 

314,400.00 

Suppl. 

104,800 

104,800 

0 

0 

209,600.00 

Total 

262,000 

262,000 

0 

0 

524,000.00 

ME 

Basic 

157,200 

0 

0 

0 

157,200.00 

Suppl. 

104,800 

0 

0 

0 

104,800.00 

Total 

262,000 

0 

0 

0 

262,000.00 

MT 

Basic 

0 

0 

0 

0 

0 

Suppl. 

145,306 

0 

0 

0 

145,306.00 

Total 

145,306 

0 

0 

0 

145,306.00 

NV 

Basic 

164,093 

0 

0 

0 

164,093.00 

Suppl. 

109,395 

109,395 

0 

0 

218,790.00 

Total 

273,488 

109,395 

0 

0 

382,883.00 

NH 

Basic 

0 

0 

0 

0 

0 

Suppl. 

104,800 

0 

0 

0 

104,800.00 

Total 

104,800 

0 

0 

0 

104,800.00 

NJ 


ND 


Rl 


Basic 

796,474 

0 

0 

Suppl. 

530,983 

530,983 

1,061,966 

Total 

1,327,457 

530,983 

1,061,966 

Basic 

0 

232,358 

0 

Suppl. 

154,906 

154,906 

0 

Total 

154,906 

387,264 

0 

Basic 

157,200 

0 

0 

Suppl. 

104,800 

0 

0 

Total 

262,000 

0 

0 

0 

796,474.00 

0 

2,123,932.00 

0 

2,920,406.00 

0 

232,358.00 

0 

309,812.00 

0 

542,170.00 

0 

157,200.00 

0 

104,800.00 

0 

262,000.00 
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Anticipated  Basic.  Supplemental  ind  ToUl  408  Alcohol  Sufr^y  Grant  ObUealiong 
FY  1993  -  FY  1994 


ST 

GRANT 

1990 

1991 

1992 

1993 

FY  90-93 

UT 

Basic 

0 

230,349 

0 

0 

230.349.00 

Suppl. 

0 

153,566 

0 

0 

153,566.00 

Total 

0 

383,915 

0 

0 

383.915.00 

LA 

Basic 

527,956 

527,956 

0 

0 

1,055.921.00 

Suppl. 

351,971 

351,971 

0 

0 

703,942.00 

Total 

879,927 

879,927 

0 

0 

1,759,854.00 

WA 

572,533 

0 

0 

0 

572,533.00 

Suppl. 

381,688 

381.688 

763,376 

0 

1,526,752.00 

Total 

954,221 

381,688 

763,376 

0 

2,099,285.00 

IL 

Basic 

1,394,474 

1,394,474 

2,788,948 

0 

5,577,896.00 

Suppl. 

929,649 

929,649 

929,649 

929,649 

3,718.596.00 

Total 

2,324,123 

2,324,123 

3,718,597 

929.649 

9,296,492.00 

OR 

Basic 

498,044 

498,044 

996,088 

0 

1,992,176.00 

Suppl. 

332,029 

332,029 

332,029 

332,029 

1,328,116.00 

Total 

830,073 

830,073 

1,328,117 

332,029 

3,320,292.00 

WV 

Basic 

0 

261,815 

523,630 

0 

785,445.00 

Suppl. 

0 

174,543 

174,543 

174,543 

523,629.00 

Total 

0 

436,358 

698,173 

174,543 

1,309,074.00 

OK 

Basic 

514,811 

514,811 

514,811 

514,811 

2,059.244.00 

Suppl. 

343,207 

343,207 

343,207 

343,207 

1,372,828.00 

Total 

858,018 

858,018 

858,018 

858,018 

3,432,872.00 

KS 

Basic 

492,517 

492,517 

492,517 

492,517 

1,970,068.00 

Suppl. 

328,345 

0 

328,345 

328,345 

985.035.00 

Total 

820,862 

492,517 

820,862 

820,862 

2,955.103.00 

CO 

Basic 

0 

434,489 

434,489 

434,489 

1,303.467.00 

Suppl. 

0 

243,411 

289,659 

289,659 

822,729.00 

Total 

0 

677,900 

724,148 

724,148 

2,126,196.00 

CT 

Basic 

346,454 

346,454 

346,454 

0 

1,039,362.00 

Suppl. 

0 

115,485 

115.485 

0 

230.970.00 

Total 

346,454 

461,939 

461,939 

0 

1,270,332.00 
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BMic.  Supplemental  «nd  Total  408  AicohnI  Safety  Grant  Ohl.f;»tion. 
FY  1990-  1991 


ST  GRANT 1990 1991 1992 1993 FY  90-93 


CA 

Basic 

2,694,490 

2,694,490 

2,694,490 

2,694,490 

10,777,960.00 

Suppl. 

1,796,327 

1,796,327 

1,796,327 

1.601,318 

6,990,299.00 

Total 

4,490,817 

4,490,817 

4,490,817 

4,295,808 

17,768,259.00 

WI 

Basic 

0 

678,041 

1,356,082 

0 

2,034,123.00 

Suppl. 

0 

452,028 

452,028 

452,028 

1,356,084.00 

Total 

0 

1,130,069 

1,808,110 

452,028 

3,390,207.00 

HI 

Basic 

0 

0 

314,400 

0 

314,400.00 

Suppl. 

0 

0 

209,600 

0 

209,600.00 

Total 

0 

0 

524,000 

0 

524,000.00 

MO 

Basic 

0 

0 

719,162 

719,162 

1,438,324.00 

Suppl. 

0 

0 

479,441 

479,441 

958,882.00 

Total 

0 

0 

1,198,603 

1,198,603 

2,397,206.00 

ID 

Basic 

0 

0 

225,262 

225,262 

450,524.00 

Suppl. 

0 

0 

150,175 

150,175 

300,350.00 

Total 

0 

0 

375,437 

375,437 

750,874.00 

NE 

Basic 

0 

0 

0 

334,986 

334,986.00 

Suppl. 

0 

0 

0 

223,324 

223,324.00 

Total 

0 

0 

0 

55-.310 

558.310.00 

YRLY  14,997,865  15,338,399  19,954,424  11,000,000  61,290,688.00 

TOTALS 
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SECTION  408 — ^UNOBLIGATED  CONTRACT  AUTHORITY 

Mr.  Carr.  Please  also  update  the  table  on  Section  408  unobli- 
gated contract  authority,  as  shown  on  page  354  of  last  year's  hear- 
ing record,  by  providing  data  for  1983  through  1994. 

[The  information  follows:] 

SECTION  408— ALCOHOL  SAFETY  INCENTIVE  GRANTS 
[In  thousands  of  dollars] 


Unused  con- 


Reduction  in        .  „  „.,.  ,         Unused  con- 


c...,\  ^,r                                 tract  authority  New  contract       "„,,,;.,.         Less:  Obliga-      ,„„,  „,,K„riK. 

beginning  0?  authority          ^^^^^^^^-            tions '         '^|„Voff 

1983 $25,000  $25,000 

1984 $25,000     50,000  

1985 69,840     50,000  

1986 113,553  » -$1,526 

1987  100,000  2-5,000 

1988 94,085  

1989 82,617  

1990 78,229  

1991  62,467  

1992 47,129  


1993 27,993  

1994 16,993  2-6,493 


-$5,160 

69,840 

-6,287 

113,553 

- 12,027 

100,000 

-915 

94,085 

-11,468 

82,617 

-4,388 

78,229 

- 15.762 

62,467 

- 15,338 

47,129 

- 19,954     . 

3+818 

27,993 

-11,000 

16,993 

- 10.500     . 

■  Authorization  lapsing. 

'Rescission. 

3  Reflects  recoveries  of  prior  year  obligations. 

Note. — Table  shotvs  funding  balances  starting  with  the  inception  of  the  program.  Obligation  data  based  on  the  agency's  budget  execution 
reports.  Two  offsetting  financial  transactions  are  not  shown  (a  lapse  of  contract  authority  at  the  end  of  FY  1987  and  the  subsequent  reau- 
thorization of  the  same  amount  in  FY  1988). 

DRUGGED  DRIVING  RESEARCH 

Mr.  Carr.  Please  summarize  the  nature  and  magnitude  of  the 
drugged  driving  problem. 
[The  information  follows:] 

Alcohol  is  the  predominant  drug  problem.  In  crash  studies,  alcohol  (at  intoxication 
levels),  is  by  far  the  most  prevalent  substance  found.  Other  drugs  have  been  found 
in  a  sizable  percentage  of  fatally  injured  drivers.  The  most  recent  comprehensive 
fatal  crash  study  found  a  drug  incidence  rate  of  18%.  The  most  frequently  occurring 
drugs  were  marijuana  (6.7%),  cocaine  (5.3%),  tranquilizers  (2.9%)  and  amphet- 
amines ( 1.9%),  and  about  two-thirds  of  the  time  these  drugs  were  found  combined 
with  alcohol.  However,  analyses  carried  out  as  part  of  this  study  to  determine  the 
extent  to  which  these  drugs  contributed  to  the  crash  suggest  little  relation  between 
drug  use  and  crash  risk.  Drugs  appeared  to  offer  the  most  hazard  potential  when 
combined  with  other  drugs,  although  this  situation  occurred  very  infrequently 
( 1.3%).  Also,  there  appeared  to  be  some  potential  for  increased  crash  risk  when  cer- 
teiin  drugs  were  combined  with  alcohol. 

These  findings  are  supported  by  the  results  from  recent  "driving  simulator"  and 
"controlled  on-road"  driving  research  that  used  dosed  subject  to  determine  the  ef- 
fects of  selected  drugs  (e.g.,  marijuana,  valivun)  on  driving  performance.  With  single 
drug  consumption,  most  of  the  effects  on  driving  performance  were  found  to  be  rel- 
atively minor. 

However,  more  information  is  needed  regarding  drug  presence  and  causal  influ- 
ence in  injury  crashes,  and  the  performance-impairing  effects  on  various  alcohol/ 
drug  and  drug/drug  combinations,  before  final  conclusions  about  the  drugged  driving 
problem  can  be  stated.  Research  regarding  these  issues  is  being  pursued  by  NHTSA. 

Mr.  Carr.  What  research  is  NHTSA  conducting  to  assess  the  fre- 
quency of  the  occurrence  of  drugs  in  crash-involved  drivers  and  the 
extent  to  which  drugs  contribute  to  crash  causation? 

[The  information  follows:] 
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MHTSA  has  recently  completed  and  published  the  results  from  a  crash  study  de- 
signed to  determine  the  incidence  of  selected  drugs  in  a  nationwide  sample  of  fatally 
injured  drivers  selected  from  sites  in  seven  states.  Blood  samples  were  collected  and 
analyzed  for  alcohol  and  43  other  drugs  of  interest.  An  overall  drug  incidence  rate 
of  18%  was  found.  The  most  frequently  occurring  drugs  were  marijuana  (6.7%),  co- 
caine (5.3%),  tranquilizers  (2.9%),  and  amphetamines  (1.9%).  However,  it  should  be 
noted  that  in  approximately  two-thirds  of  the  drug  cases,  alcohol  (usually  at  high 
doses)  was  also  found.  It  should  also  be  stressed  that  the  mere  presence  of  a  drug 
in  a  crash-involved  driver  does  not  necessarily  mean  that  the  drug  caused  the  crash. 
Analyses  were  carried  out  as  part  of  this  study  to  determine  the  extent  to  which 
drugs  contribute  to  crash  causation.  The  resvilts  from  these  analyses  indicate  that 
drugs  are  most  likely  to  increase  crash  risk  when  combined  with  other  drugs  or  al- 
cohol. However,  caution  should  be  exercised  in  drawing  definitive  conclusions  from 
these  crash  risk  analyses  because  of  the  small  sample  sizes  involved. 

The  results  from  this  study  only  apply  to  fatally  injured  drivers.  More  information 
is  needed  regarding  drug  presence  and  causal  influence  in  other  types  of  crash-in- 
volved drivers.  NHTSA  is  ciurently  planning  this  type  of  study  for  injured  drivers 
that  are  admitted  to  a  hospital  for  treatment. 

DRUGGED  OFFENDERS  LICENSE  REVOCATION  LAW 

Mr.  Carr.  What  states  have  not  yet  compHed  with  the  require- 
ments of  the  drugged  offenders  Ucense  revocation  law? 
[The  information  follows:] 

Eight  (8)  states  have  not  yet  comphed  with  the  requirements  of  23  U.S.C.  §  159 
(Drug  Offender's  Driver's  License  Suspension).  These  States  are  as  follow:  Califor- 
nia, Delaware,  Georgia,  Indiana,  Kansas,  Kentucky,  Michigan,  and  South  Carolina. 

Kentucky's  governor  recently  signed  a  joint  legislative  resolution  opposing  Section 
159.  Therefore,  the  state  is  expected  to  come  into  compliance  in  the  near  future 
after  the  appropriate  documentation  is  submitted  for  agency  review. 

Mr.  Carr.  Have  any  states  had  federal  aid  highway  funds  with- 
held for  noncompliance? 
[The  information  follows:] 

On  October  1,  1993,  eleven  (11)  states  were  not  in  compliance  with  Section  159 
requirements  and  had  five  (5)  percent  of  specified  Federal-aid  highway  funds  with- 
held, these  states  were:  Alabama,  California,  Delaware,  Georgia,  Indiana,  Kansas, 
Kentucky,  Michigan,  New  Jersey,  New  York,  and  South  Carolina. 

Subsequently,  Alabama,  New  Jersey,  and  New  York  have  come  into  compliance 
and  their  withheld  funds  have  been  released. 

DEC  PROGRAM  SUPPORT 

Mr.  Carr.  Since  recent  studies  have  shown  that  drug  recognition 
expert  evaluations  represent  a  small  proportion  of  all  impaired- 
driving  arrests,  should  federal  support  of  the  Drug  Evaluation  and 
Classification  Program  be  discontinued? 

[The  information  follows:] 

The  DEC  evaluations  do  represent  a  small  proportion  of  overall  impaired  driving 
arrests;  however,  there  is  no  other  training  program  for  law  enforcement  officers 
that  deals  as  effectively  with  the  drug  impaired  driver.  The  law  enforcement  com- 
munity views  the  DEC  program  as  a  valuable  asset  in  its  war  on  drugs.  The  pro- 
gram techniques  are  considered  to  be  an  excellent  tool  for  removing  drug  impaired 
drivers  from  our  highways.  Additional  certified  officers  would  expand  the  impact  of 
the  DEC  program  and  result  in  more  arrests. 

By  fiscal  year  1995,  substantial  funding  will  no  longer  be  required  to  assist  states 
in  implementing  the  DEC  program.  Most  states  with  high  drug-impaired  driver  pop- 
vdations  will  have  established  DEC  programs.  We  will  continue  to  provide  regional 
technical  support  to  those  DEC  states  in  their  final  year  of  reaching  self-sufficiency, 
continue  prosecutor  and  judge  training  in  DEC  sites,  and  complete  the  checkpoint 
demonstration  on  detecting  drivers  impaired  by  drugs  or  alcohol. 

Research  that  validates  and  simplifies  the  DEC  evaluation  procedures  will  be 
completed  in  1995.  We  will  then  develop  and  pilot-test  a  revised  training  program, 
malang  these  materials  available  to  existing  DEC  programs  in  the  states.  Addition- 
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ally,  the  agency  will  pilot-test  and  evaluate  a  screening  instrument  for  drug  im- 
paired drivers  to  identify  the  need  for  treatment  beyond  the  sanctions  for  an  im- 
paired driving  conviction. 

DEC  PROGRAM — PARTICIPATING  STATES 

Mr.  Carr.  Which  states  are  currently  participating  in  the  DEC 
program  and  will  any  new  states  be  added  during  fiscal  year  1995? 
[The  information  follows:] 

The  program  is  active  in  24  states  and  the  District  of  Columbia,  representing  ap- 
proximately 350  jurisdictions  with  3,700  nationally  certified  DREs. 

DEC  States:  Arizona,  Arkansas,  California,  Colorado,  District  of  Columbia,  Flor- 
ida, Georgia,  Indiana,  Iowa,  Louisiana,  Maine,  Maryland,  Minnesota,  Missouri,  Ne- 
braska, Nevada,  New  Hampshire,  New  Jersey,  New  Mexico,  New  York,  Oklahoma, 
Rhode  Island,  Texas,  Utah,  Virginia. 

Hawaii,  Kansas  and  Kentucky  are  actively  interested  in  implementing  the  DEC 
program. 

Mr.  Carr.  Which  states  have  programs  that  are  now  completely 
self  sufficient? 

[The  information  follows:] 

The  following  states  are  completely  self-sufficient  and  managed  by  their  state  and 
local  law  enforcement  agencies: 

Arizona,  California,  Colorado,  District  of  Columbia,  Indiana,  Maine,  Maryland, 
Minnesota,  New  York,  Oklahoma,  Texas,  Utah,  Virginia. 

Mr.  Carr.  Of  the  remaining  states,  in  what  stages  are  their  pro- 
grams? Which  states  are  in  their  final  year  of  reaching  self  suffi- 
ciency? 

[The  information  follows:] 

The  12  remaining  states  are  at  varying  stages  of  program  maturity.  All  have  es- 
tablished state-level  coordination  and  maintain  local  agency  management  control  of 
the  DEC  program.  Most  do  not  have  enough  trained  DEC  instructors  to  enable  them 
to  conduct  the  required  training  and  field  certifications. 

Therefore,  they  will  continue  to  need  some  training  support  until  a  self-sufficient 
cadre  of  instructors  is  in  place. 

Florida,  Iowa,  Missouri,  Nevada,  and  Rhode  Island  shoxild  reach  self-sufficiency 
within  the  next  year. 

DEC  PROGRAM — TRANSITION  TO  THE  STATES 

Mr.  Carr.  How  much  will  be  allocated  in  fiscal  year  1995  to  fur- 
ther transition  the  DEC  program  to  the  States? 
[The  information  follows:] 

Substantial  funding  will  not  be  required  to  assist  states  in  implementing  the  DEC 
program.  By  fiscal  year  1995,  most  states  with  high  drug-impaired  driver  popu- 
lations will  have  established  DEC  programs  in  place.  The  focus  then  will  be  to  con- 
tinue with  regional  technical  support  only  to  DEC  states  in  their  final  year  of  reach- 
ing self-sufficiency  ($200  thousand).  There  will  be  a  need  for  the  agency  to  continue 
prosecutor  and  judge  training  in  DEC  sites  ($100  thousand). 

Ongoing  research  to  validate  and  simplify  the  DEC  evaluation  is  underway.  If  the 
course  needs  to  be  refined,  the  changes  will  be  made  to  the  curricula  and  training 
materials  will  be  made  available  to  the  states. 

DEC  PROGRAM — STATE  ALLOCATIONS 

Mr.  Carr.  Please  provide  a  table  that  shows  fiscal  year  1993  and 
1994  and  planned  fiscal  year  1995  State  allocations  under  the  DEC 
program. 

[The  information  follows:] 
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DRUG  EVALUATION  AND  CLASSIFICATION  PROGRAM  STATE  ALLOCATIONS 

[In  thousands  of  dollars] 


Training  cooperative  agreements 


1993 


1994  (esti- 
mate) 


1995  (esti- 
mate) 


Total  (esti- 
mate) 


Arizona  

California 

Colorado  

Florida  

Indiana  

Maine 

Maryland 

Minnesota  

New  York  

Rhode  Island 

Texas  

Utah 

Total 


50 

150 

80 

100 

27 

30 

0 

50 

0 

50 

67 

70 

40 

50 

67 

70 

0 

125 

64 

20 

100 

150 

0 

30 

495 

895 

200 

180 

57 

50 

50 

137 

90 

137 

125 

84 

250 

30 

1,390 


DEC  PROGRAM — FUNDING  DISTRIBUTION 

Mr.  Carr.  Please  provide  the  distribution  of  DEC  program  funds 
between  research  and  development;  systems  support;  and  training, 
public  information  and  education  for  fiscal  year  1994  and  your  esti- 
mate for  fiscal  year  1995. 

[The  information  follows:] 


Drug  Evaluation  and  classification 


Fiscal  year — 


1994 


1995 


Research  and  Development 1,250  225,000 

System  Support  555,000  741,000 

Training  895,000  564,000 

Public  Information  and  Education  100,000  0 

Total  2,800,000  1,530,000 


DEC  PROGRAM — TRANSITION  TO  THE  STATES 

Mr.  Carr.  What  are  your  long-term  plans  regarding  transitioning 
the  DEC  program  to  the  states  and  what  is  your  timetable  for 
doing  so? 

[The  information  follows:] 

The  agency's  long  term  goal  for  the  DEC  program  has  been  to  institutionalize  it 
fully  within  each  of  the  participating  states  through  the  program's  training  ele- 
ments. The  plan  provides  a  systematic  method  for  developing  the  program  within 
each  state,  utilizing  the  training  and  technical  expertise  of  self-sufficient  DEC  states 
to  assist  others  (States)  that  are  new  or  have  less  than  sufficient  resources.  This 
process  continues  moving  the  states  through  various  stages  of  program  development 
until  they  no  longer  need  outside  assistance.  Each  state  progresses  at  different 
rates,  but  most  states  are  self-sufficient  within  2V2  years. 

A  key  element  in  the  institutionalization  of  the  program  is  the  regionalized  tech- 
nical support  and  tredning  coordination  to  assist  the  states  with  their  own  state 
DEC  Program.  The  3  DEC  regional  coordinators  have  been  in  place  for  about  6 
months  and  have  taken  over  all  DEC  implementation  activities  by  providing  the 
states  in  their  area  with  implementation  assistance  and  technical  support.  The  goal 
of  these  activities  is  to  support  those  DEC  states  in  their  final  year  of  reaching  self- 
sufficiency. 

The  agency  continues  to  work  with  the  International  Association  of  Chiefs  of  Po- 
Uce  (lACP)  to  increase  their  role  in  the  DEC  program.  The  lACP,  through  its  mem- 
ber representative  committees,  currently  establishes  the  program  minimum  stand- 
ards, certifies  all  program  participants,  and  develops  and  revises  curricula.  LACP 
will  begin  assisting  the  states  by  providing  technical  assistance  for  assessing  pro- 
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gram  eligibility  and  monitoring  of  sites  to  ensure  compliance  with  minimum  stand- 
ards. It  is  anticipated  that  lACP  will  continue  its  active  role  with  the  DEC  program. 

DEC  PROGRAM — ^NHTSA/NIDA  EVALUATION 

Mr.  Carr.  What  are  the  results  on  the  joint  NHTSA/NIDA  eval- 
uation of  the  12-step  drug  evaluation  process  used  in  the  DEC  pro- 
gram? 

[The  information  follows:] 

The  first  phase  of  the  joint  evaluation  has  been  completed,  and  analysis  of  the 
data  is  underway.  PreUminary  results  indicate  that  it  will  be  possible  to  improve 
drug  recognition  experts'  (DREs)  diagnoses  of  drug  impairment.  Once  all  of  the  data 
have  been  collected  and  analyzed.we  expect  to  identify  elements  of  the  12-step  proc- 
ess do  not  reliably  contribute  to  the  assessment  of  drug  impairment;  removal  of 
those  elements  wiU  streamline  the  DRE's  work  and  permit  more  accurate  drug  clas- 
sification. We  also  expect  to  identify  scientifically-based  methods  of  "weighting"  the 
reliable  cues,  so  that  DREs  can  give  due  consideration  to  the  most  compelling  evi- 
dence when  they  formulate  their  opinions.  Finally,  for  each  of  the  drugs  studied 
thus  far,  a  set  oi  cues  has  been  identified  that  permits  discrimination  between  dosed 
and  non-dosed  subjects  in  the  majority  of  cases.  However,  it  is  important  to  stress 
that  the  study  has  to  date  covered  only  a  very  limited  set  of  drugs. 

DEC  PROGRAM — PLANNED  RESEARCH 

Mr.  Carr.  What  additional  research  pertaining  to  the  DEC  pro- 
gram is  planned? 

[The  information  follows:] 

Two  DEC  research  projects  are  planned.  Contract  award  for  both  projects  should 
be  around  May  1,  1994.  One  project,  the  DEC  Program  Site  Experience,  will  deter- 
mine the  relative  importance  of  the  different  types  of  information  available  to  the 
Drug  Recognition  Expert  (DRE)  in  deciding  whether  a  suspect  is  under  the  influence 
of  drugs.  This  project  will  also  evaluate  the  strengths  and  weaknesses  of  the  DEC 
program  in  different  enforcement  contexts  (i.e.,  size,  type  and  location  of  enforce- 
ment agency).  In  evaluating  the  streng^s  and  weaknesses  of  the  DEC  program,  the 
project  will  determine  the  necessair  level  of  management  and  tredning  support  re- 
quired to  maintain  a  successful  DEC  program. 

The  second  project,  Development  of  DEC  Interview  Procedures,  will  develop  a 
workable  set  of  interview  procedures  that  can  be  used  to  obtain  evidence  for  convict- 
ing drug-impaired  drivers.  This  project  will  also  assess  the  effectiveness  of  the  de- 
veloped interview  procedures  in  obtaining  evidence  under  actual  enforcement  condi- 
tions. 

DEC  PROGRAM — STATES  RESPONSE  TO  MANAGEMENT  TRANSFER 

Mr.  Carr.  What  has  been  the  states'  response  to  NHTSA's  trans- 
fer of  the  management  of  the  DEC  program  from  headquarters  to 
NHTSA's  regional  offices? 

[The  information  follows:] 

The  regionalized  approach  to  implementing  the  DEC  program  has  been  well  re- 
ceived by  the  states.  The  agency's  decentrafization  of  the  program  is  providing  each 
state  with  a  consistent  level  of  support  and  a  timely  response  to  request  for  tech- 
nical assistance.  DEC  regional  coordinators  wiU  continue  to  work  with  each  state 
to  assist  with  the  transfer  of  the  DEC  program. 

PEDESTRIAN-RELATED  RESEARCH  FUNDING 

Mr.  Carr.  The  fiscal  year  1995  request  includes  $949,000  for  pe- 
destrian related  research  and  demonstration  programs.  This 
amount  is  about  4  percent  of  the  total  contract  budget  request  for 
traffic  safety  programs.  Considering  that  pedestrian  fatalities  rep- 
resent about  14  percent  of  all  highway  fatalities,  is  NHTSA  giving 
appropriate  attention  to  pedestrian  research? 

[The  information  follows:] 
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This  budget  request  is  a  significant  increase  over  previous  budget  requests  for 
this  program  area.  The  request  reflects  an  marked  increase  in  activity  that  address- 
es pedestrian  and  bicycle  safety  issues.  Pedestrian  and  bicycle  safety  were  added  to 
the  list  of  national  highway  safety  priority  program  areas  in  October  1991.  Interest 
at  the  state  and  local  level  is  only  just  now  starting  to  grow. 

The  PT  1995  budget  request  does  not  reflect  those  activities  that  are  being  con- 
ducted by  FHWA  in  our  joint  NHTSA/FHWA  pedestrian  action  plan.  We  beUeve 
that  our  activities  when  combines  with  those  of  FHWA  represent  an  adequate  ap- 
proach to  this  area  for  the  coming  fiscal  year. 

Mr.  Carr.  Including  all  sources  [Section  402,  highway  safety,  re- 
search, et  cetera),  how  much  funding  is  requested  for  pedestrian- 
related  activities  in  fiscal  year  1995,  and  how  does  that  compare 
to  fiscal  years  1994  and  1993? 
[The  information  follows:] 

The  following  table  reflects  the  budget  requests  pedestrian-related  activities  for 
1993,  1994  and  1995: 

[In  thousands  of  dollars] 

Source  1993  1994  1995 

402  975  N/A  N/A 

Highway  Safety 335  328  469 

Research 276 200 285 

Section  402  funding  is  the  largest  component  of  pedestrian  program  funding. 
However,  the  amount  of  402  funds  which  will  be  expended  in  this  area  in  FY  1994 
and  FY  1995  is  not  available  at  this  time. 

Not  including  402  funding,  the  above  table  shows  that  the  remainder  of  requested 
funding  for  FY  1995  ($784K)  reflects  an  increase  of  approximately  32  percent  over 
the  previous  two  years. 

Thus,  if  the  level  of  state  402  funds  devoted  to  pedestrian-related  activities  re- 
mains relatively  level  at  $975K  from  FY  1993  through  FY  1995,  the  total  FY  1995 
expenditure  ($1759K)  will  represent  an  increase  of  about  12  percent  over  the  aver- 
age total  expenditiu^s  of  the  previous  two  years.  If  state  spending  in  this  area  in- 
creases, as  it  is  expected  to  do,  this  percentage  increase  will  be  larger. 

PEDESTRIAN  RESEARCH  PROGRAM  ACCOMPLISHMENTS 

Mr.  Carr.  What  have  been  the  accomplishments  of  NHTSA's  pe- 
destrian research  program  to  date? 
[The  information  follows:] 

NHTSA's  accomplishments  in  pedestrian  safety  are  considerable.  The  research 
program  has  identified  the  urban,  suburban,  and  rural  problems  in  a  detailed  pro- 
ductive way,  used  that  problem  identification  to  target  major  pedestrian  problems 
for  research,  and  developed  countermeasures  that  worked,  i.e.,  reduced  pedestrian 
crashes. 

NHTSA/FHWA — ^FOCUS  ON  PEDESTRIAN  TRAFFIC  SAFETY 

Mr.  Carr.  How  does  your  focus  on  pedestrian  traffic  safety  differ 
from  that  of  the  FHWA? 
[The  information  follows:] 

Through  their  respective  enabUng  legislations,  NHTSA  and  FHWA  share  respon- 
sibility for  pedestrian  safety  and  have  a  common  goal  of  reducing  pedestrian  deaths 
and  injuries  by  preventing  pedestrian  crashes  .  .  .  (FHWA  also  goes  beyond  the  con- 
cerns of  safety  to  include  the  additional  consideration  of  accommodation,  i.e.,  ensur- 
ing that  the  physical  facilities  meet  the  full  range  of  the  pedestrian's  needs.)  The 
major  difference  is  that  NHTSA  focuses  on  the  vehicle  and  the  behavior  of  the  driv- 
ers and  pedestrians,  while  FHWA  concentrations  on  the  physical  environment  which 
these  road  users  share.  Basically,  NHTSA  works  to  change  crash-producing  behavior 
(errors)  education  and  enforcement,  while  FHWA  pursues  its  objectives  through  en- 
gineering the  environment.  Obviously,  because  of  the  strong  interconnection  of  the 
road  user  behaviors,  the  vehicle,  and  the  environment,  the  two  agencies  do  a  consid- 
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erable  amount  of  joint  research  that  allows  each  agency  to  pvirsue  its  unique  ap- 
proaches within  a  common  framework. 

RESEARCH  BASED  PEDESTRIAN  COUNTERMEASURES 

Mr.  Carr.  Please  give  some  examples  of  research-based  pedes- 
trian countermeasures? 
[The  information  follows:] 

The  Child  pedestrian  crashes  from  a  large  part  of  the  problem.  Children  are  in- 
volved in  dart  out  crashes,  ice-cream  vendor  accidents,  intersection-related  crashes, 
and  school  bus  accidents,  among  others.  The  agency  has  targeted  these  problems 
with  some  success.  For  example,  in  the  case  of  the  largest  crash  problem,  the  dart 
out,  the  agency  developed  safety  advice  that  corrected  the  errors  made  by  the  child, 
i.e,  entering  the  roadway  without  stopping  or  searching  for  oncoming  vehicles.  When 
incorporated  into  safety  messages  using  an  animated  character,  "Willy  Whistle",  and 
tested  in  large  school  systems,  the  countermeasure  was  successful  in  reducing  child 
pedestrian  dart  out  crashes  in  five-  to  eight-year  olds  by  20  percent.  A  second  Willy 
Whistle  video  was  directed  at  the  more  complex  traffic  situations  children  get  into 
as  they  get  older  (ages  9-12)  and  travel  beyond  their  immediate  neighborhoods. 
Field  tests  by  the  Insurance  Institute  for  Highway  Safety  found  crash  reductions  of 
20-30  percent  in  the  crash  types  addressed  by  the  program  for  this  age  group.  Fi- 
nally, a  good  example  of  developing  traffic  regulations  as  countermeasures  is 
NHTSA's  Model  Ice  Cream  Truck  Ordinance  (MICTO).  The  model  regulation  focuses 
on  the  problem  of  young  children  who  are  struck  going  to  or  from  an  ice  cream 
truck.  A  field  ter,^  of  the  ordinance  in  the  City  of  Detroit,  Michigan,  demonstrated 
a  77  percent  reduction  in  this  tjrpe  of  crash. 

UNDERSERVED  POPULATIONS  IN  PEDESTRIAN  AND  BICYCLE  SAFETY 

Mr.  Carr.  The  justifications  indicate  that  development  will  be 
conducted  in  fiscal  year  1994  on  an  education  program  for  under- 
served  populations.  How  do  you  define  underserved  populations  in 
the  pedestrian  and  bicycle  safety  area? 

[The  information  follows:] 

Underserved  populations  are  those  populations  that  constitute  an  identifiable  part 
of  the  pedestrian  and  bicycle  crash  problem,  but  for  which  fewer  programs  or  coun- 
termeasures exist  to  address  the  specific  nature  of  their  problems  (e.g.,  language 
and/or  cultiwal  differences  which  may  contribute  to  the  problem).  Underserved  pop- 
ulations would  include  diverse  popvdations  such  as  Hispanics,  African  Americans 
and  Native  Americans. 

WALK  ALERT  PEDESTRIAN  SAFETY  PROGRAM 

Mr.  Carr.  What  are  the  program  elements  of  the  **Walk  Alert" 
pedestrian  safety  program  and  how  has  it  been  effective? 
[The  information  follows:] 

The  "Walk  Alert"  concept  is  a  product  of  a  joint  effort  between  NHTSA,  FHWA 
and  the  National  Safety  Council.  This  collaboration  resulted  in  the  "Walk  Alert  Na- 
tional Pedestrian  Safety  Program  Guide."  This  guide  is  designed  to  help  states  plan 
and  implement  comprehensive  pedestrian  safety  programs  which  incorporate  edu- 
cation, engineering,  and  enforcement  principles. 

The  education  section  of  the  guide  covers  different  age  groups  and  the  conditions 
and  problems  unique  to  each  of  these  age  groups.  The  engineering  section  discusses 
possible  conflicts  and  solutions  relative  to  physical  faciUties  such  as  roadways,  side- 
walks, and  traffic  control  devices.  The  enforcement  section  identifies  ways  in  which 
states  and  communities  can  work  with  law  enforcement  agencies  to  cre.ate  a  pedes- 
trian safety  program. 

The  Walk  Alert  program  guide  also  provides  guidance  for  communities  on  "how- 
to"  organize  Walk  Alert  committees  and  implement  component  activities.  A  media 
section  is  included  to  assist  in  developing  and  conducting  successful  media  cam- 
paigns. A  resource  section  identifies  sources  of  materials  available  to  be  used  in  a 
successful  pedestrian  safety  program. 

Walk  Alert  programs  were  established  in  10  states  between  1986  and  1989.  Re- 
sponses concerning  the  usefiilness  of  the  program  guide  and  its  effectiveness  for 
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helping  state  and  local  officials  establish  comprehensive  pedestrian  programs  have 
been  very  positive.  There  have  been  no  formal  evaluations  conducted  to  determine 
crash  reduction. 

nhtsa/fhwa  safety  resource  kit 

Mr.  Carr.  Please  give  some  examples  of  the  information  on  be- 
havioral and  engineering  aspects  of  pedestrian  safety  provided  to 
safety  planners  in  the  NHTSA/FHWA  safety  resource  kit. 

[The  information  follows:] 

Following  is  a  description  of  the  major  components  of  the  NHTSA/FHWA  pedes- 
trian safety  resource  kit: 

Walk  Alert:  A  National  Pedestrian  Safety  Program  Guide.  This  guide  is  intended 
to  assist  states  and  communities  to  establish  eflFective  pedestrian  safety  progreuns. 
It  discusses  what  actions  states  and  communities  can  take  to  protect  pedestrians  by 
developing  community  awareness,  safe  pedestrian  habits  and  safe  pedestrian  envi- 
ronments. 

Pedestrian  Accident  Reduction  Guide  (PAR).  This  widely  used  docimient  provides 
a  taxonomy  of  behaviors  that  accompany  the  most  common  pedestrian  crash  types. 
Directions  are  provided  for  implementing  countermeasures  which  can  have  the 
greatest  impact  on  reducing  these  crash  types. 

Planning  Community  Pedestrian  Safety  Programs.  This  manual  contains  informa- 
tion to  assist  individuals  and  groups  in  developing  comprehensive  action  plans  to 
improve  pedestrian  safety  within  a  community. 

Synthesis  of  Safety  Research  on  Pedestrians.  This  publication  provides  both  behav- 
ioral and  engineering-related  countermeasure  information.  It  includes  conflict  analy- 
sis, hazard  formulas  and  a  discussion  of  pedestrian  safety  programs.  Although  pri- 
marily designed  for  traffic  engineers,  this  docvunent  discusses  basic  behavioral  fac- 
tors tiiat  contribute  to  pedestrian  crashes,  thus  aiding  engineers  in  their  ability  to 
address  these  factors  in  the  design  of  pedestrian  facilities. 

Work  tone  Traffic  Management  Synthesis:  Work  Zone  Pedestrian  Protection.  This 
report  contains  research  findings  and  descriptions  of  current  practices  in  controlling 
and  protecting  pedestrian  traffic  in  work  zones.  The  report  provides  an  assessment 
of  state-of-the-art  practices  and  has  recommendations  for  revisions  of  the  Manual 
on  Uniform  Traffic  Control  Devices. 

Law  Enforcement:  Pedestrian  Safety.  This  strategies  manual  provides  effective 
countermeasures  for  law  enforcement  agencies  wishing  to  address  pedestrian  safety 
issues. 

REPORT  TO  CONGRESS  ON  PEDESTRIAN  INJURY  REDUCTION  RESEARCH 

Mr.  Carr.  NHTSA's  report  to  Congress  on  pedestrian  injury  re- 
duction research  indicates  that  the  research  program  directed  to- 
ward exploring  the  feasibility  of  reducing  the  consequences  of  pe- 
destrian vehicle  impacts  was  suspended  during  the  summer  of  1992 
pending  agency  review  of  the  direction  of  the  program.  What  are 
the  results  of  that  review? 

[The  information  follows:] 

A  primary  reason  for  suspending  the  research  is  that  NHTSA's  understanding  of 
how  people  were  being  injured  and  killed  in  pedestrian-vehicle  impacts  was  based 
on  data  collected  in  the  late  1970's,  and  that  vehicle  design  had  changed  substan- 
tially since  that  time.  At  the  same  time,  pedestrian  fatalities  had  been  decreasing 
substantially  in  the  late  1980s  and  early  1990s.  Vehicle  design  changes  that  are  rel- 
evant are  the  much  shorter,  sloping  front  ends  of  cars.  This  moves  the  likely  head 
and  thorax  impact  areas  up  toward  the  cowl  area  from  the  hood  area.  This  was  dem- 
onstrated during  the  research  program  through  computer  modeling.  NHTSA  decided 
that  it  needed  more  recent  pedestrian-vehicle  impact  information  and  is  beginning 
a  three-year  effort  to  collect  such  data  in  a  NASS  special  study.  A  decision  to  re- 
sume the  research  before  this  data  collection  effort  is  complete  is  stiU  being  consid- 
ered. , 
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OCCUPANT  PROTECTION  PROGRAM 

Mr.  Carr.  You  are  requesting  $2,213  million  for  the  occupant 
protection  program  in  fiscal  year  1995.  Please  explain  how  the  re- 
quest implements  the  Secretar^s  belt  use  initiative. 

[The  information  follows:] 

Funding  for  the  occupant  protection  program  is  broken  down  into  four  components 
as  follows:  1)  public  information  and  education  ($2,213  million);  2)  belt  law  compli- 
ance ($1,704  million);  3)  target  popiilations  ($1,321  mUlion);  and  evaluation  assist- 
ance and  technology  sharing  ($0,451  million). 

The  Secretary's  initiative  to  increase  safety  belt  use  and  decrease  alcohol-related 
fatalities  will  urge  states  to  conduct  combined  public  information  and  enforcement 
efforts,  quarterly  action  programs,  and  periodic  highly  visible  enforcement  efforts. 

NHTSA  program  efforts  will  support  these  activities  by  providing  program  devel- 
opment, public  information  materials,  training  programs,  organizational  outreach, 
and  technical  assistance  to  enhance  state  and  local  efforts  to:  1)  upgrade  their  safety 
belt  use  laws  to  include  primary  enforcement,  broader  coverage  and  stricter  sanc- 
tions; 2)  enforce  these  laws  and  provide  pubhc  information  support  for  such  efforts; 
and  3)  conduct  reliable  and  valid  safety  belt  usage  surveys  to  measure  progress. 

Research  studies  and  the  results  of  recent  program  demonstrations  in  the  U.S. 
and  Canada  have  shown  that  these  strategies  provide  the  best  known  potential  for 
achieving  the  goals  of  the  Secretary's  initiative. 

Mr.  Carr.  What  are  highest  priority  activities  that  you  plan  to 
conduct  in  the  occupant  protection  program  in  fiscal  year  1995? 
[The  information  follows:] 

The  highest  priority  is  to  support  the  two-year  national  campaign  to  achieve  the 
Secretary's  goal  of  reducing  alcohol-related  fatalities  to  43  percent  and  increasing 
the  national  belt  use  rate  to  75  percent  by  1997.  States  have  taken  the  lead  by  iden- 
tifying the  goals  they  expect  to  achieve  by  1997. 

This  campaign,  scheduled  to  begin  with  the  first  quarter  of  fiscal  year  1995,  will 
incorporate  three  strategic  features. 

First,  NHTSA  will  implement  a  quarterly  schedule  for  program  material  dissemi- 
nation and  emphasis,  one  that  should  result  in  a  more  coordinated  national  traffic 
safety  agenda. 

Second,  NHTSA  will  urge  states  and  cj-mmunities  to  conduct  periodic,  highly  pub- 
licized enforcement  efforts,  such  as  those  used  in  North  Carolina. 

Third,  NHTSA  will  urge  implementation  of  combined  programs  to  enhance  effi- 
ciency and  impact,  such  as  media  and  enforcement  efforts  that  address  both  im- 
paired driving  and  seat  belt  usage. 

Mr.  Carr.  What  would  be  the  impact  of  holding  funding  for  the 
occupant  protection  program  to  the  1994  level  and  what  activities 
would  not  be  conducted  in  fiscal  year  1995? 

[The  information  follows:] 

Reducing  the  fiscal  year  1995  request  of  $5,689  thousand  to  the  fiscal  year  1994 
level  of  $5,112  thousand  would  limit  the  Agency's  ability  to  support  state  and  local 
public  information  and  enforcement  efforts  and  it  would  curtail  the  ability  to  dem- 
onstrate the  impact  of  innovative  belt  law  enforcement  strategies. 

The  current  plan  is  to  provide  public  information  and  technical  guidance  mate- 
rials to  the  states  on  a  quarterly  basis  to  support  their  combined  quarterly  action 
programs.  This  will  be  difficult  and  somewhat  more  costly  to  accomplish  than  past 
efforts  because  of  the  proposed  quarterly  distributions. 

However,  the  potential  of  this  approach  for  stimulating  effective  public  informa- 
tion and  enforcement  programs  at  the  state  level  is  substantial. 

If  materials  cannot  be  provided  to  support  the  proposed  quarterly  action  pro- 
grams, states  will  have  more  difficulty  in  reaching  their  individual  belt  use  goals. 
Consequently,  if  the  states  do  not  meet  their  goals,  the  Secretary's  75  percent  na- 
tional belt  use  rate  goal  will  not  be  met. 

AUTOMATIC  RESTRAINT  SYSTEMS 

Mr.  Carr.  NHTSA's  1993-1994  Priority  Plan  indicates  that  a  fol- 
low-up report  on  the  effectiveness  of  various  types  of  automatic  re- 
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straint  systems,  their  costs  and  benefits  would  be  published  by 
NHTSA  in  fall   1993.  Was  this  evaluation  completed  and,  if  so, 
what  were  its  findings? 
[The  information  follows:] 

We  are  awaiting  completion  of  the  1993  Fatal  Accident  Reporting  System  (FARS) 
file  to  support  analyses  for  this  evaluation.  A  preliminary  analysis  of  the  effective- 
ness of  automatic  restraints,  as  used,  based  on  FARS  data  for  the  first  half  of  1993 
indicated  Uttle  change  from  those  in  our  report  to  Congress  on  this  subject  that  was 
submitted  at  the  end  of  1992.  These  results,  which  are  summarized  below,  will  be 
reported  in  a  paper  that  will  be  presented  at  the  ESV  Conference  in  May. 

AUTOMATIC  RESTRAINT  SYSTEM  EFFECTIVENESS 

[Fatality  Reduction,  in  Percent  Relative  to  Manual  Belts  at  1983  Use  Rates] 

Automatic  Restraint  Equipment  in  Cars:  Percent 

Manual  Belts  Only 14 

Air  Bags 23 

Motorized  Belts  without  Disconnect 19 

Motorized  Belts  with  Disconnect  14 

Nonmotorized  3  Point  Belts  14 

Nonmotorized  2  Point  Belts  11 

Weighted  Average  20 

We  have  also  conducted  tear-down  studies  of  the  cost  of  various  types  of  auto- 
matic restraints.  From  those  studies  we  have  the  following  information  on  cost: 

FRONT  SEAT  AUTOMATIC  RESTRAINT  SYSTEM  ESTIMATED  COST 

Make  and  Line  of  Vehicle  Restraint  System  i^."??^'. 

Ketaii  Cost 

1992  Ford  Crown  Victoria Dual  Air  Bags $329 

1992  Acura  Legend  Dual  Air  Bags 482 

1992  Toyota  Camty Driver  Air  Bags 305 

1992  Buick  Roadmaster Driver  Air  Bags 304 

1992  Plymouth  Acclaim Driver  Air  Bags 224 

1992  Chevrolet  Camaro Driver  Air  Bags 182 

1991  Toyota  Tercel  2  Pt,  Nonmotorized 79 

1988  Toyota  Corolla Manual  Belts 39 

1988  Plymouth  Acclaim Manual  Belts 52 

1988  Chevrolet  Caprice Manual  Belts 38 

HEALTH  CARE  BENEFITS  FROM  USING  SAFETY  BELTS 

Mr.  Carr.  Since  the  highest  risk  drivers  and  occupants  tend  to 
be  the  last  to  use  safety  belts,  the  greatest  benefits  of  safety  belts 
will  likely  be  realized  when  the  final  holdouts  eventually  buckle  up. 
What  are  the  estimated  health  care  costs  that  could  be  saved  if  all 
motor  vehicle  occupants  used  their  safety  belts? 

[The  information  follows:] 

Based  on  a  preliminary  analysis,  NHTSA  estimates  that  increasing  safety  belt  use 
rates  in  all  passenger  vehicles  fi-om  current  observed  levels  of  66  percent  to  100  per- 
cent would  save  between  $5  billion  and  $7  billion  in  health  care  costs. 

SEAT  BELT  ENFORCEMENT 

Mr.  Carr.  What  evidence  does  NHTSA  have  that  seat  belt  en- 
forcement at  the  local  level  is  improving? 
[The  information  follows:] 

NHTSA  does  not  have  a  system  in  place  for  gathering  local  level  enforcement 
data.  As  part  of  the  national  emphasis  program  conducted  in  1991  and  1992,  cita- 
tion data  were  collected  through  Operation  C.A.R.E.,  which  is  a  holiday  law  enforce- 
ment program  involving  state  police  agencies.  These  data  did  show  an  increase  in 
belt  law  citation  rates  [per  100,000  population]  for  state  police  agencies  that  partici- 
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pated  in  the  program  during  the  summer  months  of  1991-93,  as  compared  to  what 
they  were  in  1990. 

In  addition  to  these  data,  several  states  have  provided  evidence  of  increases  in 
citations  by  either  state  poUce  or  a  combination  of  state  and  local  police. 

As  part  of  the  new  national  campaign  to  achieve  the  Secretary's  goals  for  1997, 
NHTSA  will  be  asking  states  to  provide  some  local  enforcement  information  such 
as  the  number  of  jurisdictions  within  a  state  that  conduct  Special  Traffic  Enforce- 
ment Programs  (STEPs).  These  are  highly  publicized  belt  and/or  alcohol-impaired 
driving  enforcement  efforts. 

STATES  SAFETY  BELT  USE  RATE  GAINS 

Mr.  Carr.  Which  states  have  achieved  the  greatest  gains  in  im- 
proving safety  belt  use  rates  in  the  past  several  years  and  what 
were  the  reasons  for  gains  in  each  state? 

[The  information  follows:] 

Sixteen  states  increased  belt  use  by  ten  or  more  percentage  points  between  1991 
and  1993.  The  state  with  the  greatest  gain,  Delaware,  increased  belt  use  by  26 
points,  from  42  percent  to  68  percent,  by  enacting  a  belt  use  law.  Nebraska  also 
made  a  major  gain  by  enacting  a  belt  use  law,  increasing  21  points  from  33  to  54 
percent. 

North  Carolina  increased  use  by  20  points,  from  60  to  80  percent,  primarily 
through  implementation  of  Special  Traffic  Enforcement  Programs  (STEPs).  These 
STEPs,  consisting  of  highly  visible  belt  law  enforcement,  resulted  in  a  gain  of  15 
points  during  1993  alone. 

Another  state  which  accomplished  a  large  increase  during  1993  is  California.  CaU- 
fomia  was  the  first  state  to  upgrade  an  existing  belt  use  law  from  secondary  to  pri- 
mary enforcement.  This  upgrade  resulted  in  an  increase  of  12  percentage  points, 
from  71  to  83  percent. 

PRIMARY  SAFETY  BELT  ENFORCEMENT  LAWS 

Mr.  Carr.  Which  states  have  primary  safety  belt  enforcement 
laws  and  how  effective  have  these  laws  been  in  increasing  use 
rates  in  these  states? 

[The  information  follows:] 

Ten  states  and  Puerto  Rico  have  safety  belt  use  laws  that  allow  for  primary  en- 
forcement. These  states  are  California,  Connecticut,  Hawaii,  Iowa,  Mississippi,  New 
Mexico,  New  York,  North  Carolina,  Oregon  and  Texas. 

The  population-weighted  average  belt  use  among  the  primary  enforcement  states 
is  12  points  higher  than  that  of  the  states  which  specify  secondary  enforcement  (75 
percent  versus  63  percent  use,  respectively). 

California  recently  upgraded  its  belt  law  from  secondary  to  primary  enforcement, 
providing  an  opportunity  to  evaluate  the  effect  of  this  provision.  In  the  year  follow- 
ing implementation  of  this  upgrade,  belt  use  in  California  increased  by  13  percent- 
age points,  from  70  to  83  percent. 

SEAT  BELT  USE  ENFORCEMENT  MECHANISM 

Mr.  Carr.  Do  any  states  use  a  demerit  point  system  similar  to 
that  used  in  Canada  as  a  seat  belt  use  enforcement  mechanism  and 
should  NHTSA  be  encouraging  states  to  adopt  stronger  enforce- 
ment measures  along  these  lines? 

[The  information  follows:] 

Currently,  no  states  issue  driver's  license  demerit  points  to  safety  belt  law  viola- 
tors. NHTSA  encourages  states  to  establish  belt  law  penalties  that  are  appropriate 
for  conditions  in  the  state. 

State  belt  law  penalties  need  to  be  strong  enough  to  have  the  intended  deterrence 
effect,  but  not  so  severe  that  they  turn  public  opinion  against  the  belt  law  or  deter 
law  enforcement  officers  from  issuing  citations.  The  optimal  penalty  level  varies 
from  state  to  state  depending  on  factors  such  as  belt  usage  rates,  the  length  of  time 
that  the  state  has  had  the  law,  and  public  and  police  attitudes  toward  belt  law  en- 
forcement. 
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Canada  has  demonstrated  that  demerit  points  can  be  used  effectively  with  belt 
laws,  at  least  in  some  situations.  Specifically,  our  Canadian  counterparts  indicate 
that,  once  high  levels  of  belt  usage  are  achieved,  demerit  points  seem  to  have  a 
greater  deterrent  effect  on  the  remaining  "hard-core"  non-users  than  do  monetary 
penalties. 

STEP  DEMONSTRATION  GRANTS 

Mr.  Carr.  Which  states  received  grants  during  fiscal  year  1993 
for  Selective  Traffic  Enforcement  Programs  (STEP)  demonstrations 
and  what  were  the  results? 

[The  information  follows:] 

NHTSA  awarded  five  STEP  Demonstration  Projects  in  September,  1993  to:  (1) 
Vermont  for  $300,000;  (2)  South  CaroUna  for  $299,938;  (3)  New  Mexico  for  $255,000; 
(4)  Oregon  for  $150,000;  and  (5)  Washington  for  $150,000.  (Oregon  and  Washington 
are  conducting  a  joint  program). 

Only  New  Mexico  has  reported  results  to  date.  In  February,  it  conducted  the  first 
of  four  scheduled  statewide  occupant  protection  blitz  campaigns  and  reported  the 
following  preliminary  results: 

Statewide  belt  use  rates  for  front  seat  occupants  increased  from  71  to  79  percent. 
Fift;y-two  law  enforcement  agencies  participated  including  28  City  Police  Depart- 
ments, 11  Sheriffs  Departments  and  13  State  Police  Districts.  During  the  2-week 
enforcement  emphasis  period  participating  agencies  issued  a  total  of  6,873  occupant 
protection  citations — 6,277  for  seat  belt  violations  and  596  for  child  restraint  viola- 
tions. 

Vermont,  Washington  and  Oregon  have  already  conducted  at  least  one  joint  blitz 
effort  in  February,  but  they  have  not  provided  the  results  of  that  effort. 

South  Carolina  will  begin  their  enforcement  blitz  efforts  in  May. 

Mr.  Carr.  Which  states  will  receive  STEP  grants  during  fiscal 
year  1994  and  why  are  additional  awards  planned  for  fiscal  year 
1995? 

[The  information  follows:] 

NHTAS  first  planned  to  award  two  STEP  grants  each  year  in  1993  and  1994.  To 
increase  the  potential  impact  of  such  demonstrations,  awards  were  made  to  five 
states  in  1993,  with  Oregon  and  Washington  conducting  a  joint  program.  Grant 
funding  is  spread  over  the  two-year  period  as  follows: 

Fiscal  year 
State  


1993  199< 


Vermont $150,000  $150,000 

South  Carolina 150,000  149,938 

New  Mexico 150,000  105,000 

Oregon  75,000  75,000 

Washington 75,000  75,000 

To  obtain  a  representative  geographical  mix  of  states  conducting  STEP  dem- 
onstrations, one  additional  grant  award  is  currently  under  negotiation  in  fiscal  year 
1994.  No  further  STEP  demonstrations  are  planned  for  award  in  1995. 

Beginning  in  1995,  support  will  be  provided  to  all  states  actively  pursuing  state- 
wide alcohol/belt  STEP  programs.  This  support  will  take  the  form  of  increased  levels 
of  enforcement-related  media,  training,  and  other  program  materials  provided  to  the 
states  and  local  communities. 

The  level  of  state  participation  and  the  results  achieved  under  this  new  approach 
will  constitute  a  national  demonstration  of  the  impact  of  highly  publicized  enforce- 
ment efforts  stimulated  through  dissemination  of  program  results  and  materieds. 

For  those  states  which  participate,  this  approach  should  alleviate  them  of  the 
costs  associated  with  preparing  their  own  program  materials.  Those  savings  should 
enable  the  participating  states  to  strengthen  and  expand  the  enforcement  and  pub- 
lic outreach  components  of  their  programs. 
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NORTH  CAROLINA'S  "CLICK  IT  OR  TICKET"  PROGRAM 

Mr.  Carr.  Please  describe  the  elements  of  North  Carolina's 
"Click  it  or  Ticket"  program  which  resulted  in  a  13  percent  increase 
in  seat  belt  usage  in  that  state.  Which  program  elements  could  be 
readily  applied  in  other  states? 

[The  information  follows:] 

The  three  basic  parts  of  the  state-wide  "Click  It  or  Ticket"  program  are:  1)  edu- 
cation of  the  public  through  tEirgeted  paid  and  earned  media,  in  addition  to  "hard" 
news  coverage;  2)  enhanced  statewide  enforcement  of  safety  belt  and  child  safety 
seat  laws  through  random  patrols  and  safety  belt  checkpoints;  and  3)  incentives  for 
motorists  found  compljing  with  these  laws  at  checkpoints.  To  support  the  media 
component,  the  Governor  of  the  State  lent  his  person  support  to  this  five-year  initia- 
tive through  all  forms  of  media  coverage.  Two  weeks  after  the  targeted  media  phase 
began,  enhanced  enforcement  of  the  primary  occupant  protection  laws  began  by 
state,  county  and  municipal  law  enforcement  agencies  in  all  100  counties  of  North 
Carolina,  The  Governor  personally  solicited  support  for  the  program  in  all  commu- 
nities. The  State  Insurance  Commissioner  helped  galvanize  the  agenda.  Incentives 
were  awarded  at  checkpoints,  and  citations  issued  to  those  not  in  compliance.  Sur- 
veys were  conducted  to  measure  proper  compUance  with  the  safety  belt  and  child 
safety  seat  laws. 

All  program  elements  can  be  readily  applied  in  other  states,  namely;  focused 
media  activities;  support  by  key  community  officials  and  leaders;  endorsement  of  the 
law  enforcement  community;  safety  belt  use  and  enforcement  training  for  officers; 
enhanced  enforcement  with  highly  visible  checkpoints;  broad-based  community  sup- 
port; countrywide  enforcement;  tickets  given  to  violators;  and  incentives  awarded  to 
motorists. 

Mr.  Carr.  What  was  NHTSA's  role  in  the  North  Carolina  pro- 
gram? 

[The  information  follows:] 

NHTSA's  role  in  "Click  It  or  Ticket"  consisted  of  direct  involvement  and  active 
participation  in  the  development,  planning  and  implementation  of  the  Governor's 
Highway  Safety  Initiative.  NHTSA  is  one  of  five  major  public/private  partners  rep- 
resented in  the  campaign.  The  others  are  the  NC  Department  of  Insurance,  the  NC 
Department  of  Transportation  Governor's  Highway  Safety  Program,  the  University 
of  North  Carolina  Highway  Safety  Research  Center,  and  the  Insurance  Institute  for 
Highway  Safety.  The  most  critical  element  was  the  North  Carolina  law  enforcement 
community. 

The  Initiative  really  began  about  three  years  ago  with  the  implementation  of  the 
Section  403  Operation  Buckle  Down  (OBD)  program  and  the  groundwork  laid  by  the 
OBD  coordinators.  In  conjunction  with  the  OBD  program,  NHTSA  Occupant  Protec- 
tion Usage  and  Enforcement  training  was  marketed  and  conducted,  training  hun- 
dreds of  officers  throughout  the  state.  Section  402  safety  belt  and  child  safety  seat 
mini-grants  were  awarded  to  local  police  departments  and  health  departments  for 
the  development  of  community  belt  programs,  allowing  those  with  limited  resovu"ces 
to  become  actively  involved  in  the  safety  belt  program  by  conducting  Click  It  or 
Ticket  campaigns  in  local  communities  throughout  Qie  state.  These  were  precursors 
to  the  implementation  of  the  statewide  Governor's  Highway  Safety  Initiative  (CUck 
It  or  Ticket). 

NHTSA's  Region  FV  office  serves  on  the  executive  steering  committee  for  the  Ini- 
tiative. They  have  participated  in  the  development  of  the  overall  campaign  strategy 
and  reviewed  and  participated  in  the  selection  of  the  advertising  strategies  and 
media  message,  playing  an  active  role  in  the  planning  and  implementation  of  re- 
gional informational  meetings  with  local  law  enforcement  officials  and  participating 
in  briefings  with  the  Governor.  NHTSA  was  a  full  partner  in  the  planning  of  the 
pilot  sites  and  provided  technical  advice  and  recommendations  on  the  operational 
phase  of  the  campaign.  NHTSA  Region  IV,  in  cooperation  with  the  Governor's  High- 
way Safety  Program,  has  worked  to  incorporate  the  Initiative  as  part  of  North  Caro- 
Una's  overall  highway  safety  program,  as  expressed  in  their  Highway  Safety  Plan 
and  will  continue  to  be  a  full  participating  partner  in  the  Initiative. 


189 

SAFETY  BELT  USAGE — NATIONAL  SURVEY 

Mr.  Carr.  The  justifications  indicate  that  NHTSA  is  considering 
initiating  a  national  survey  of  safety  belt  usage.  Does  this  indicate 
that  the  state  surveys  of  safety  belt  usage  are  unreliable  and  of 
poor  quality? 

[The  information  follows:] 

The  need  for  a  national  survey  of  occupant  restraint  use  does  not  indicate  that 
state  surveys  are  of  poor  quality.  In  fact,  the  quality  of  state  safety  belt  use  surveys 
is  very  good.  NHTSA  supported  the  development  of  high  quality  state  surveys 
through  the  development  of  survey  guidelines  and  the  agency  review  which  were  re- 
quired under  Section  153  of  the  Intermodal  Surface  Transportation  Efficiency  Act. 
However,  while  state  safety  belt  use  surveys  are  valuable  tools  for  designing  and 
evaluating  state  safety  belt  programs,  there  are  limitations  to  the  state  surveys 
which  prevent  them  from  meeting  all  of  the  agency's  restraint  use  information 
needs — research,  program,  evaluation,  and  regulatory.  For  instance,  state  surveys 
generally  provide  use  information  only  for  front-seat  outboard  occupants  and  either 
combine  passenger  car  and  light  truck  occupants  or  only  collect  information  on  pas- 
senger cars.  States  rarely,  if  ever,  collect  information  on  the  type  and  use  of  dif- 
ferent restraint  systems,  e.g.,  manual  us.  automatic  or  3-point  vs.  2-point,  detailed 
information  that  is  necessary  to  support  agency  research  programs,  behavioral  pro- 
grams and  regfulatory  impact  analyses/evaluations  in  the  area  of  occupant  protec- 
tion. 

It  should  also  be  noted  that  this  survey  will  collect  data  on  child  safety  seat  usage 
and  motorcycle  helmet  usage.  Presently  the  agency  does  not  have  any  mechanism 
for  collecting  such  data.  This  information  is  needed  to  enable  the  agency  to  better 
measure  its  performance  as  prescribed  under  the  Government  Performance  and  Re- 
sults Act  of  1993  (GPRA). 

Mr.  Carr.  Why  do  you  believe  that  a  national  survey  is  needed? 
[The  information  follows:] 

The  national  restraint  use  survey  will  provide  detailed  national  estimates  of  belt 
use  characteristics  to  assist  in  evaluating  the  effectiveness  of  motor  vehicle  safety 
standards  and  help  determine  the  agency's  national  restraint  use  program  prior- 
ities. The  national  survey  design  will  include  collection  information  on  vehicle  type, 
occupant  type  (driver  vs.  passenger),  road  type,  age  and  sex  group,  motorcycle  hel- 
met use,  and  some  information  on  child  safety  seat  use.  State  svirveys  do  not  provide 
this  detailed  restraint  use  information. 

Mr.  Carr.  How  would  the  national  survey  be  designed  and  con- 
ducted, and  what  would  be  its  total  cost? 
[The  information  follows:] 

The  national  survey  will  be  designed  as  a  multi-stage  area  probability  sample.  Di- 
rect observation  of  restraint  use  will  be  conducted  at  about  4,000  observation  sites 
across  the  country  during  daylight  hours.  The  design  cost  is  approximately 
$130,000.  The  collection  cost  is  budgeted  at  $350,000  for  FY  1994. 

Mr.  Carr.  When  would  the  results  of  a  national  survey  be  avail- 
able? 
[The  information  follows:] 

Plans  are  to  conduct  the  survey  in  September  1994,  and  the  results  should  be 
available  by  the  end  of  1994. 

STATE  SEAT  BELT  USAGE  SURVEYS 

Mr,  Carr.  For  the  record,  please  provide  the  state-by-state  re- 
sults of  the  1993  state  seat  belt  usage  surveys. 
[The  information  follows:] 
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OBSERVED  SAFETY  BELT  USE  RATES 
REPORTED  BY  STATES 
AS  OF  DECEMBER  1993 


Alabama  55% 

Alaska  69% 

Arizona  73  % 

Arkansas  55  % 

California  83% 

Colorado  53% 

Connecticut  71% 

Delaware  68% 

Dist.  of  Columbia  62% 

Florida  62% 

Georgia  57% 

Hawaii  84% 

Idaho  58% 

Illinois  67% 

Indiana  .  56% 

Iowa  73% 

Kansas  70% 

Kentucky  40% 

Louisiana  48% 

Maine  36% 

Maryland  72% 

Massachusetts  34  % 

Michigan  64  % 

Minnesota  55% 

Mississippi  25% 

Missouri  70% 


Montana 

71% 

Nebraska 

54% 

Nevada 

70% 

New  Hampshire 

51% 

New  Jersey 

71% 

New  Mexico 

75% 

New  York 

72% 

North  Carolina 

80% 

North  Dakota 

30% 

Ohio 

58% 

Oklahoma 

47% 

Oregon 

73% 

Pennsylvania 

68% 

Rhode  Island 

32% 

South  Carolina 

59% 

South  Dakota 

26% 

Tennessee 

58% 

Texas 

69% 

Utah 

50% 

Vermont 

•     54% 

Virginia 

73% 

Washington 

78% 

West  Virginia 

52% 

Wisconsin 

64% 

Wyoming 

N/A 

Puerto  Rico 

73% 

Population-Weighted  Average  =  66% 
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SAFETY  BELT  USE  DATA 

Mr.  Carr.  What  data  does  NHTSA  have  regarding  safety  belt 
use  among  high  risk,  underserved,  and  culturally  diverse  groups, 
such  as  persons  under  age  21,  minorities,  truck  drivers,  young 
males,  et  cetera,  and  what  is  the  source  of  the  data? 

[The  information  follows:] 

NHTSA  uses  the  fatal  crash  reports  from  the  Fatal  Accident  Reporting  System 
(FARS)  and  data  on  injiiry  crashes  from  the  General  Estimates  Systems  (GES)  to 
identify  potential  at-risk  groups.  While  these  data  bases  provide  information  on  age, 
gender,  vehicle  type,  and  crash  location  (urban/rural),  they  do  not  provide  informa- 
tion on  ethnicity.  Overall,  NHTSA  crash  data  indicates  that  young  males  are  at  par- 
ticular high  risk.  Rural  areas  are  also  overrepresented. 

In  addition  to  crash  data,  every  state,  except  Wyoming,  collects  periodic  observa- 
tional svirvey  data,  some  of  which  includes  information  on  population  subgroups. 
This  data  supports  the  age  and  gender  biases  indicated  by  the  crash  data. 

Several  special  studies  have  been  conducted  to  assess  use  among  high  risk  popu- 
lations. Among  this  was  an  April  1988  NHTSA  study  which  confirmed  that  safety 
belt  non-users  were  overrepresented  in  crashes. 

Studies  are  cxirrently  underway  to  determine  use  among  several  ethnic  groups, 
such  as  Hispanics  and  Native  Americans.  These  studies  will  help  in  developing 
strategies  to  increase  use  among  these  populations.  Further  research  will  be  con- 
ducted to  better  assess  belt  use  in  other  targeted  ethnic  populations. 

SAFETY  MESSAGE  PERCEPTIONS 

Mr.  Carr.  What  does  NHTSA's  research  on  gender  differences  in 
the  perception  of  safety  messages  show  and  what  are  its  implica- 
tions for  the  development  of  occupant  protection  messages  aimed  at 
women  and  men? 

[The  information  follows:] 

In  1992,  NHTSA  sponsored  a  focus  group  study  of  women  and  men  to  investigate 
gender  perceptions  of  traffic  safety  messages.  A  separate  task  provided  for  a  ht- 
erature  review  on  gender  differences  in  response  to  traffic  safety,  commercial,  and 
health-related  messages.  The  literature  review  revealed  httle  information  about  gen- 
der message  responses. 

The  eight  focus  groups  involved  a  total  of  28  men  and  32  women,  aged  25  to  59. 
Participants  were  shown  seven  30-second  television  PSAs  dealing  with  speeding, 
drinking  and  driving,  and  safety  belt  use.  A  variety  of  motivational  themes  were 
used.  There  were  many  similarities  between  men  and  women,  but  in  some  cases 
Uieir  responses  diverged  sharply. 

Both  men  and  women  said  they  wanted  examples  of  effective  interventions;  want- 
ed the  age  of  the  presenter  to  be  close  to  their  own;  were  receptive  to  appeals  that 
had  costly  sanctions;  and  preferred  to  see  realistic  settings,  common  situations,  and 
personal  relevance  in  traffic  safety  PSAs. 

Female  participants  generaUy  responded  more  favorably  to  emotional  appeals, 
were  less  accepting  of  humor,  were  less  concerned  with  production  quality,  objected 
less  to  exhortation  or  authoritative  appeals,  and  were  more  likely  to  perceive  PSA 
information  as  relevant  to  family  and  firiends. 

This  information  is  based  on  a  small,  non-random  sample  population.  Additional 
information  is  needed  to  better  clarify  tiie  nature  and  extent  of  gender  issues  relat- 
ed to  developing  effective  traffic  safety  messages.  Since  the  initial  work  indicated 
some  difference,  NHTSA  will  continue  to  explore  this  issue.  Until  more  definitive 
information  on  gender  responses  is  available,  NHTSA  will  continue  to  develop  traffic 
safety  messages  aimed  at  the  general  public  and  complementary  to  the  overall  pro- 
gram occupant  protection  program. 

SEAT  BELT  USE  EDUCATION — ^ASSISTANCE  TO  PRIVATE  SECTOR 

Mr.  Carr.  Your  justifications  indicate  that  $105,000  will  be  used 
to  provide  assistance  to  the  private  sector  to  educate  employees 
and  clients  about  seat  belt  use.  What  activities  do  you  have  in 
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mind  and  why  do  you  believe  they  are  justified?  What  are  the  ex- 
pected benefits? 

[The  information  follows:] 

Working  through  the  Network  of  Employers  for  Traffic  Safety  (NETS),  NHTSA 
will:  a)  bmld  on  its  existing  program  to  establish  an  electronic  bulletin  board  offer- 
ing employers  access  to  a  variety  of  traffic  safety  resources;  b)  modify  the  existing 
8-hour  traffic  safety  management  training  seminar  to  allow  flexibility  in  training; 
c)  share  results  from  a  ciurent  demonstration  project  to  reach  youth  in  the  work- 
place; d)  expand  the  number  of  employers  involved  in  traffic  safety  efforts  from  1300 
to  2000;  and  e)  develop  promotional  materials  for  use  by  employers. 

On  a  separate  track,  the  National  Safety  Belt  Coalition  will  continue  to  work  with 
a  variety  of  clients,  including  employers,  to  implement  safety  belt  education  effi)rts 
for  both  employees  and  customers. 

Motor  vehicle  crashes  are  the  nvunber  one  cause  of  lost  work  time  and  deaths 
among  the  work  force.  They  cost  employers  about  $181  billion  annually.  Thus,  more 
employers  are  recognizing  the  importance  of  implementing  policies  and  programs  to 
encoiirage  safe  driving  practices.  Companies  that  have  implemented  effective  traffic 
safety  programs  have  been  able  to  reduce  their  costs  associated  with  traffic  crashes. 

SECTION  153  INCENTIVE  AWARDS 

Mr.  Carr.  Please  update  the  table  on  pages  356  through  357  of 
last  year's  hearing  record,  providing  the  fiscal  year  1994  awards  to 
date  for  the  Section  153  program. 

[The  information  follows:] 
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SECTION  153  INCENTIVE  PROGRAM 
FY  1992  -  FY  1994 


i                 LIST  OF  STATES 

FY  1992    AWARDS  (actual) 

FY  1993    AWARDS   (adual) 

FY  1994    AWARDS" 
(esdmaled) 

Alabama* 

$426,622 

$479,736 

0 

Arkanaa* 

2SS.g30 

175.180 

0 

Cahfomia* 

2.023,396 

0 

2,179,829 

DisLofCol. 

118,943 

133.751 

0     1 

Florida* 

0 

0 

0 

Georgia* 

569,883 

640,831 

0 

Kennicky* 

0 

0 

408,006 

1  mfiffiffnf 

403,004 

453,177 

0 

Maryland* 

0 

404,189 

387,228 

0 

0 

519,518 

Michitan* 

871,716 

980.243 

939,111 

Miaaiaaippi* 

$296,230 

0 

0 

Miaaouri* 

0 

335.306 

0 

Ncbraaka 

0 

286.162 

0 

Nevada 

126J33 

142.061 

136.100 

605,522 

680,908 

652,336 

NewY«k 

1,486363 

1,671,412 

1,601.277 

iWntlh  CaroUna* 

581. 46S 

653,857 

626,420 

Oregon* 

336.255 

378,117 

362,251 

PemHylvaiiia* 

1,065.250 

1,197.871 

1,147,606 

Temiesaee* 

100,000 

125,000 

0 

Texaa* 

1,514,734 

1,703,315 

1,631.841 

Veiim* 

0 

0 

128.139 

VirgiiBa* 

501,509 

563,946 

540.282 

Wutuoftoo* 

431.521 

485,244 

464.882 

Weal  Virgiiiia 

0 

222,468 

0 

Puerto  Rico 

255,424 

287,226 

275,174 

TOTAL 

$12,000,000 

$12,000,000 

$12,000,000 

Miiafim  ADocaboa 
1  Toul  FY  1 


Slate  in  FY  1994 
994  Fundiiig  Level 
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Mr.  Carr.  Were  any  applicant  states  denied  Section  153  grants 
in  fiscal  years  1992  and  1993  because  they  did  not  meet  the  targets 
for  seat  belt  and  motorcycle  helmet  use? 

[The  information  follows:] 

Fiscal  year  1992  was  the  first  year  of  the  Section  153  incentive  grant  program. 
For  first  year  grants,  states  are  required  to  have  both  a  safety  belt  use  and  motor- 
cycle helmet  vise  law  in  effect.  Therefore,  achieving  specific  usage  rates  for  a  grant 
was  not  a  factor. 

For  fiscal  years  1993  and  1994,  states — ^knowing  what  the  usage  rate  require- 
ments are  for  second  and  third  year  grants — have  not  submitted  applications  if  they 
did  not  meet  the  target  rates.  Consequently,  NHTSA  has  not  had  to  deny  any  state's 
application.  However,  combining  fiscal  years  1993  and  1994,  seven  (7)  states  have 
failed  to  apply  because  their  safety  belt  use  rate  was  below  the  rate  required  for 
grant  eligibility.  These  states  are:  Alabama,  Arkansas,  Georgia,  Louisiana,  Mis- 
sissippi, Tennessee,  and  the  District  of  Colvunbia. 

SECTION  153  SANCTIONS 

Mr.  Carr.  Please  provide  a  table  that  shows  the  number  of 
states  that  will  be  affected  by  the  ISTEA  Section  153  sanctions,  the 
gimounts  of  Federal  aid  highway  funds  estimated  to  be  transferred 
to  state  highway  safety  programs  and  the  regular  Section  402  State 
allocations  estimated  under  the  fiscal  year  1995  budget  proposal. 

[The  information  follows:] 
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REGIONAL  OPERATIONS 
SECTION  153  TRANSFER  PENALTY 

/• 

LIST  OF  STATES 

SAFETY 

BELT 

LAW 

UNIV 

HELMKT 

LAW 

EST.  FY 
1995 

TRANSFER 
®1  1/2% 

NHS.  STP,  CMAQ 

EST.  FY 
1996 

TRANSFER 
83% 

NHS.  STP.  CMAQ 

ESTIMATED 
FY  1995 
§402 
APP'MNT 

Alaska 

X 

2,865.229 

5,730,458 

638,735 

Arizona 

X 

2,100.246 

4,200,492 

1,790,311 

Colorado 

X 

1.930.348 

3,860,696 

1,829,894 

Connecticut 

X 

2.461.515 

4,923.031 

1,371,182 

Delaware 

X 

746,747 

1,493,494 

638,735 

Hawaii 

X 

1.326.003 

2.652.005 

638.735 

Idaho 

X 

1.266.453 

2,532,905 

830,465 

Illinois 

X 

6.222.136 

12,444,272 

5,284,379 

Indiana 

X 

2,794.077 

5,588,153 

2,766,037 

Iowa 

X 

2,047.611 

4,095,223 

1,906,422 

Kansas 

X 

1.722,810 

3,445.619 

1,961,227 

Kentucky* 

X 

2,174.129 

WUl  Comply 

1,921,524 

Maine 

827,817 

1,655,634 

638,735 

Massachusetts* 

X 

1,797,953 

Will  Comply 

2,487,710 

Minnesota 

X 

2,164,265 

4,328,529 

2,629,371 

Montana 

X 

1,578,887 

3,157,773 

846,120 

New  Hampshire 

835,500 

1,671,000 

638,735 

Nev  Mexico 

X 

1,942,827 

3,885,653 

1,038,398 

North  Dakota 

X 

1,176,221 

2,352,441 

914,704 

Ohio 

X 

4.650.801 

9.301.601 

4,892.219 

Oklahoma 

X 

2.099.468 

4,198,936 

2,041,220 

Rhode  Island 

X 

666.827 

1,333,653 

638.735 

So.  Carolina 

X 

1,902,502 

3,805,004 

1,788,432 

So.  Dakota 

1.300.464 

2.600.928 

909.558 

Utah 

X 

1,133,268 

2,266,537 

974,482 

Vermont* 

X 

695,976 

Win  Comply 

638,735 

Wisconsin 

X 

2,398,679 

4,797,358 

2.668.979 

Wvominq 

X 

1,071,546 

2,143,092 

638.735 

-^r^TT^^- 

<Qa  ^CA    Aan 

X  =  state  has  an  acceptable  law  for  Section  153  purposes. 

28  States  not  in  cooqpliance  to  avoid  the  FY  1995  fund  transfer. 

•  Massachusetts'  safety  belt  law  did  not  go  into  effect  until  2/1/94;  Vermont's 
safety  belt  law  did  not  go  into  effect  until  1/1/94;  and  Kentucky's  Governor  signed 
law  3/9/94  &  effective  date  about  7/13/94.   Therefore,  the  States  did  not  comply  as 
of  10/1/93. 

FY  1995  and  FY  1996  percentages  are  based  on  estimates  of  State  allocations  for  NHS, 
CMAQ  and  STP  for  FY  1994 . 

Actual  apportionments  to  individual  States  may  vary  somewhat  from  these  estimates. 
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FUNDING  FOR  SEAT  BELT  RELATED  ACTIVITIES 

Mr.  Carr.  Including  all  sources  [Section  402,  Section  153,  high- 
way safety,  research,  et  cetera),  how  much  funding  is  requested  for 
seat  belt-related  activities  in  fiscal  year  1995,  and  how  does  that 
compare  to  fiscal  years  1994  and  1993? 

[Tiie  information  follows:] 

OCCUPANT  PROTECTION  FUNDING 

[In  thousands  of  dollars] 

Fiscal  )fear— 

Funds  

1993  1994'  1995' 

§  153  2  $9,600       2  $9,600  ^0 

§  402  20,470        22.013       $22,013 

§403  6.189  6,442  5.359 

Total  36.259         38.055         28.372 

■  Estimates  are  shown  in  fiscal  years  1994  and  1995. 

^Apprmimately  80%  of  Section  153  funds  are  used  In  the  occupant  protection  program  area.  Fiscal  year  1994  is  the  last  year  of  the  Sec- 
tion 153  incentive  grant  program. 

MANDATORY  SEAT  BELT  USE  LAW  BY  STATE  MAP 

Mr.  Carr.  Please  also  update  the  U.S.  map  on  page  404  of  last 
year's  hearing  record  showing  the  states  with  mandatory  belt  use 
laws. 

[The  information  follows:] 
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PRIMARY  BELT  USE  LAW  STATE  MAP 

Mr.  Carr.  Please  also  update  the  map  on  page  406  of  last  year's 
hearing  record  showing  the  states  with  primary  belt  use  laws. 
[The  information  follows:] 
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SECONDARY  BELT  USE  LAW  BY  STATE  MAP 

Mr.  Carr.  Please  update  the  map  on  page  408  of  last  year's  hear- 
ing record  showing  the  states  with  secondary  belt  use  laws. 
[The  information  follows:] 
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BELT  USE  LAW  STATES 

Mr.  Carr.  For  the  record,  please  provide  a  listing  showing  which 
states  have  primary  belt  use  laws,  which  have  secondary  laws,  and 
which  have  no  law  at  all. 

[The  information  follows:] 

Primary  Safety  Belt  Use  Laws: 

California,  Connecticut,  Hawaii,  Iowa,  Mississippi,  New  Mexico,  New  York, 
North  Carolina,  Oregon,  Puerto  Rico,  and  Texas. 
Total:  10  +  P.R. 
States  with  no  laws: 

Maine  and  New  Hampshire. 
Total:  2. 
Secondary  Safety  Belt  Use  Laws: 

Alabama,  Alaska,  Arizona,  Arkansas,  Colorado,  Delaware,  District  of  Colum- 
bia, Florida,  Georgia,  Idaho,  Illinois,  Indiana,  Kansas,  Kentucky,  Louisiana, 
Maryland,  Massachusetts,  Michigan,  Minnesota,  Missouri,  Montana,  Nebraska, 
Nevada,  New  Jersey,  North  Dakota,^  Ohio,  Oklahoma,  Pennsylvania,  Rhode  Is- 
land, South  Carolina,  South  Dakota,  Tennessee,  Utah,  Vermont,  Virginia, 
Washington,  West  Virginia,  Wisconsin,  and  Wyoming. 

Total:  38  +  D.C. 

Mr.  Carr.  Please  also  provide  a  summary,  similar  to  the  discus- 
sion on  page  409  of  last  year's  hearing  record,  of  those  states  in 
which  legislation  was  proposed  but  not  enacted  during  1993,  which 
would  have  provided  for  mandatory  safety  belt  use  or  would  have 
strengthened  existing  belt  use  laws. 

[The  information  follows:] 

In  1993,  the  States  of  Maine,  Massachusetts,  New  Hampshire,  and  South  Dakota 
proposed,  but  did  not  enact,  legislation  to  provide  for  a  mandatory  safety  belt  use 
law.  Also,  in  1993,  Florida,  Indiana,  Kansas,  Louisiana,  Maryland,  Michigan,  Min- 
nesota, New  Jersey,  Oklahoma,  Rhode  Island,  South  Carolina,  Tennessee,  Virginia, 
Washington,  and  Wyoming  proposed,  but  did  not  enact,  legislation  to  change  the  en- 
forcement level  from  a  secondary  offense  to  a  primary  offense. 

BELT  USAGE  AND  CITATIONS  IN  STATE  BELT  USE  LAWS 

Mr.  Carr.  Please  update  for  the  record  the  data  on  usage  in  belt 
law  States  and  safety  belt  violations  written  per  100,000  popu- 
lation, as  shown  on  pages  410  through  412  of  last  year's  hearing 
record,  by  adding  data  for  1992  and  dropping  1989. 

[The  information  follows:] 

The  information  to  update  the  table  as  shown  on  pages  410-412  is  not  available, 
because  the  agency  no  longer  collects  citation  data.  Citation  data  collection  over  the 
past  few  years  has  not  been  very  accurate.  On  the  other  hand,  state  belt  use  data 
has  become  increasingly  more  reliable.  The  agency  uses  performance  measures  such 
as,  the  number  of  people  wearing  seat  belts  and  the  number  of  children  using  child 
safety  seats,  to  determine  a  state's  progress  toward  meeting  its  belt  use  goal. 

The  following  is  a  report  prepared  by  operation  CARE  (Combined  Accident  Reduc- 
tion Effort)  which  includes  comparable  statistical  data.  Operation  CARE  began  on 
the  Fourth  of  July  weekend  in  1977  as  a  joint  state  enforcement  effort.  CARE  is 
now  an  international  traffic  crash  reduction  program  with  membership  that  includes 
all  50  states,  American  Samoa,  Guam,  Puerto  Rico,  the  Virgin  Islands,  Ontario, 
Quebec,  and  the  Royal  Canadian  Mounted  Police.  CARE  jurisdictions  are  grouped 
into  ten  regions,  with  each  region  combining  enforcement  efforts  on  specific  high- 
ways during  targeted  hoUday  periods.  CARE  has  concentrated  its  efforts  on  four 
msjor  holiday  weekends:  Memorial  Day,  July  4th,  Labor  Day,  and  Thanksgiving. 


*  ND  Law  effective  8/1/93,  was  suspended  pending  6/94  election. 


203 


01/2(/M 


OPnATim  C.A.K.I. 

lt>3  C.A.R.t.  HOLISkTS 
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OPBKATIOH  C.A.K.E. 

1»3  C.A.R.S.  HOLIQ&TS 
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It4( 

7tl 

0 

7tl 

tl 

r 

2 

2 

0 

IS 

1( 

7 

441 

111 

S* 

1374 

1704 

lt7« 

I0( 

0 

(0( 

IK 

T 

IS   12((   S2S  171   74St   (1(0   1411t   ISIl 
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omunai  c.A.i.t. 

U»>  C.A.K.C.   lOLIOkXS 
COamD  UMKT 


■V  n  snn     outi  outi  cms  ftls  tot    hu,  ms  Tono. 

■>  HUT    m.  rru  urn  nr    bmt  vitb    cjutt 

t  Mius    «cc  smr  ra  ptu  srrr    acc. 

(ILT  ACC  ItLT 


ALL  CAU       mSL       MSL     TOTAL       WTT        «»Tr       «rTT     CUW         0 

t'n    an         ss         cs      mcL     islt     atLT     ult    aun       t 
ciTt     cm     cm     ciT«     mia   total     cm       a 


•  CTAIS  m 

HI  fl  HV  SII.O 

to  tJ  WV  Slt.O 

LA  tl  HV  SD.O 

n  (3  HV    stt.o 

•  fubaubcocal  • 

307<.o 
••  •ubceul  •• 


13 
IS 

s 

2> 


7t 
M 

ts 

11 


11 

S 
It 

« 


1114 
IIS 
Its 

77* 


13<t 
MS 
123 
Si7 


3(12 

17<0 
1S(7 
1143 


0 

0 

34 

24 


II   34 


«1   31*   13   3770   3(03   7373 


3   10«   131    30   2002   2(47   (00   31714   104(2   4224(    (»SS 


0 

0 

(17 

440 

1127 

1112 


0  31 

0  37 

711  4S 

4(4  I 

117S  101 

100(7  1(4 
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opnuTiai  c.A.R.t. 

lf>3  C.A.I. I.  BOLIOATS 

commiD  uroKT 


IV  n   STATI    CAU  CAXI  CAU  PTLS  TOT   ALL  FTLS  TOTAL 

IN          mrr  ftl  ptls  «itr  iwt  hut  hits  cau 

T             WILIS   ACC       Sm  ITL  JTLS  STTt     ACC. 

■ILT  ACC       IELT 


ALL  CAU 

IMSL 

msL 

TOTAL 

SFTT 

DOT   001 

ss 

(S 

MMSL 

■ILT 

cm 

CITI 

CITE 

CITI 

SFTT    sm      CHILD     D 
(ILT    ULT  *MSn  S 

HAMI  TOTAL   CITI    1 


••  ueioK  04 


•  STATI  AL 

HI  >9  AL 

■750.0 

0 

0 

0 

4 

4 

PO  »9  AL 

7S0.0 

2 

3 

1 

• 

15 

LA  >3  AL 

750.0 

1 

3 

1 

( 

i 

TB  >3  AL 

7S0.0 

3 

1 

3 

10 

11 

•  Subnbtotal 

• 

3000.0 

( 

7 

S 

3i 

3t 

31 

1(7 

34 

1<>5 

7ii 

3413 

3» 

355 

3M 

30 

I 

35 

144 

41 

3055 

(«1 

374( 

44 

30> 

353 

30 

T 

31 

14( 

35 

lt3S 

407 

3413 

33 

340 

373 

n 

y 

43 

•  1 

< 

1407 

414 

IMl 

13 

133 

145 

• 

T 

•  STATI  PL 

a  93  PL  1300.0 
PO  93  PL  1300.0 
LA  93  PL  1300.0 
TH  93  PL    1300.0 

•  Subsubcocal  • 

4(00.0 


3 

3 

0 

17 

19 

2 

135 

139 

9 

35(0 

1103 

3((3 

7(4 

399 

10(3 

49 

T 

4 

4 

0 

30 

30 

5 

149 

1(0 

43 

3094 

1S(( 

4((0 

1(7< 

3(75 

4351 

IK 

T 

4 

< 

0 

17 

3( 

3 

IOC 

1(9 

(1 

33(0 

179( 

S07( 

1(97 

3373 

3970 

(3 

y 

3 

4 

1 

34 

30 

14 

147 

151 

31 

33(7 

1417 

3(04 

573 

301 

((1 

42 

T 

3 

1( 

1 

7S 

95 

34 

537 

()( 

143 

11131 

5903 

17333 

4730 

5555 

103(5 

3(9 

•  STAIS  OA 

HI  93  OA  34((.0 
PO  93  OA  34((.0 
LA  93  OA  34((.0 
TH  93  OA     24((.0 

•  Subautocotal  • 

99S3.0 


1 

1 

0 

7 

1( 

0 

54 

5(1 

93 

1((3 

3393 

515( 

353 

1930 

33(3 

133 

T 

2 

2 

2 

7 

7 

1 

3( 

497 

133 

2722 

3(7( 

(400 

434 

3479 

3913 

33( 

T 

0 

0 

0 

1( 

1( 

0 

37 

5(( 

(7 

2(94 

3333 

(33( 

40( 

3393 

3799 

334 

y 

1 

1 

0 

37 

37 

0 

54 

47( 

4( 

2074 

3309 

53(3 

31( 

17(( 

2104 

139 

T 

4 

4 

3 

57 

(( 

1 

1(1 

3103 

339 

955) 

13(13 

331(5 

1509 

9590 

11099 

713 

•  STATI  rr 

m  93  n       13(9.0 

PO  (3   n  13(9.0 

LA  93   IT  13(9.0 

TH  93   rr  13(9.0 

•  Submibcotal  • 

SSM.O 


0 

0 

0 

13 

IS 

0 

0 

2(0 

0 

1(00 

1013 

3(13 

0 

0 

0 

0 

3 

4 

0 

14 

2(9 

20 

1343 

799 

3143 

0 

3 

3 

0 

9 

10 

3 

1( 

24( 

24 

12  7( 

1190 

34(( 

0 

1 

1 

0 

5 

5 

3 

42 

1(5 

33 

1024 

(0( 

1(30 

0 

7( 
(( 
93 


•  STATI  ns 

MI   93   NS           3(37.0  3  4 

PO  93  HS          3(37    -  2  2 

LA   93   NS           2(37.0  3  3 

TH    93   MS           2(37.0  (  ( 

•  Sutocubtocal   • 

10540  14  15 


1 

( 

7 

1 

51 

101 

40 

33(9 

(2( 

3015 

7( 

((2 

740 

23 

r 

0 

9 

10 

0 

0 

197 

73 

37(5 

555 

3320 

0 

(3 

(3 

4 

r 

0 

9 

13 

0 

9( 

100 

57 

2340 

4(4 

2(24 

0 

10(7 

10(7 

(3 

y 

0 

11 

11 

0 

0 

10( 

35 

3452 

9(7 

4439 

31 

0 

31 

4 

T 

504   305   1094(   3(52   13590 
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OPIMTIOK  C.A.K.I. 

1»)  C.A.K.I.    lOLIOATS 

COMBlnO  UPORT 


IV  T«  STATB        CAU  CAU  CAU  nx*  TOT     ALL  PTLS  TOTAL 

w  mnr    nx  ftls  nrre  hwi    awr  »ith    cars 

T  MiLis    Acc  «rrr  ftl  ftls  sftt    acc. 

ULT  ACC  IBLT 


all  CAU 

■MSL 

■MSL 

TOTAL 

SPTT 

DOI   DOT 

ss 

cs 

KMSL 

•ILT 

CITS 

CITE 

CITE 

CITE 

SFTT        smr     CHILD         D 
SELT        lELT      USTK  S 

HAKK     TOTAL        CITE  ( 


•  STATE  >C 

NE   t)  VC  X44.0 

to  »3  tK  1(«<.0 

LA  t)  ICC  )«47.0 

TB   »   «C  ISO.O 

*  SubsubcoCAl  • 

14104 


0 

0 

0 

11 

20 

4 

1S3 

>3t 

214 

41S2 

< 

< 

} 

17 

11 

1 

IC* 

1101 

241 

4«2 

1 

2 

1 

• 

» 

2 

0 

7(4 

0 

1702 

i 

12 

1 

12 

20 

S 

0 

910 

0 

S2II 

.2 

20 

5 

SS 

«7 

14 

122 

17S< 

477 

17lt4 

US)  SSll  1710 

1S4I  (210  2105 

1112  S204  20(0 

1077  71(S  1(«4 

<0>(  240(0  102(7 


0 

1710 

llf 

r 

0 

2105 

2>S 

r 

0 

20(0 

H7 

y 

0 

1((4 

142 

T 

•  maw  cc 

HI  fl  SC  lOtT.O 

ro  ti  SC       10*7.0 

LA  tl  SC  10t7.0 

TB  tl   SC  10*7.0 

•  Sub«ubtec«l    • 

41S0.0 


•  STUB  n 
Mt  •!  TV 

ro  »i  T» 

LA  *1  Ta 
TB  *1  T« 

•  Subaubtsul  • 

•4*(.0 

••  Subtecal  •• 

(104* 


2124.0 
2124.0 
2124.0 
2124.0 


s 

( 

1 

12 

IS 

1 

2(4 

12( 

*4 

SSS2 

2010 

7502 

210* 

xa 

0 

0 

0 

4 

4 

0 

4( 

1S4 

27 

S(42 

1740 

71*0 

24S4 

S21 

1 

1 

0 

7 

7 

0 

S( 

2*0 

2( 

442( 

1*20 

(14( 

2741 

711 

1 

1 

0 

10 

10 

2 

lOS 

2*0 

1* 

4121 

1712 

(OSl 

124* 

(40 

7 

• 

1 

11 

1( 

1 

471 

12Si 

lt( 

1**41 

7410 

27171 

•sss 

2042 

s 

7 
11 

« 


11 

10 


4] 
41 
4) 

27 


S17      100 
11        11 


iS 

(00 


11 
1( 


2(21 
2*1* 
1011 
1*7* 


1204 
1414 
17IS 
2014 


1*25 
42S1 
4I(( 
S**l 


4( 
11 
14 
42 


1077  4((  T 

2975  4*2  T 

14S(  SI*  y 

IM*  IK  T 

111*7  lill 


il* 
S*( 

705 
(*( 


iiS 
(2* 
71* 
71  i 


1*7  T 

121  T 

Hi  Y 

*i  r 


1(1      121S      l(i      12S20        (417      li*17 


14*      41(         (S      2021    10»7    1«(1       *44*0       4il(7    142*(7       2S4$4       21S*1       4*017         4S1S 
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opnxTioa  c.A.K.i. 

19>3  C.A.R.I.  ROLIDATS 

coHBino  tMrotet 


(V  YR  STATX    CAM  CAU  CAM  PTLS  TOT  ALL  FTLS  TOTAL 

IH  HWT   m.  PTLS  «ITH  HUT   H»T  VITB  CAR! 

T  MILSS  ACC      SFTT  TTt   PTLS  SfTT  ACC. 

BILT  ACC      BILT 


ALL  CAM 

WUL 

imsL 

TOTAL 

SPTT 

Dm  Dm 

5S 

(S 

NMSL 

BILT 

cm 

CITB 

errs 

CITl 

SfTT     srrr    child       d 

BELT        BILT     MSTt  S 

KAUI     TOTAL        CITI  1 


••    USION   05 


•  STATE  Ol 

LA  91  Of 

0.0 

0 

0 

0 

19 

19 

0 

0 

3S4 

0 

0 

0 

0 

0 

0 

0 

0 

T 

•  Subaubcotal  • 

0.0 

0 

0 

0 

19 

19 

0 

0 

3S4 

0 

0 

0 

0 

0 

0 

0 

0 

•  STATI  IL 

HE  »i   IL 

3331.0 

5 

7 

( 

9 

11 

3 

0 

ISl 

«• 

14(0 

7(0 

3330 

•  79 

994 

1(73 

(9 

Y 

PO  >»    IL 

13aj.5 

« 

S 

3 

10 

13 

3 

390 

91 

1( 

1443 

1049 

3493 

(IS 

719 

1404 

113 

T 

LA  t]  IL 

1333. S 

« 

5 

0 

10 

30 

4 

337 

141 

34 

1(10 

99 

1709 

lOOS 

isa( 

3511 

139 

r 

TB  93  IL 

1323. S 

7 

• 

4 

10 

13 

4 

411 

73 

13 

1471 

1072 

3543 

705 

((7 

1373 

44 

T 

•  Sub(ubtot*l  • 

T30S.5 

30 

3S 

13 

39 

SS 

13 

94S 

4<3 

130 

S9M 

3990 

•  9(4 

3304 

39S( 

71(0 

354 

•  STATE  IH 

HE  93  IH 

3300.0 

1 

1 

0 

4 

4 

I 

147 

130 

(1 

0 

0 

0 

0 

0 

0 

0 

T 

PO  93  IH 

3300.0 

0 

0 

0 

3 

4 

0 

31 

S3 

7 

1391 

(93 

3313 

433 

304 

72( 

35 

Y 

LA  93  IH 

3300.0 

0 

0 

0 

1 

1 

0 

34 

•• 

13 

1933 

13(( 

309( 

457 

379 

•  3( 

37 

Y 

TB  93  IH 

3300.0 

0 

0 

0 

3 

3 

0 

«7 

lOS 

10 

30(( 

1339 

3335 

501 

275 

•  S( 

19 

Y 

•  Submibtot*!  • 

9300.0 

1 

1 

0 

10 

13 

1 

3(9 

3(C 

90 

S309 

3397 

•  70( 

14(0 

959 

24ia 

91 

•  STATE  MI 

MB  93  MI 

3S00.0 

4 

( 

4 

IS 

30 

4 

0 

101 

0 

•IS 

330 

113S 

4(5 

390 

775 

21 

Y 

PO  93  MI 

3S00.0 

3 

« 

0 

11 

13 

3 

0 

301 

0 

1974 

77( 

27S0 

1331 

•  O^ 

2129 

59 

Y 

LA  93  HI 

3S00.0 

1 

1 

1 

7 

7 

1 

0 

ISS 

0 

3073 

•  14 

39«( 

1S93 

•  (0 

24S3 

73 

Y 

TB  93  HI 

3S00.0 

( 

10 

3 

1< 

33 

i 

0 

99 

0 

979 

3(S 

13(3 

S99 

4(1 

10(0 

3^ 

Y 

•  SubBUbtotal  • 

HE  93  MH 

9(0.0 

1 

1 

0 

3 

3 

0 

111 

59 

37 

0 

0 

0 

0 

0 

0 

0 

Y 

PO  93  m 

990.0 

3 

3 

0 

7 

9 

2 

101 

70 

39 

1(04 

205 

2009 

507 

(33 

1140 

30 

Y 

LA  93  mi 

990.0 

I 

1 

0 

3 

3 

0 

(5 

S4 

21 

3333 

294 

351( 

513 

(44 

1377 

30 

T 

TB  93  Ml 

990.0 

1 

1 

1 

( 

( 

9 

174 

59 

33 

791 

100 

(91 

304 

4(9 

713 

4 

Y 

Submbtoul  • 

1930.0 

( 

( 

1 

1( 

31 

11 

491 

343 

109 

4(17 

599 

S41( 

1144 

194( 

1310 

54 

STATE  OB 

ME  93  OB 

ISIS.O 

1 

3 

0 

1( 

22 

( 

104 

MS 

77 

10211 

19(1 

14193 

7511 

509 

(020 

195 

Y 

ro  93  OB 

ISIS.O 

1 

1 

0 

17 

1( 

0 

97 

(04 

(4 

9514 

37(9 

11101 

7134 

(00 

7924 

19( 

Y 

LA  91  OB 

ISIS.O 

1 

3 

0 

1( 

20 

I 

92 

5(3 

(4 

9(00 

1(11 

11411 

71(7 

551 

7719 

ISO 

Y 

ra  91  OB 

ISIS.O 

3 

3 

1 

( 

( 

s 

211 

444 

4( 

5117 

22(( 

7401 

4001 

345 

414( 

115 

Y 

tubcubtotsl  • 

(140.0 

S 

7 

1 

59 

(( 

12 

S24 

2279 

391 

34442 

11((9 

4(111 

MOOS 

3005 

2(010 

(5( 
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OPniATIOH   C.A.E.S. 

1993    C.A.K.g.    MOLIDAYS 

COMIIHSD   UPORT 


EV   TK   STATE        CASE   CAKE   CASE   FTI^  TOT      ALL   PTLS   TOT'AL 

EM  mrr  FTi  ftls  kith  hhy  hwy  kith  case 

T  MILES   ACC       SPrr  PTL  fTLS  sm      ACC. 

belt  ACC       BELT 


ALL  CARS 

MMSL 

HMSL 

TOTAL 

smr 

txn  DUI 

ss 

<S 

NHSL 

BELT 

CITE 

CITE 

CITE 

CITE 

SFTT  SFTT  CHILD  D 
BELT  BELT  RESTR  S 
HARM   TOTAL    CITE     R 


'  STATE  ON 

HE  93  ON 

0.0 

11 

15 

FO  93  OH 

0.0 

12 

13 

LA  93  ON 

0.0 

12 

IB 

TH  93  ON 

0.0 

C 

7 

'  SublubCOtal 

• 

'  STATE  *C 

KE  93  RC 

0.0 

0 

0 

0 

12 

15 

0 

use 

3(9 

0 

0 

0 

0 

0 

0 

0 

0 

Y 

'  Subaubcoc*] 

.  • 

0.0 

0 

0 

0 

12 

15 

0 

lliC 

3(9 

0 

0 

0 

0 

0 

0 

0 

0 

'  STATE  HI 

ME  93  HI 

1210.0 

0 

0 

0 

9 

11 

10 

9 

19 

10 

101 

79 

180 

lie 

114 

232 

I 

Y 

TO  93  HI 

1230.0 

2 

2 

0 

4 

5 

I 

25 

(7 

19 

9(0 

431 

1391 

521 

275 

79( 

23 

Y 

LA  93  HI 

1230.0 

0 

0 

0 

9 

13 

3 

25 

94 

2( 

117B 

504 

1(82 

591 

2(3 

854 

2e 

Y 

TH  93  HI 

1230.0 

2 

2 

0 

11 

23 

2 

101 

52 

28 

(07 

218 

825 

315 

1(1 

47( 

12 

Y 

>   Subsubcocal  • 

4920.0 

« 

« 

0 

33 

52 

l( 

ISO 

222 

13 

2I4( 

1232 

4078 

1545 

813 

2358 

(2 

>•  Subtotal  •• 

413(( 

91 

in 

«i 

239 

303 

<4 

3577 

4754 

(92 

59231 

24392 

83(29 

37S5( 

12097 

49593 

1399 
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OPBKATlai  C.A.K.B. 
1*»  C. A.R.I.    HOLIOATS 

coNBimx)  upoar 


■V  T>  STATE   CAM  CAIS  CAM  rTLS  TOT  ALL  FTLS  TOTAL 

■a  BUT    m  rTLS  nitb  h«t    hut  iirra    cam 

T  mLU     ACC  SPTT  FTL  rTLS  SPTT     ACC. 

■ILT  ACC  MLT 


ALL  CAM 

■ISL 

msL 

TOTAL 

srrr 

DDl   D02 

ss 

(S 

msL 

MLT 

CITI 

cm 

cm 

CITI 

srrr     sm    child       d 

MLT        WELT     MSn  S 

HAM     TOTAL        CITt  ■ 


«•  MOIOi  0( 


•  STATI  A« 

«  t]  AA     Sa4.0  0  0  0  1  3  0  I«  117  13 

ro  *3  AR     S3«.»  1  1  0  (  •  0  It  171  13 

LA  >3  AA      S34.S  0  0  0  3  3  0  19  1J4  31 

TH  93  A*     S34.0  1  1  1  7  i  3  «•  «S  3* 

•  SubaubtotAl  • 

30*1.0  3  3  1  17  31  3  143  407  04 


0 
005 
0(1 

571 


0 
551 

501 
330 


1330 
135( 

13(7 
90> 


179 
339 
151 
139 


375 

730 
30( 
15« 


555 

1059 
457 
305 


10  T 

19  T 

14  y 

11  T 


3343    1390    40(0 


790    1557    335( 


•  STAn  LA 

NS  93  LA 

140.0 

0 

0 

0 

I 

10 

1 

0 

1ST 

0 

0 

1(71 

1(71 

1(( 

0 

1(( 

31 

T 

ro  93  LA 

040.0 

1 

1 

1 

7 

* 

3 

0 

1(5 

0 

3003 

519 

3533 

34  ( 

9( 

443 

45 

T 

LA  93  LA 

040.0 

0 

0 

0 

9 

9 

0 

0 

140 

0 

3030 

519 

3357 

471 

304 

(75 

40 

y 

TB  93  LA 

040.0 

1 

1 

0 

( 

( 

0 

0 

155 

0 

3173 

(IS 

3707 

350 

130 

39( 

33 

T 

33(0.0 

3 

3 

1 

30 

34 

3 

0 

(3S 

0 

7013 

3334 

10337 

1341 

430 

1(79 

14( 

•  STATI  W 

HI  93  m 

31S1.0 

0 

0 

0 

1 

3 

0 

S3 

71 

50 

ias5 

793 

3047 

S13 

139 

(43 

39 

T 

ro  93  MM 

3133.0 

1 

3 

0 

3 

4 

0 

43 

(0 

59 

1777 

(04 

3001 

407 

50 

545 

SO 

T 

LA  93  W 

1(70.0 

3 

i 

3 

3 

5 

3 

(S 

•9 

(3 

1S0( 

700 

3394 

350 

(1 

311 

SO 

y 

TB  93  ■) 

1(70.0 

3 

4 

3 

4 

( 

5 

3( 

(9 

SO 

33(4 

1499 

37(3 

453 

53 

S0( 

73 

I 

•  Subnibtot*!  • 

7(34.0 

7 

13 

( 

10 

17 

0 

19( 

397 

330 

(003 

39(3 

llOOS 

1703 

301 

3004 

330 

•  STAR  OK 

Ml  93  01    IISS.O  0  0 

ro  93  OK    IISS.O  0  0 

LA  93  OK    IISS.O  3  3 

TB  93  OK    IISS.O  3  3 

•  Subaubtetcl  • 

4(30.0  4  5 


0  4  4  0 

0  4  S  1 

0  5  S  0 

0  7  7  1 


0 

93 

0 

3913 

1(75 

45(0 

30( 

557 

043 

13 

T 

74 

119 

37 

330( 

141( 

4(33 

(d 

0 

((1 

40 

T 

0 

13( 

0 

1335 

(07 

3033 

340 

475 

715 

14 

y 

0 

(3 

0 

3441 

13(0 

4001 

337 

393 

(3* 

9 

I 

74   399   37   1009S   5130   1(033    1434    1434 


STATI  Tl 

Nl  93  TX 

3310.0 

3 

4 

3 

19 

33 

9 

79 

440 

(0 

0 

0 

0(0( 

1037 

0 

1(37 

31S 

T 

ro  93  TX 

3310.0 

4 

4 

3 

19 

19 

1 

93 

S(( 

97 

0 

0 

10400 

19(5 

1710 

3(03 

304 

T 

LA  93  n 

3310.0 

S 

9 

1 

10 

37 

7 

104 

Sll 

79 

0 

0 

IISSS 

17T7 

1S73 

1350 

334 

y 

n  93  TX 

3310.0 

7 

11 

1 

33 

33 

9 

300 

1(3 

(3 

0 

0 

ISMT 

1117 

1014 

3171 

153 

T 

>  Submbtetal  • 

13140 

19 

34 

7 

70 

101 

3S 

SS3 

1(07 

30( 

0 

0 

40719 

(71( 

4335 

11041 

(95 

••  Sobteul 

•  • 

30S40 

34 

4S 

IS 

ISS 

194 

41 

99S 

3(tS 

((S 

3(953 

13S1S 

01014 

11003 

0045 

19930 

140( 
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OPBMTIOH  C.A.R.E. 

1»1    C.A.R.E.    HOLIDAYS 

COKBINEO  REPORT 


EV  n  STATE    CARS  CASE  CARE  FTLS  TOT   AU.  PTLS  TOTAL 

EN              B«T   FTL  FTLS  MITB  HWY  tOTf   «ITH   CARE 

T             MILES   ACC       SFTT  FTL  PTLS  SFTY   ACC. 

BELT  ACC      BELT 


ALL  CARE 

MNSL 

MMSL 

TOTAL 

smr 

DOI   DOI 

ss 

<S 

NMSL 

BELT 

CITE 

CITE 

CITE 

CITE 

SFTY  SFTY  CHILD  D 
BELT  BELT  RESTS  S 
WARN   TOTAL    CITE     R 


••  RBCIOH  OT 


•  STATE  lA 

ME  (3  lA 

2iso.a 

0 

0 

0 

2 

FO  *1  lA 

itcs.o 

1 

1 

0 

3 

LA  >3  lA 

202X.0 

2 

3 

2 

3 

TB  13  ZA 

2334.0 

1 

3 

2 

3 

•  Subnbtoul  • 

(4T0.0 

4 

T 

4 

11 

1 

0 

CI 

0 

0 

0 

0 

0 

0 

0 

0 

Y 

1 

22 

«( 

13 

1557 

432 

19(9 

•  93 

347 

1190 

•  0 

Y 

2 

2S 

(3 

• 

20» 

«77 

277t 

914 

310 

1294 

(3 

y 

2 

73 

47 

10 

1591 

272 

1(70 

•25 

29C 

1111 

42 

Y 

337        11        5254        13I1        («3S        2(12 


•  smart  ct 

HI  *I   KS  1(57.0  0  0 

PC  93  IS  1255. 0  0  0 

LA  93   ES  1414.0  2  4 

ra   91    ES  1419.0  0  0 

•  Subaubtoul  • 

57(4 .0  2  4 


0 

I 

1 

0 

51 

40 

it 

713 

7(1 

1474 

177 

25* 

415 

45 

Y 

0 

3 

5 

2 

14 

14 

14 

451 

4(0 

911 

115 

115 

350 

20 

Y 

0 

5 

• 

0 

15 

17 

10 

41( 

•  01 

1219 

129 

115 

3(1 

42 

y 

0 

5 

• 

5 

10* 

31 

11 

(35 

(41 

127( 

200 

142 

143 

19 

Y 

STATt  HO 

HE  91  NO 

517(.0 

( 

( 

5 

9 

9 

5 

0 

159 

155 

3440 

1314 

1(54 

1049 

13(0 

2309 

39 

Y 

PO  91  HO 

4315.0 

4 

4 

0 

0 

9 

0 

0 

13« 

0 

3(19 

13(7 

190( 

991 

11(4 

2155 

70 

Y 

LA  91  HO 

4(79.0 

( 

9 

1 

• 

11 

3 

151 

17( 

•  0 

1379 

1533 

4(11 

1117 

1(30 

2737 

41 

y 

n  91  HO 

4(70.0 

5 

( 

3 

• 

9 

3 

1(9 

114 

(1 

3191 

•  17 

lOOO 

59^ 

103( 

1(14 

30 

Y 

Subnbtotal  • 

l(t)9 

31 

35 

• 

35 

II 

9 

520 

57( 

39( 

10549 

(•10 

15179 

1745 

5070 

•  •15 

170 

STATE  n 

MB  93  n 

1200.0 

0 

0 

0 

1 

1 

0 

1 

41 

3( 

1134 

357 

1491 

15 

437 

4(2 

13 

Y 

PO  93  n 

1200.0 

1 

1 

0 

1 

1 

0 

10 

5( 

11 

900 

3(0 

13(0 

30 

1(4 

204 

1( 

Y 

LA  93  a 

1200.0 

0 

0 

0 

1 

1 

0 

5 

17 

17 

94« 

4(0 

140« 

19 

1(1 

1(2 

4 

y 

n  93  n 

1300.0 

0 

0 

0 

1 

1 

0 

24 

11 

11 

559 

159 

919 

10 

104 

114 

5 

Y 

Subnbtoul  • 

4(00.0 

1 

1 

0 

( 

( 

0 

43 

1(7 

(7 

1511 

15I( 

50(7 

•4 

•7^ 

9(2 

37 

•  Subcecal 

•  • 

17i71 

3* 

17 

13 

S( 

•1 

33 

•90 

1123 

4(4 

31574 

10413 

119(« 

7101 

7(11 

14((3 

54( 
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oPDunna  c.a.i.i. 

1*9]  C. A.R.I.    BOLIDJUrS 
CCNSmD  UVOST 


■V  n  STATE        CAU  CXU  CAM  PTLS  TOT     ALL  rTLS  TOTAL 

EH                       mnr    ptl  ftls  vna  ewt    hvt  with    cau 

T                    NiLBS    Acc          smr  m.  ptls  sm    acc. 

BD.T  ACC              belt 


ALL  CAU 

msL 

■ISL 

TOTAL 

SfTT 

smr 

SFTT 

CHILD 

D 

DUX  DOl 

55 

(5 

NHSL 

BELT 

BELT 

BELT 

RESTS 

S 

crn 

CITE 

CITE 

CITE 

■AUI 

TOTAL 

CITE 

R 

••  lEGIO  08 

•  STATE  CO 

ME  93  CO 

970.0 

0 

0 

0 

3 

3 

0 

2» 

149 

31 

915 

944 

1881 

4(3 

144 

424 

33 

T 

ro  93  CO 

975.0 

3 

3 

2 

4 

« 

2 

SO 

143 

31 

•  74 

471 

1S47 

399 

141 

S40 

38 

T 

LA  93  CO 

975.0 

5 

5 

1 

11 

11 

1 

SO 

174 

35 

•  73 

782 

1455 

445 

170 

(IS 

15 

y 

TB  93  CO 

901.0 

3 

2 

0 

} 

3 

0 

0 

45 

0 

471 

427 

898 

354 

91 

345 

IS 

Y 

•  Subautototal 

• 

3B3I.0 

10 

10 

3 

30 

20 

3 

128 

533 

87 

3135 

3844 

5981 

1S40 

5(4 

2124 

•  0 

•  STATE  KT 

MS   93   MT  1435.0 

PO   93   NT  143S.0 

LA   93   m  1435.0 

TH   93   HT  1435.0 

•  Sub«iibtetal  • 

5740.0 


0 

0 

0 

1 

1 

0 

17 

39 

1( 

844 

390 

1334 

343 

183 

534 

0 

0 

0 

3 

4 

1 

31 

43 

13 

599 

331 

930 

144 

150 

394 

1 

1 

0 

3 

( 

3 

34 

35 

IS 

744 

SIO 

1374 

334 

188 

414 

1 

1 

1 

3 

4 

1 

40 

33 

11 

330 

352 

573 

105 

75 

180 

•   STATE   BD 

HE  93  ND 
PO  93  K) 
LA  93  KD 
TB   93   KD 


1144.0 
1144.0 
11(4.0 
1144.0 


Sub*ubtoc«l  • 

4(54.0 


0  0 

0  0 

0  0 

0  0 


1  1 

1  1 

1  1 

0  0 


13 
9 
9 


23 

27 
17 


8  430 

10  ais 

4  1128 

8  333 


138 

157 

300 

41 


948 
944 

1438 
394 


0 

51 

T 

0 

35 

T 

0 

25 

y 

0 

5 

T 

•  STATE  SO 

MB   93   SO  1553.0 

FO  93  80  1553.0 

LA   93    SO  1553.0 

TB   93   SO  1437.0 

•  Submbtotal  • 

4294.0 

•  STATE   OT 

MB   93   OT  890.0 

rO   93   Vr  890.0 

LA  93  OT  890.0 

TB   93   err  890.0 

•  Subaubtoul  • 

3540.0 


1 

1 

0 

3 

4 

0 

18 

51 

24 

439 

3  S3 

4*1 

0 

0 

0 

2 

2 

0 

12 

73 

IS 

534 

113 

449 

1 

2 

0 

3 

4 

0 

11 

49 

22 

443 

291 

954 

0 

0 

0 

0 

0 

0 

74 

24 

13 

130 

47 

187 

14 
8 

9 
0 


4 

( 

0 

4 

4 

0 

70 

104 

54 

1459 

723 

2181 

433 

140 

773 

84 

Y 

2 

3 

1 

3 

3 

1 

83 

43 

40 

1007 

513 

1520 

270 

SI 

321 

39 

Y 

3 

3 

1 

3 

3 

1 

79 

74 

49 

V0S3 

S48 

1401 

347 

74 

423 

49 

y 
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5 

0 

1 

5 

0 

85 

44 

35 

933 

570 

1492 

259 

77 

334 

33 

T 

I 
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OraMTlai  C. A.R.I. 

1»1  C.A.K.t.    lOLZOkTt 

COHBZalS  IMtOKt 


■V  n  STATS       CMS  CAM  CAU  RU  TOT     ALL  PTLt  TOTAL 

■i                      mT    m.  ms  una  nnr    mnr  wm    cau 

T                            HILtS     ACC              «mr  PTL  ITL«  «FTT     ACC. 

ULT  ACC              MLT 


ALL  CAM 

WSL 

tma. 

TOTAL 

sprr 

DOZ     ODI 

ss 

<s 

■ISL 

MLT 

cm 

cm 

CIT« 

cm 

«PTr     srrr    chilo       o 

MLT       BELT     MSTt         S 
NAM     TOTAL       cm         I 


•  (TATS  MT 

m  *J  n 

ro  »  wr 
LA  »  irr 
TH  *i  wt 

•  Cubaubtocal  • 

1120.0 
••  Subcecal  •• 

asits 


100.0 
307. 0 
210.0 
403.0 


32 

14 
1> 

II 


S 
0 
0 

11 


740 
7«7 
■42 


S)4 
424 
S2* 
1S< 


12(2 

lltl 

1171 

75$ 


CI    10    77«   12*1   442   17T2S 


1141    45>» 


*>04   27(21 


0 

17J 

17S 

4 

T 

0 

SO 

SO 

C 

T 

0 

71 

71 

2 

Y 

0 

0 

0 

4 

T 
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OPESATIOM  C.A.II.I. 
1*11  C.A.K.f .  BOLIOAYS 

coMiimD  Rxrorr 


IV  n   STAT*   CAU  CAM  CAM  ITLS  TOT  ALL  PTLS  TOTAL 

Dl  H¥T   m,  PTLS  MITB  BUT   HUT  WITB   CAM 

T  MiLis    Acc  smr  m  ftls  sptt    acc. 

■ILT  ACC  aSLT 


ALL  CAM 

MMSL 

KMSL 

TOTAL 

SfTT 

SPTT 

SPTT 

CRILD 

D 

ttOl      DOT 

55 

<S 

mSL 

ULT 

MLT 

■ILT 

MSTI 

S 

CITI 

CITI 

CITI 

CITI 

NAM 

TOTAL 

CITI 

1 

••    MGION   01 


•  STATI  AX 

Nl   «3   AZ           1173.7  4  (  } 

rO   11   AZ           1171.7  13  11  4 

LA   11   AI           1173.7  0  S  0 

TH   11   AZ           1171.7  3  3  1 

•  Submibcoul  • 

4(14.*  K  31  • 


13 

1 
1 


< 

17 

1 

1 


74 
•  1 
11 

100 


141  11 

131  74 

310  111 

103  <• 


1(73 
13(( 
3317 
1515 


111 
(13 

11(3 
lOSO 


3511 
list 

3371 
3(35 


401 
31! 
4(0 
3(0 


3S( 

113 
330 
111 


((5 

Sll 
700 
551 


41 
34 
(• 
54 


3(31      lOSd 


•  STATI   CA 

m  11  CA  10(0.0 

FO   11    CA  10(0.0 

LA   11   CA  10(0.0 

TB   11   CA  10(0.0 

•  Subaubcotd   • 

4130.0 


3 

1 

0 

1( 

31 

3 

(1 

1137 

(3 

113(1 

131S 

13571 

13(31 

3 

3 

1 

SI 

S4 

11 

•7 

300( 

53 

13171 

10(3 

113(1 

(713 

3 

3 

0 

43 

41 

( 

14 

3070 

(( 

11774 

114( 

13133 

5(1( 

1 

1 

1 

31 

34 

13 

131 

17(1 

(1 

133(( 

11S( 

14754 

5041 

0 

13(31 

307 

T 

0 

4713 

304 

Y 

0 

5(1( 

310 

r 

0 

5041 

IK 

T 

3      131      1S( 


311      77(4      343      4(((4 


4(34      S3S1(      30370 


•  STATI   ON 

NI   11   OH  31.0 

PO   13   OM  3(.5 

LA   13   on  33.0 

TB  13  OH  33.0 

•  Sub«ubcot*l  • 

17.5 


0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

> 

0 

0 

0 

0 

0 

0 

S3 

7 

4 

105 

57 

1(3 

54 

33 

77 

3( 

T 

0 

0 

0 

0 

0 

0 

31 

15 

10 

34 

31 

(3 

11 

33 

51 

1( 

T 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

■ 

•  STATI  B« 

m    13   B«  144.0 

PO  13   B«  144.0 

LA  13  HB  144.0 

TB  11   BM  144.0 

•  subrabtocal  • 

1774.0 


10  3  1 

10  3  1 

0  0  0  0 

10  11 


1 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

T 

0 

111 

(4 

30 

114 

0 

114 

111 

1(5 

304 

3( 

y 

0 

1( 

4( 

31 

354 

0 

354 

140 

IK 

33( 

40 

T 

0 

131 

1( 

54 

143 

0 

143 

ISl 

11 

350 

42 

T 

•  STATI  av 

MI    13    BV  ((4.0 

PO   13   BV  S44.0 

LA  S3   av  S44.0 

TB  13  BV  $44.0 

•  Subnbtoul  • 

34*(.0 

••  Subtotal  •• 

1S1S4 


4 

33 

43 

42 

S54 

S71 

142T 

a(s 

144 

(31 

34 

T 

1 

3 

71 

41 

KSS 

155 

3(10 

47( 

411 

((7 

51 

0 

11 

14 

7( 

ISll 

1174 

3((S 

344 

1(5 

531 

51 

1 

1 

11 

(1 

37 

157 

(10 

1(47 

371 

145 

434 

3( 

13  0          2  4 

3           3  13  2 

0           0  0           0  0 

3          3  13  1 


(  2  (  1  (  1(         377      1((        4177        3313         (Ml         13(4         10(S        34(1  1(( 

44        12      1(3      IS*        S2      12((      *S7(      *>1      (1112      1211S     TS2(7      11S2S        34(1      3(2((        1(2( 
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OPtlATiai  C.A.R.E. 

lit!    C. A.K.I.    HOLIDAYS 

COHIIIISD  UPOKT 


IV  n   STATI        CAU   CAU   CAU   FTLS  TOT     AU.   FTLS  TOTAL 

ai  BUT      FTL   FTLS   KITH  B¥T      8»T   nTB      CAU 

T  HILU     ACC  SPTT  rTL  ITLS  Sm     ACC. 

ULT  ACC  ULT 


ALL  CAU 

■HSL 

WMSL 

TOTAL 

SPTT 

DOI   DOT 

ss 

<S 

MMSL 

BILT 

CTO 

cin 

CITE 

CITE 

SPTT        sm      CEILD  D 

BILT       BILT     *ESn  S 

HAIUr     TOTAL        cm  k 


••  UGioa  10 


•  STATI  AI 

HI    93   AK  2]t4.0  0 

FO   tl   AK  3214.0  } 

LA   »   AX  3214.0  1 

TB   >}   AX  33(4.0  0 

•  Bubsubcocal  • 

>11(.0  3 


0 

0 

0 

0 

0 

12 

33 

33 

33S 

53 

3M 

110 

124 

214 

7 

T 

s 

1 

2 

5 

1 

2( 

31 

11 

S«7 

9 

57C 

27 

49 

7t 

12 

T 

1 

1 

1 

1 

1 

11 

33 

11 

««7 

«7 

734 

•  • 

42 

130 

24 

r 

0 

0 

0 

0 

0 

( 

IS 

3 

115 

S7 

172 

22 

7 

2> 

2 

T 

•  STATI   10 

ni  93  ID  tiS.O 
PO  93  ID  113.0 
LA  93  IB  ((3.0 
TH  93  ID      •2(.0 

•  Sub«ubCOUl  • 

3477.0 


3  2 

0  0 

2  2 

2  3 


10 

30 

9 

12 


SO 
44 
33 
21 


17 
IS 
IS 

17 


799 
9« 
(9( 
3(0 


34  ( 

371 
2(5 
314 


1147 

1337 

9(1 

574 


329 

233 

lis 

S( 


19t  537 

(1  314 

37  153 

30  (( 


45 

30 
1( 


•  STATI  OK 
MB  93  OB 
PO  9)  OB 
LA  93  OB 
Tl  93  OB 


990.0 
990.0 
990.0 
990.0 


•ubvubcotAl  • 

39(0.0 


0  0  11 

0  0  (    ( 

0  0  7    7 

1  1  S    ( 


35 
1( 
1( 
S5 


•  7 
15 


34 

33 
23 

11 


1311 

1317 

92( 

(53 


3(1 
421 
395 
390 


15(3 

1539 
1331 
1143 


71( 
493 
3(9 

174 


5(9  1307 
445  937 
350    539 


193 


3(7 


39 
35 

9 


14(7    55(5    1(73    1477 


•  ITATI  BA 

HI  93  BA  770.0  1  3  3 
PO  93  BA  771.0  3  3  0 
LA  93  BA  770.0  0  0  0 
TB  (3  BA     771.0    5    S    0 

•  Sub(ubcocAl  • 

30(3.0    (   11    3 

•  •  (ubcetal  •• 

19(SS   15   31    7 
•••  Tetal  ••• 

30(5(4   33(  43(   111  137(  1S(9  134  KSSS  3t231  71SS  390293  140040  SSSOSS  llSSIt  (4147  303714   12140 
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SAFETY  BELT  TICKETS  AND  VIOLATIONS  BY  VMT 

Mr.  Carr.  Please  update  the  data  from  belt  use  law  states  on 
safety  belt  tickets  and  citations  by  vehicle  miles  traveled,  as  shown 
on  page  414  of  last  year's  hearing  record. 

[The  information  follows:] 

Since  we  are  using  performance  measures  to  determine  state  progress  in  meeting 
belt  use  goals,  the  states  have  the  flexibility  to  determine  which  strategies  they  will 
use  to  achieve  their  goal.  As  part  of  the  national  campaign  to  achieve  the  Sec- 
retary's safety  belt  and  alcohol  goals  for  1997,  NHTSA  will  be  asking  states  to  pro- 
vide some  local  enforcement  information,  such  as  the  number  of  jurisdictions  within 
a  state  conducting  Selective  Traffic  Enforcement  Programs  (STEPs).  These  are  high- 
ly publicized  belt  and/or  alcohol-impaired  driving  enforcement  efforts. 

STATES  WITH  MANDATORY  HELMET  USE  LAWS 

Mr.  Carr.  What  states  have  adopted  mandatory  helmet  use  laws 
since  1991? 
[The  information  follows:] 

Since  1991,  California  and  Maryland  are  the  only  States  to  have  put  in  effect 
mandatory  helmet  use  laws  for  all  riders.  California's  law,  passed  in  1991,  became 
effective  on  January  1,  1992;  Maryland's  law,  passed  in  1992,  become  effective  on 
October  1,  1992. 

MOTORCYCLE  HELMET  USE  LAWS  BY  STATE  MAP 

Mr.  Carr.  For  the  record,  please  update  the  U.S.  map  showing 
states  with  and  without  motorcycle  helmet  laws,  as  shown  on  page 
366  of  last  year's  hearing  record. 

[The  information  follows:] 
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STATE-BY-STATE  MOTORCYCLE  FATALITIES 

Mr.  Carr.  Please  update  the  state-by-state  data  on  motorcycle 
occupant  fatalities  as  shown  on  page  367  of  last  year's  hearing 
record,  by  providing  data  for  1993. 

[The  information  follows:] 


I 
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1992  MOTORCYCLE  OCCUPANT  FATALITIES 
BY  REGISTERED  MOTORCYCLES 


STATE 

MOTORCYCLE 
OCCUPANT 
FATALITIES 

NUMBER 
OF  REGISTERED 
MOTORCYCLES 

FATALITY  RATE  PER 

10,000  REGISTERED 

MOTORCYCLES 

ALABAMA 

ALASKA 

ARIZONA 

34 

7 

64 

41,358 
11.191 
71,163 

8.2 
6.3 
9.0 

ARKANSAS 

CALIFORNIA 

COLORADO 

22 

325 

41 

13,905 

623,046 

88,872 

15.8 
5.2 
4.6 

CONNECTICUT 

DELAWARE 

DIST  OF  COLUMBIA 

38 
14 

1 

49,667 
9,759 
1,831 

7.7 

14.3 

5.5 

FLORIDA 

GEORGIA 

HAWAII 

176 
56 
16 

193.739 
80.035 
22,846 

9.1 
7.0 
7.0 

IDAHO 

ILLINOIS 

INDIANA 

17 

104 

69 

33,475 

200,904 

95,195 

5.1 
5.2 
7.2 

IOWA 

KANSAS 

KENTUCKY 

29 

28 
37 

157,383 
55,749 
35,133 

1.8 

5.0 

10.5 

LOUISIANA 

MAINE 

MARYLAND 

36 
20 
56 

35,193 
30.484 
52,162 

10.2 

6.6 

10.7 

MASSACHUSETTS 

MICHIGAN 

MINNESOTA 

33 
57 
28 

62,991 
153,886 
105,916 

5.2 
3.7 
2.6 

MISSISSIPPI 

MISSOURI 

MONTANA 

15 
44 
13 

27.147 
60.045 
22,630 

5.5 
7.3 
5.7 

NEBRASKA 

NEVADA 

NEW  HAMPSHIRE 

9 
19 
10 

19,421 
19.779 
34.276 

4.6 
9.6 
2.9 

NEW  JERSEY 
NEW  MEXICO 
NEW  YORK 

45 
32 

119 

100.274 

31,167 

193,715 

4.5 

10.3 

6.1 

NORTH  CAROLINA 
NORTH  DAKOTA 
OHIO 

68 

5 
112 

58.635 

18,464 

230,291 

11.6 
2.7 
4.9 

OKLAHOMA 

OREGON 

PENNSYLVANIA 

30 
25 
90 

56,937 

62,069 

167.010 

5.3 
4.0 
5.4 

RHODE  ISLAND 
SOUTH  CAROUNA 
SOUTH  DAKOTA 

11 
57 
11 

21.137 
32.595 
23.408 

5.2 

17.5 
4.7 

TENNESSEE 

TEXAS 

UTAH 

69 

130 
17 

75.059 

164,147 

24,174 

9.2 
7.9 
7.0 

VERMONT 

VIRGINIA 

WASHINGTON 

6 
38 
47 

16,588 

59,209 

111.587 

3.6 
6.4 
4.2 

WEST  VIRGINIA 

WISCONSIN 

WYOMING 

19 

40 

5 

18,251 

175,683 

15.537 

10.4 
2.3 
3.2 

U.S.  TOTAL 

2,394 

4,065.118 

5.9 

SOURCE: 

FATALITIES:  FATAL  ACCIDENT  REPORTING  SYSTEM 
REGISTERED  VEHICLES:  FEDERAL  HIGHWAY  ADMINISTRATION 
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BICYCUST  FATALITIES  BY  STATE 

Mr.  Carr.  Please  update  the  data  on  bicyclist  fatalities  as  shown 
on  page  370  of  last  year's  hearing  record,  by  providing  data  for 
1992. 

[The  information  follows:] 

The  following  table  updates  the  chart  shown  on  page  370  of  last  year's  hearing 
record.  Last  year's  chart  covered  calendar  year  1991;  the  current  update  covers 
1992.  State-level  data  for  1993  are  not  yet  available. 
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PEDALCYCLIST  FATALITIES  BY  STATE 
1992 


T  '  '1- 


STATE 

PEDALCYCLIST 
FATALITIES 

RESIDENT 
POPULATION 
(THOUSANDS) 

FATALITY  RATE 
PER  100.000 
POPULATION 

ALABAMA 

ALASKA 

ARIZONA 

8 

0 

18 

4,136 

587 

3,832 

0.19 
0.00 
0.47 

ARKANSAS 

CALIFORNIA 

COLORADO 

4 

112 

13 

2,399 

30,867 

3.470 

0.17 
0.36 
0.37 

CONNECTICUT 

DELAWARE 

DIST  OF  COLUMBIA 

4 
3 
3 

3.281 
689 
589 

0.12 
0.44 
0.51 

FLORIDA 

GEORGIA 

HAWAII 

106 

20 

2 

13,488 
6.751 
1.160 

0.79 
0.30 
0.17 

IDAHO 

ILLINOIS 

INDIANA 

1 
24 
18 

1.067 

11.631 

5,662 

0.09 
0.21 
0.32 

IOWA 

KANSAS 

KENTUCKY 

8 
2 
8 

2,812 
2.523 
3.755 

0.28 
0.08 
0.21 

LOUISIANA 

MAINE 

MARYLAND 

22 

4 
14 

4.287 
1.235 
4.908 

0.51 
0.32 
0.29 

MASSACHUSbllS 

MICHIGAN 
MINNESOTA 

9 
34 
11 

5.998 
9,437 
4,480 

0.15 
0.36 
0.25 

MISSISSIPPI 

MISSOURI 

MONTANA 

9 

7 
5 

2,614 

5,193 

824 

0.34 
0.13 
0.61 

NEBRASKA 

NEVADA 

NEW  HAMPSHIRE 

2 
4 
2 

1,606 
1,327 
1,111 

0.12 
0.30 
0.18 

NEW  JERSEY 
NEW  MEXICO 
NEW  YORK 

13 

2 

48 

7,789 

1,581 

18.119 

0.17 
0.13 
0.26 

NORTH  CAROLINA 
NORTH  DAKOTA 
OHIO 

22 

0 
19 

6.843 

636 

11.016 

0.32 
0.00 
0.17 

OKLAHOMA 

OREGON 

PENNSYLVANIA 

4 

6 

12 

3.212 

2.977 

12.009 

0.12 
0.20 
0.10 

RHODE  ISLAND 
SOUTH  CAROLINA 
SOUTH  DAKOTA 

1 

19 

1 

1.005 

3.603 

711 

0.10 
0.53 
0.14 

TENNESSEE 

TEXAS 

UTAH 

6 

48 
6 

5.024 

17.656 

1.813 

0.12 
0.27 
0.33 

VERMONT 

VIRGINIA 

WASHINGTON 

2 

13 

9 

570 
6.377 
5.136 

0.35 
0.20 
0.18 

WEST  VIRGINIA 

WISCONSIN 

WYOMING 

0 

13 

1 

1.812 

5,007 

466 

0.00 
0.26 
0.21 

TOTAL 

722 

255,082 

0.28 

SOURCES:  FATALITIES  ■ 

-  FATAL  ACCIDENT  REPORTING  SYSTEM  (FARS) 

POPULATION  -  BUREAU  OF  THE  CENSUS 

NOTE:  THE  SUM  OF  INDIVIDUAL  STATE  RESIDENT  POPULATION  MAY  NOT 

EQUAL  NATIONAL  TOTALS  BECAUSE  NUMBERS  HAVE  BEEN  ROUNDED. 
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STATES  WITH  BACK  OF  PICKUP  TRUCK  RESTRICTIONS 

Mr.  Carr.  Please  update  the  listing  of  those  states  with  restric- 
tions on  riding  in  the  back  of  pickup  trucks,  including  the  occupant 
age  to  which  the  law  applies,  as  shown  on  page  374  of  last  year's 
hearing  record. 

[The  information  follows:] 

The  following  States  plus  D.C.  and  P.R.  have  enacted  laws  preventing  people  from 
riding  in  the  back  of  trucks. 

California. — Prohibits  the  transportation  of  any  person  in  the  back  of  a  motor 
truck  with  a  gross  weight  of  6,000  pounds  or  less,  commonly  known  as  a  pickup 
truck.  (Unless  covered  or  in  FMVSS  restraints) 

Dist.  of  Col. — Prohibits  riding  in  the  back  of  pickup  trucks  when  the  driver's  view 
is  obstructed. 

Georgia. — ^Makes  it  unlawful  for  any  person  under  the  age  of  18  to  ride  in  the  bed 
of  an  uncovered  pickup  truck. 

Hawaii. — Makes  it  unlawful  for  persons  to  ride  in  the  bed  of  a  pickup  truck. 

Louisiana. — Makes  it  unlawful  for  children  under  six  to  ride  in  the  bed  of  an  un- 
covered pickup  truck. 

Maryland. — Expanded  the  applicability  of  mandatory  seat  belt  use  to  pickup 
trucks,  when  there  are  seating  positions  with  safety  belts  available  in  the  passenger 
compartment. 

Massachusetts. — Prohibits  children  under  12  from  riding  in  the  bed  of  a  pickup 
truck. 

Ohio. — Makes  it  unlawful  for  children  under  16  to  ride  in  the  back  of  a  pickup 
truck. 

Puerto  Rico. — Makes  it  unlawful  for  persons  to  ride  outside  the  passenger  cabin 
of  a  vehicle. 

Rhode  Island. — Requires  children  to  be  restrained  while  riding  in  open  trucks. 

Texas. — Makes  it  unlawful  for  children  12  years  and  under  to  ride  in  the  bed  of 
a  pickup  truck. 

OCCUPANT  FATALITIES — BACK  OF  PICKUP  TRUCKS 

Mr.  Carr.  Please  provide  for  the  record  the  data  on  occupant  fa- 
talities in  the  back  of  pickup  trucks,  as  shown  on  page  375  of  last 
year's  hearing  record,  by  providing  data  for  1992. 

[The  information  follows:] 

Occupant  fatalities  in  USA — 1992 

Occupant  fatalities 32,869 

Occupant  fatalities  in  pickup  5,376 

Percent  of  total  occupant  fatahties 16.4 

Occupant  fatalities  in  open  bed  only  of  pickup  121 

Percent  of  occupant  fatalities  in  pickup  2.3 

CHILD  PASSENGER  PROTECTION  LAWS 

Mr.  Carr.  For  the  record,  please  provide  a  state-by-state  listing 
of  child  passenger  protection  laws,  including  the  effective  date,  the 
age  at  which  safety  seats/other  restraints  are  required,  safety  belt 
substitution  criteria,  and  penalties  for  noncompliance. 

[The  information  follows:] 
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CHILD  PASSENGER  PROTECTION  LAWS 

Slate 

Effective  Date 

Restraint  Ag( 

Safety  Seat  Age 

May  Substitute  Safety  Belt 

Penalty* 

'  Alabama 

July  1982 

Under  6 

Under  6 

Either  4  or  5 

$10 

iska 

June  1985 

Under  16 

Under  4 

4  thru  15 

$50,  2  points 

izona' 

August  1983 

Thru4» 

Thni4» 

No 

$50 

Arkansas 

August  1983 

Under  5 

Under  3 

Between  3  &  5 

$10-$25 

California 

January  1983 

Under  4' 

Under  4* 

No 

$100 

Colorado 

January  1984 

Under  4 

Under  4 

No 

$59 

Connecticut 

May  1982 

Under  4 

Under  4 

Between  1  &  4  in  rear  seat 

$25-$ 100 

Delaware 

June  1982 

Under  4 

Under  4 

No 

$25 

Dist.  of  Columbia 

July  1983 

Up  to  16 

Under  3 

Between  3  &  6 

$55,  2  points 

Florida 

July  1983 

Under  6 

Under  4 

Between  4  &6 

$150,  3  points 

Georgia 

July  1984 

Under  16 

Under  4 

Over  4 

$25 

Hawaii 

July  1983 

Under  4 

Under  3 

Between  3  &  4 

$100  maximum 

Idaho' 

January  1985 

Under  4» 

Under  4' 

No 

$100  mjTJininn 

Illinois 

July  1983 

Under  6 

Under  4 

Betweeo  4&6 

$25-$50 

Indiana 

January  1984 

Under  5 

Under  3 

Between  3  &  5 

$50-$500 

Iowa 

January  1985 

Under  6 

Under  3 

Between  3  &  6 

$10 

Kansas 

January  1982 

Under  14 

Under  4 

Between  4  &  13  all  seat  positions 

$20 

Kentucky' 

July  1982 

40"  &  Under 

40"  &  Under 

No 

$50 

Louisiana 

September  1984 

Under  5 

Under  5 

Between  3  &  5  in  rear  teat 

$25-$50 

Maine 

September  1983 

Under  19 

Thru  4 

Between  I  &  4  if  not  in  paient'i  vehicle 

$2S-$50 

Maryland 

January  1984 

Under  10 

Under  4> 

Between  4  &  10 

$25-$50 

Massachusetts 

January  1982 

Thru  12 

Under  5 

Under  5 

$25 

Michigan 

April  1982 

Thru  15 

Thru  4 

1  thiu4  in  rear  seat 

$10 

Minnesota 

August  1983 

Under  11 

Under  4 

4  thru  10  in  rear  aeai 

$50 

ississippi 

July  1983 

Under  2 

Under  2 

No 

$25 

Jssouri 

January  1984 

Under  4 

Under  4 

Under  4  in  rear  Kat 

$25 

Montana* 

January  1984 

Under  4> 

U!:der2 

Between  2  &4 

$10-$25 

Nebraska 

August  1983 

Under? 

Under  4^ 

Between  4&5 

$25 

Nevada 

July  1983 

Under  5 

Under  5 

Under  5  in  rear  leat 

$3S-$100 

New  Hampshire 

July  1983 

Under  12 

Under  5 

Under  S  thru  12  all  seat  positions 

$500  maximum 

New  Jersey 

April  1983 

Under  5 

Under  5 

Between  4  &  5  in  rear  seat 

$10-$25 

New  Mexico 

June  1983 

Under  11 

Under  5 

Between  1  &  3  in  rear  seat 

$25 

New  York 

April  1982 

Under  10 

Under  4 

Between  4  &  10  in  rear  seat 

$100  maximum 

North  Carolina 

July  1982 

Under  6 

Under  3 

Between  3  &6 

$25 

North  Dakota 

January  1984 

Thni 10 

Under  3 

3thnil0 

$20 

Ohio 

March  1983 

Under  4> 

Under  4» 

Between  1  &  4  if  not  in  parent's  vehicle 

$10 

Oklahoma 

November  1983 

Under  5 

Under  4 

Under  4  in  rear,  4-S  in  front  or  rear 

$25  maximum 

Oregon 

January  1984 

Under  16 

Under  4> 

Between  1  &5 

$50  maximum 

Pennsylvania 

Januaiy  1984 

Under  4 

Under  4 

Over  4 

$25 

Puerto  Rico 

January  1989 

Under  4 

Under  4 

Over  40  pounds 

$10 

Rhode  Island 

July  1980 

Thru  12 

Thru  3 

No 

$100  maximum 

South  Carolina 

July  1983 

Under  6 

Under  4 

Between  1  &  6  in  rear  seat 

$25 

South  DakoU 

July  1984 

Under  S 

Under  2 

Between  2  &5 

$20 

Tennessee 

January  1978 

Under  4 

Under  4 

No 

$25-$50 

Texas 

October  1984 

Under  4 

Under  2 

Between  2  &  4 

$25-$50 

Utah 

July  1984 

Under  8 

Under  2 

Between  2  &  8 

$20 

Vermont 

July  1984 

Thru  12 

Under  5 

Between  1  &  5  in  rear  seat 

$25 

Virginia 

Januaiy  1983 

Under  4 

Under  3 

Between  3  &  4 

$50 

'ashington 

Januaiy  1984 

Under  6 

Under  2 

Between  2  &  6 

$30 

•Vest  Virginia 

July  1981 

Under  9 

Under  3 

Between  3  &  S 

$10-$20 

Wisconsin 

November  1982 

Under  8 

Under  4 

Between  5  &  8 

$10-$200 

Aoril  1985 

Under  3' 

Under  3» 

No 

$25 

'L^w  applies  only  to  p 

irents  and  legiJ  giurdi 

ui  MDr  less  than 

40  pounds.    *Most 

>tates  waive  fines  upon  proof  of  safety  seat  acquisil 

ion. 
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U.S.  Dcpadmcni  of  Tnniporution.  Wcihington,  DC  20590 
NATIONAL  HIGHWAY  THAFnC  SAFETY  ADMIN ISTTLATION 

R^orul  Opcratioiu  (202)  366-2672 
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CHILD  SAFETY  SEAT  USE 

Mr.  Carr.  Please  update  the  data  on  the  use  of  child  safety 
seats,  as  shown  on  page  383  of  last  year's  hearing  record,  by  delet- 
ing 1987  and  adding  1992. 

[The  information  follows:] 

The  information  provided  in  the  past  on  the  use  of  child  safety  seats  was  based 
on  NHTSA's  19-city  observational  survey.  The  last  year  for  which  data  are  available 
is  1991,  after  which  time  the  survey  was  no  longer  conducted.  During  the  fall  of 
1994,  NHTSA  will  be  conducting  a  national  survey  of  safety  belt  use  and  other  occu- 
pant protection  issues.  Inasmuch  as  the  survey  is  currently  in  the  design  stages,  the 
final  information  to  be  collected  has  not  yet  been  determined.  However,  the  agency 
is  considering  collecting  information  on  child  safety  seat  use,  which,  if  collected,  will 
be  available  in  late  1994  or  early  1995. 

FATALITY  RATES  BY  VEHICLE  CATEGORIES 

Mr.  Carr.  Please  update  the  chart  found  on  page  386  of  last 
year's  hearing  record  concerning  fatality  rates  by  vehicle  cat- 
egories. 

[The  information  follows:] 

FATALITIES  IN  CRASHES  BY  VEHICLE  TYPE— PERCENT  CHANGE  FROM  1992-93 

Percent 
Vehicle  type  1991  1992  1993  >  change 

1992-93 

Passenger 22,347  21,332  21,490  1 

Light  Trucks/Vans  8,380  8,082  8,455  5 

Motorcylce 2,808  2,394  2,415  1 

Med/Hvy  Trucks  544  584  620  6 

All  Other  Vehicles 621  443  440  -1 

Non-Occupants  (pedestrians  and  bicyclists) 6,762  6,366  6,249  ' 

41,462         39,235         39,850  2 

'  1993  values  are  preliminary  estimates 

VEHICLE  OCCUPANT  DEATHS  DATA 

Mr.  Carr.  Please  update  for  the  record  the  data  on  vehicle  occu- 
pant deaths  found  on  pages  387  through  390  of  last  year's  hearing 
record. 

[The  information  follows:] 
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OCCUPANT  DEATHS  BY  VEHICLE  CLASS 

Mr.  Carr.  Please  update  the  bar  chart  shown  on  page  400  of  last 
year's  hearing  record  concerning  occupant  deaths  by  vehicle  class 
by  providing  data  for  1992. 

[The  information  follows:] 
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FATALITIES  PER  100  MILLION  REGISTERED  VEHICLES 

Mr.  Carr.  Please  also  update  for  the  record  the  data  on  fatalities 
per  100  million  registered  vehicles,  as  shown  on  page  391  of  last 
year's  hearing  record. 

[The  information  follows:] 
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FATALITIES  PER  REGISTERED  VEHICLE  1992 


ACTUAL   POLK  DATA 
FATALITIES  ADJUSTED* 


SMALL  CAR 
MEDIUM  CAR 
LARGE  CAR 

SMALL  VAN 
STANDARD  VAN 
SMALL  PICKUP 
STANDARD  PICKUP 
UTILITY  VEHICLE 

TOTAL  CARS 

TOTAL  LIGHT  TRUCKS 


TOTAL 


RATE/ 
REGISTERED   FATALITIES   AVERAGE 
VEHICLES  PER  MILLION    RATE 


12828 

10754 

52278648 

4580 

3748 

22481540 

3867 

2393 

17710643 

742 

579 

5142167 

S52 

477 

5057856 

2527 

2222 

10833369 

2997 

2004 

14288748 

1399 

1127 

7318073 

21275 

16895 

92470831 

8317 

6409 

42640213 

29592 

23304 

135111044 

205.7 
166.7 
135.1 

112.6 
94.3 
205.1 
140.3 
154.0 

182.7 
150.3 


172.5 


1.2 

1.0 
0.8 


0.8 
0.9 


1.0 


♦INCLUDES  MODEL  YEARS  1978  THRU  1991 

COUNTS  OF  PASSENGER  CARS  ARE  LIMITED  TO  THOSE  WITH  KNOWN  WHEELBASE 
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U.S.  TRAFFIC  FATALITIES  CHART 


Mr.  Carr.  Please  update  for  the  record  the  bar  chart  on  U.S. 
traffic  fatalities  shown  on  page  392  of  last  year's  hearing  record. 
[The  information  follows:] 
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MOTOR  VEHICLE  FATALITY  TRENDS 


Mr.   Carr.   Please  update  the   data  on   motor  vehicle   fatality 
trends  found  on  page  394  of  last  year's  hearing  record. 
[The  information  follows:] 
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HIGHWAY  FATALITIES  FOR  SELECTED  COUNTRIES 

Mr.  Carr.  Please  provide  some  data  comparing  the  United  States 
to  other  countries  with  regard  to  highway  fatalities  per  100,000 
population  and  highway  fatalities  per  vehicle  miles  travelled. 

[The  information  follows:] 
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HIGHWAY  FATALITIES  PER  100,000  POPULATION 
FOR  SELECTED  COUNTRIES 


1990 

1991 

1992 

Fatality 

Fatality 

Fatality 

Rate 

Rate 

Rate 

Austria 

18.20 

17.74 

15.94 

Australia 

13.68 

12.22 

N/A 

Belgium 

19.94 

18.88 

16.72 

Canada 

14.91 

13.73 

N/A 

Denmark 

12.36 

11.81 

11.14 

Rnland 

13.04 

12.66 

11.92 

France 

18.26 

16.99 

15.83 

Germany 

12.50 

.     11.74 

13.19 

Greece 

17.32 

17.82 

N/A 

Hungary 

23.01 

20.08 

20.36 

Ireland 

13.66 

12.75 

11.67 

Italy 

11.48 

12.98 

N/A 

Japan 

9.09 

8.95 

N/A 

Mexico 

6.25 

6.33 

N/A 

Netherlands 

9.17 

8.53 

8.47 

New  Zealand 

22.15 

19.64 

N/A 

Norway 

7.81 

7.56 

7.55 

Poland 

19.41 

20.90 

18.11 

Portugal 

22.42 

23.83 

22.74 

Romania 

16.25 

13.16 

12.38 

Spain 

17.69 

17.26    . 

15.39 

Sweden 

9.05 

8.70 

8.74 

Switzeriand 

14.15 

12.68 

12.09 

Turkey 

10.97 

10.68 

10.53 

United  Kingdom 

9.42 

8.26 

7.57 

U.S.A. 

17.88 

16.27 

15.38 

Source:  'Statistics  of  Road  Traffic  Accidents  in  Europe" 
(United  Nations) 
"World  Road  Statistics" 
(International  Road  Federation) 


I 
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HIGHWAY  FATALITIES  PER  100  MILLION  VEHICLE  KILOMETERS  TRAVELED 
FOR  SELECTED  COUNTRIES 


1989 

1990 

1991 

1992 

FATALITY 

FATALITY 

FATALITY 

FATALITY 

RATE 

RATE 

RATE 

RATE 

AUSTRIA 

3.5(4) 

3.4 

3.2 

2.9 

BELGIUM 

3.7 

N/A 

3.3 

N/A 

DENMARK 

1.9 

1.7 

1.6 

1.5 

FINLAND 

1.9 

1.6 

1.6 

1.4 

FRANCE 

2.5(3) 

2.4(3) 

2.2 

2.0 

GERMANY  (FEDERAL  REPUBLIC) 

1.8 

1.7 

2.1 

1.9 

GREAT  BRITAIN 

1.7 

N/A 

1.1 

N/A 

IRELAND 

1.9 

1.9 

1.8 

1.5 

ITALY 

1.8 

1.7 

1.9 

N/A 

JAPAN 

1.9(2) 

1.9(2) 

1.8 

1.7 

MEXICO 

9.8 

10.0 

N/A 

N/A 

NETHERLANDS 

1.5(1) 

1.4(1) 

1.3 

1.3 

NORWAY 

N/A 

1.2 

1.2 

1.2 

SPAIN 

6.8(2) 

N/A 

N/A 

4.8(2) 

SWEDEN 

1.4 

1.2 

1.0 

N/A 

TURKEY 

24 

23 

24 

22 

UNITED  STATES 

1.3 

1.3 

1.2 

1.1 

SOURCE:  "Statistics  of  Road  Traffic  Accidents  in  Europe"  (United  Nations) 
"World  Road  Statistics"  (International  Road  Federation) 

N/A  -  Not  Available 

(1)  Excludes  Cyclists 

(2)  Deatfis  witfiin  24  hours 

(3)  Deatfis  witfiin  6  days 

(4)  Deaths  within  3  days 


Note:  VMT  used  to  compute  rates  are  based  on  estimates  of  varing  degree  of  accuracy. 
They  should  therefore  be  regarded  rather  as  order  of  magnitude 
than  as  precise  statistics. 
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STATE  RANKING  BY  FATALITY  RATE 

Mr.  Carr.  Please  update  for  the  record  the  tables  on  state  rank- 
ing by  fatality  rate,  as  shown  on  page  396  of  last  year's  hearing 
record  by  providing  data  for  1992. 

[The  information  follows:] 
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1992  RANKING  OF  STATE  FATALITY  RATES 


RANK 


STATE 


VEHICLE  MILES 

TRAVELED 

•RATE  PER  100 

FATALITIES 

(MILLIONS) 

MILLION  VMT 

766 
108 
883 

26.239 

3,841 

33.853 

2.9 
2.8 
2.6 

420 
588 
460 

16.478 
23.081 
18,452 

2.5 
2.5 
2.5 

809 

1.153 

251 

35.047 
49,994 
10,897 

2.3 
2.3 
2.3 

807 

243 

1.031 

35,049 
10,764 
45,762 

2.3 
2.3 
2.3 

192 
161 
815 

8,525 

7,218 

38,062 

2.3 
2.2 
2.1 

2,427 
140 
118 

114,311 
6,892 
6,217 

Z1 
ZO 

1.9 

1.265 

3.059 

985 

67,538 

163.329 

53.254 

1.9 
1.9 
1.8 

269 
437 
522 

14,621 
23,926 
28,927 

1.8 
1.8 
1.8 

214 

613 

1.545 

12,151 
35.119 
89.200 

1.8 
1.7 
1.7 

1.315 

467 

1,814 

77.904 

27.926 

109.881 

1.7 
1.7 
1.7 

269 
387 
129 

16.307 

24.163 

8.066 

1.6 
1.6 
1.6 

4.189 

96 

1.384 

262.548 

6.019 

87,642 

1.6 
1.6 
1.6 

901 

659 

1.298 

57,072 
41,896 
84,219 

1.6 
1.6 
1.5 

1.439 

88 

581 

95.221 

6.072 

41.162 

1.5 
1.4 
1.4 

50 
652 
839 

3.562 
47.628 
63.447 

1.4 
1.4 
1.3 

651 
764 
122 

49,386 
59,410 
10,067 

1.3 
1.3 
1.2 

296 
79 

485 

26,459 

7,676 

47,348 

1.1 
1.0 
1.0 

39.235 

2,239,828    *' 

1.8 

1 
2 
3 

MISSISSIPPI 

ALASKA 

LOUISIANA 

4 
5 
6 

WEST  VIRGINIA 
ARKANSAS 
NEW  MEXICO 

7 
8 
9 

ARIZONA 

TENNESSEE 

NEVADA 

10 
11 
12 

SOUTH  CAROLINA 

IDAHO 

ALABAMA 

13 
14 
IS 

MONTANA 
SOUTH  DAKOTA 
KENTUCKY 

16 
17 
18 

FLORIDA 

DELAWARE 

WYOMING 

19 
20 
21 

NORTH  CAROLINA 

TEXAS 

MISSOURI 

22 
23 
24 

NEBRASKA 

IOWA 

COLORADO 

25 
26 
27 

MAINE 

OKLAHOMA 

PENNSYLVANIA 

28 
29 
30 

GEORGIA 
OREGON 
NEW  YORK 

31 
32 
33 

UTAH 

KANSAS 

HAWAII 

34 
35 
36 

CALIFORNIA 

VERMONT 

ILLINOIS 

37 
38 
39 

INDIANA 

MARYLAND 

MICHIGAN 

40 
41 
42 

OHIO 

NORTH  DAKOTA 

MINNESOTA 

43 
44 
45 

DIST  OF  COL 

WISCONSIN 

VIRGINIA 

46 
47 
48 

WASHINGTON 
NEW  JERSEY 
NEW  HAMPSHIRE 

49 
50 
51 

CONNECTICUT 
RHODE  ISLAND 
MASSACHUSbllS 

TOTAL 


•  RANKING  OF  STATES  IS  BASED  ON  ACTUAL  FATALITY  RATE  WHICH  IS  SHOWN 
TO  ONE  DECIMAL  PLACE  FOR  REPORTING  PURPOSES. 

*  •  THE  SUM  OF  INDIVIDUAL  STATE  VMT  MAY  NOT  EQUAL  NATIONAL  TOTALS  BECAUSE 

NUMBERS  HAVE  BEEN  ROUNDED. 
SOURCES:  FATALITIES  -  FATAL  ACCIDENT  REPORTING  SYSTEM  (FARS) 

VEHICLE  MILES  OF  TRAVEL  -  FEDERAL  HIGHWAY  ADMINISTRATION  (FHWA) 
November  16. 1993 


244 


STATE  TRAFFIC  FATALITIES  DATA 


Mr.  Carr.  Please  update  the  data  on  state  traffic  fatalities  as 
shown  on  page  398  of  last  year's  hearing  record. 
[The  information  follows:] 

The  following  table  updates  the  data  on  state  traffic  fatal  crashes  shown  on  page 
398  of  last  year's  hearing  record.  State-level  data  for  1993  are  not  yet  available. 


^ 
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FATAL  CRASHES  BY  STATE 


TOTAL 


PERCENT  CHANGE 


STATE 

1992 

1991 

1983 

1980 

80  to  83 

83  to  91 

91  to  92 

ALABAMA 
ALASKA 
ARIZONA 
ARKANSAS 

921 

89 

701 

512 

984 

90 

727 

530 

806 
135 
616 
485 

835 

79 

833 

486 

-3 

71 

-26 

-0 

22 

-33 

18 

9 

-6 
-1 
-4 
-3 

CALIFORNIA 
COLORADO 
CONNECTICUT 
DELAWARE 

3.719 
477 
266 
118 

4.194 

480 

281 

90 

4089 

591 

404 

98 

4930 
625 
520 
135 

-17 

-5 

-22 

-27 

3 

-19 

-30 

-8 

-11 
-1 
-5 
31 

DIST  OF  COLUMBIA 
FLORIDA 
GEORGIA 
HAWAII 

47 

2.170 

1.184 

122 

60 

2.217 

1,226 

119 

58 

2415 

1157 

133 

38 

2519 

1348 

167 

53 

-4 
-14 
-20 

3 

-8 

6 

-11 

-22 

-2 

-3 

3 

IDAHO 
ILLINOIS 
INDIANA 
IOWA 

207 

1,249 
797 
388 

221 

1.289 
903 
423 

231 

1379 

876 

437 

287 

1776 

1029 

541 

-20 
-22 
-15 
-19 

-4 

-7 

3 

-3 

-6 

-3 

-12 

-8 

KANSAS 
KENTUCKY 
LOUISIANA 
MAINE 

337 
718 
789 
189 

350 
722 
783 
181 

361 
690 
836 
198 

506 

746 

1080 

236 

-29 

-8 

-23 

-16 

-3 

5 

-6 

-9 

-4 

-1 

1 

4 

MARYLAND 
MASSACHUSbl IS 
MICHIGAN 
MINNESOTA 

584 

460 

1.177 

494 

629 

510 

1.287 

469 

607 

605 

1192 

498 

682 

813 

1561 

742 

-11 
-26 
-24 
-33 

4 

-16 

8 

-6 

-7 

-10 

-9 

5 

MISSISSIPPI 
MISSOURI 
MONTANA 
NEBRASKA 

649 
874 
172 
??? 

606 
906 
172 
242 

626 
810 
253 
221 

603 

1025 

276 

337 

4 

-21 

-8 

-34 

-3 

12 

-32 

10 

7 
-4 

0 
-8 

NEVADA 

NEW  HAMPSHIRE 
NEW  JERSEY 
NEW  MEXICO 

224 
110 
695 
398 

261 
135 
737 
422 

220 
166 
866 
467 

302 

175 

1022 

513 

-27 
-5 

-15 
-9 

19 
-19 
-15 
-10 

-14 

-19 

-6 

-6 

NEW  YORK 
NORTH  CAROLINA 
NORTH  DAKOTA 
OHIO 

1,656 

1,124 

79 

1.302 

1.827 

1.213 

86 

1.451 

1918 

1083 

105 

1416 

2374 

1327 

133 

1805 

-19 
-18 
-21 
-22 

-5 

12 

-18 

2 

-9 

-7 

-8 

-10 

OKLAHOMA 
OREGON 
PENNSYLVANIA 
RHODE  ISLAND 

535 
412 

1.385 
73 

551 

423 

1.510 

84 

720 

485 

1544 

96 

820 

585 

1882 

118 

-12 
-17 
-18 
-19 

-23 

-13 

-2 

-13 

-3 

-3 

-8 

-13 

SOUTH  CAROLINA 
SOUTH  DAKOTA 
TENNESSEE 
TEXAS 

719 

141 
1,027 
2.691 

789 

130 

1,002 

2.697 

739 

147 

919 

3328 

747 

188 

1007 

3814 

-1 
-22 

-9 
-13 

7 
-12 

9 
-19 

-9 
8 
2 

-0 

UTAH 
VERMONT 
VIRGINIA 
WASHINGTON 

235 

87 

760 

592 

229 
100 
845 
602 

253 

87 

803 

628 

291 
125 
938 
847 

-13 
-30 
-14 
-26 

-9 

15 

5 

-4 

3 

-13 

-10 

-2 

WEST  VIRGINIA 

WISCONSIN 

WYOMING 

366 

586 

99 

371 
677 
104 

379 
648 
152 

464 
847 
205 

-18 
-23 
-26 

-2 

4 

-32 

-1 

-13 

-5 

U.S.  TOTAL 

34.928 

36,937 

37.976 

45.284 

-16 

-3 

-5 
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SPEED  AS  A  NATIONAL  PRIORITY 

Mr.  Carr.  Speed  is  one  of  the  new  national  priorities  added  to 
the  Section  402  program.  What  was  the  justification  for  this  addi- 
tion, and  how  will  the  Section  403  speed  program  be  integrated 
with  activities  conducted  under  the  Section  402  program? 

[The  information  follows:] 

Prior  to  adding  new  Section  402  priority  program  areas,  the  agency  must  conduct 
a  public  rulemaking  process.  On  January  14,  1994,  NHTSA  issued  a  notice  of  pro- 
posed rulemaking  (NPRM)  which  tentatively  proposed  making  speed  control  a  na- 
tional priority  program  area.  The  justification  is  based  on  data  that  shows  speeding 
is  cited  as  a  contributing  factor  in  34  percent  of  all  fatal  crashes  and  that  effective 
speed  control  countermeasures  are  available  to  states.  The  comment  period  ended 
on  February  28;  the  agency  is  now  reviewing  comments  received  prior  to  making 
a  final  determination. 

If  speed  control  is  added  to  the  Section  402  priority  list,  integration  with  the  Sec- 
tion 403  program  will  follow  the  same  approach  as  with  all  other  program  areas. 
The  403  fiinding  is  vised  to  develop  and  demonstrate  new  countermeasures,  and  the 
Section  402  funding  is  used  by  the  states  to  implement  those  countermeasures 
shown  to  be  effective.  For  example.  Section  403  funds  are  currently  being  used  for 
demonstration  programs  to  evaluate  speed  control  devices  (radar,  VASCAR,  etc.) 
and  to  introduce  those  devices  into  the  law  enforcement  community.  Section  402 
funds  could  be  used  to  purchase  the  equipment  and  to  train  enforcement  personnel 
in  its  use. 

MUNICIPAL  SPEED  ENFORCEMENT  DEMONSTRATION 

Mr.  Carr.  The  justifications  refer  to  a  municipal  speed  enforce- 
ment demonstration  project  that  will  be  initiated  during  fiscal  year 
1994  and  continued  in  fiscal  year  1995.  What  are  the  objectives  of 
this  demonstration,  which  municipalities  are  involved,  when  will 
the  demonstration  be  completed,  and  how  much  will  be  allocated 
to  it  in  fiscal  years  1994  and  1995? 

[The  information  follows:] 

NHTSA  estimates  that  speed  related  crashes  cost  society  in  excess  of  $19  billion 
each  year.  Approximately  48%  of  all  speed  related  fatal  crashes  occurred  on  roads 
with  speed  limits  of  less  than  55  mph,  many  occurring  in  municipalities. 

This  demonstration  program  will  attempt  to  develop  effective  countermeasures  for 
municipal  law  enforcement  agencies.  This  will  be  accomphshed  utilizing  techno- 
logically advanced  speed  measuring  devices  with  no  increase  in  enforcement  person- 
nel. Part  of  the  program  will  measure  the  effect  of  increased  enforcement  on  certain 
criminal  activities. 

The  contract  was  awarded  September  30,  1993,  totaling  $229,630.  Site  selection 
with  the  contractor  is  currently  underway  and  should  be  completed  in  April  1994. 
Completion  of  the  project  is  scheduled  for  Summer  1995.  Incremental  funding  for 
the  project  is:  FY  94  $75,079  and  FY  95  $47,251. 

TRAFFIC  ENFORCEMENT — ^NEW  TECHNOLOGIES 

Mr.  Carr.  What  new  and  innovative  technologies  will  be  field 
tested  for  traffic  enforcement  during  fiscal  year  1995? 
[The  information  follows:] 

We  plan  to  complete  a  demonstration  program  that  will  allow  more  accurate  and 
efficient  reconstruction  of  extraordinary  commercial  vehicle  crashes  which  occur  on 
major  multilane  roadways.  This  project  is  designed  to  gather  necessary  information 
and  restore  the  normal  flow  of  traffic  in  a  more  timely  manner. 

The  Agency  also  plans  to  complete  an  interactive  law  enforcement  training  pro- 
gram that  maximizes  training  opportunities.  This  multimedia  program  will  permit 
offsite  training  for  certain  traffic  related  standardized  law  enforcement  courses, 
such  as  radar  training,  that  are  necessary  for  State  certification. 

Further,  a  program  to  develop  and  pilot  test  in-car  video  will  be  completed.  This 
project  will  train  officers  in  the  proper  use  of  video  for  evidentiary  use. 
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TRAFFIC  ENFORCEMEhTT — ^ASSISTANCE  TO  FHWA 

Mr.  Care.  What  type  of  assistance  does  NHTSA  provide  to  the 
FHWA  Office  of  Motor  Carriers  regarding  traffic  enforcement  ac- 
tivities conducted  through  the  MCSAP  program? 

[The  information  follows:] 

NHTSA  has  a  close  working  relationship  with  the  FHWA  Office  of  Motor  Carriers. 
We  will  continue  our  work  with  law  enforcement  officials  and  groups  to  emphasis 
increased  commercial  motor  vehicle  safety  and  traffic  enforcement  as  part  of  an 
agency's  overall  enforcement  program.  We  will  encourage  increased  traffic  enforce- 
ment and  truck  inspections  by  regular  patrol  officers  to  reduce  commercial  motor 
vehicle  incidents. 

NHTSA  will  also  continue  to  offer,  when  requested,  standardized  field  sobriety 
testing  and  drug  recognition  techniques  so  MCSAP  inspectors  can  better  identify  the 
impaired  commercial  vehicle  drivers. 

Assistance  was  provided  to  guide  implementation  of  the  ban  on  the  u^  of  radar 
detectors  in  commercial  vehicles.  We  will  provide  technical  assistance  on  enforce- 
ment techniques,  including  proper  use  of  drone  radar  as  authorized  by  the  FCC. 

Fvuther,  NHTSA  is  able  to  assist  FHWA  work  with  law  enforcement  leaders  and 
associations.  For  example,  NHTSA,  in  cooperation  with  FHWA,  is  working  with  the 
International  Association  of  Chiefs  of  Police  and  the  four  southwest  border  states 
to  study  the  impact  the  North  American  Free  Trade  Agreement  (NAFTA)  will  have 
on  commercial  vehicle  enforcement. 

TECHNICAL  ASSISTANCE  TO  STATES  RELATING  TO  ENFORCEMENT 

EFFORTS 

Mr.  Carr.  Will  NHTSA  provide  any  technical  assistance  to  states 
relating  to  their  enforcement  of  the  recently  announced  ban  on  the 
use  of  radar  detection  devices  in  commercial  vehicles? 

[The  information  follows:] 

NHTSA  supports  the  FHWA  rule  banning  the  use  of  radar  detectors  by  drivers 
of  commercial  motor  vehicles.  In  addition,  NHTSA  supports  Secretary  Peria's  posi- 
tion that  "...  radar  detectors  are  used  for  the  purpose  of  evading  the  enforcement 
of  speed  limits.  Since  excessive  speed  is  oft«n  a  factor  in  accidents,  taking  radar  de- 
tectors out  of  large  vehicles  shovdd  enhance  safety  for  all  highway  users — including 
truck  and  bus  drivers  themselves. 

NHTSA  will  respond  to  any  request  for  technical  assistance  to  provide  effective 
enforcement  strategies  to  counter  radar  detector  use  for  traffic  enforcement.  Addi- 
tionally, the  Agency  will  provide  technical  assistance  in  the  proper  use  of  drone 
radar  as  authorized  by  the  FCC. 

RADAR  DETECTORS — ^NHTSA/FHWA  STUDY  ON  COMMERCIAL  VEHICLES 

Mr.  Carr.  In  the  Senate  report  on  the  1994  transportation  ap- 
propriations bill,  the  Senate  requested  FHWA,  in  conjunction  with 
NHTSA  and  other  groups,  to  conduct  a  study  concerning  whether 
commercial  vehicles  with  radar  detectors  are  overrepresented  in 
crashes  involving  speeding.  The  study  is  to  be  completed  by  July 
1,  1994.  What  is  NHTSA's  role  in  the  study? 

[The  information  follows:] 

Since  FHWA  is  not  required  to  conduct  this  study,  there  is  no  NHTSA  role.  By 
letter  dated  January  31,  1994,  Senator  Frank  R.  Lautenberg,  Chairman,  Sub- 
committee on  Transportation  and  Related  Agencies,  wrote  that,  "In  view  of  the  issu- 
ance of  the  Final  Rule  [58  FR  67370,  December  21,  1993],  the  directive  from  the 
Senate  Committee  on  Appropriations,  contained  in  Senate  Report  No.  103-143  .  .  . 
is  not  necessary.  The  implementation  of  the  final  rule  .  .  .  obviates  the  need  for  the 
requested  study." 
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EVALUATION  OF  THE  EFFECTIVENESS  OF  COMBINED  ENFORCEMENT 

STRATEGIES 

Mr.  Carr.  What  were  the  results  of  NHTSA's  evaluation  of  the 
effectiveness  of  combined  enforcement  strategies  that  focus  on 
speed,  alcohol,  and  safety  belts? 

[The  information  follows:] 

This  study  was  designed  to  determine  the  impact  of  a  well-publicized  combined 
speed,  alcohol,  and  safety  belt  enforcement  program  in  three  test  sites.  This  ap- 
proach was  designed  to  make  enforcement  more  efficient  in  raising  perceived  risk 
of  arrest  for  each  type  of  violation,  and  also  to  achieve  increased  deterrence  by  cre- 
ating a  perception  of  more  severe  penalties  for  multiple  violations  occurring  in  a  sin- 
?[le  incident.  Each  test  program  was  designed  to  sequentially  emphasize  five  dif- 
ierent  combined  enforcement  strategies  during  a  period  of  approximately  one  year. 
This  design  was  used  to  determine  the  potential  of  a  continuously  operating  com- 
bined program.  The  type  of  combined  program  that  uses  periodic  "blitzes"  (i.e.,  brief 
periods  of  high  intensity  pubUcity  followed  by  a  1-2  week  intensive  enforcement  pro- 
gram) was  not  evaluated  as  part  of  this  project. 

The  results  from  this  study  are  mixed.  In  two  of  the  test  sites  it  was  not  possible 
to  consistently  maintain  increased  enforcement  activity  and  associated  publicity. 
The  one  test  site  that  was  able  to  maintain  increased  enforcement  intensity  and  a 
high  level  of  pubUcity  did  produce  positive  results.  Decreases  in  alcohol-related 
crashes  (10%)  and  speeding  behavior  (12% — exceeding  speed  limit  by  at  least  5  mph) 
were  noted.  No  effect  of  safety  belt  usage  was  found,  although  it  should  be  noted 
that  the  test  city  ordinance  only  allowed  secondary  enforcement.  It  shoiild  also  be 
noted  that  this  test  site  started  its  program  with  relatively  high  belt  usage  rates, 
and  was  able  to  maintain  these  rates  throughout  the  program. 

EMS  PROGRAM  OBJECTIVES 

Mr.  Carr,  What  are  the  objectives  of  NHTSA's  emergency  medi- 
cal services  program? 

[The  information  follows:] 

The  objective  of  NHTSA's  EMS  program  is  to  reduce  death,  disability,  injury  se- 
verity, and  resulting  health  care  costs  from  highway  crashes  by  enhancing  EMS  sys- 
tems, particularly  in  rural  areas.  When  crashes  occiir  and  people  are  imured,  EMS 
becomes  an  essential  component  of  the  highway  safety  effort.  NHTSA's  EMS  efforts 
focus  on  developing  comprehensive  EMS  systems  nationwide  through  technical  as- 
sistance, research  and  demonstrations,  cvuricula  development,  and  injvuy  preven- 
tion. 

Mr.  Carr.  How  do  you  measure  the  success  of  the  EMS  program? 
[The  information  follows:] 

The  success  of  NHTSA's  EMS  program  is  measiu-ed  in  several  ways.  One  measure 
of  its  success  is  the  demand  for  EMS  technical  assistance  and  the  institutionaliza- 
tion of  programs  by  the  States.  The  majority  of  States  have  voluntarily  adopted 
NHTSA  EMS'programs  in  their  State  statute  or  regulations  as  the  minimum  stand- 
ard (e.g.  the  DOT  National  Standard  Curricula  for  EMS  training  is  used  by  every 
State).  The  State  EMS  Assessments  Program  and  the  Development  of  Trauma  Sys- 
tems Seminar  are  two  examples  of  technical  assistance  programs  in  high  demand 
from  the  States  that  are  consistently  ev£iluated  by  State  officials  and  participants 
as  effective  programs. 

Another  measure  is  the  progress  of  States  in  implementing  the  EMS  assessment 
report  recommendations.  NHTSA  wiU  continue  to  provide  technical  assistance  to  the 
States  to  improve  their  EMS/trauma  systems  based  on  the  findings  of  the  assess- 
ment reports.  These  statewide  advancements  will  improve  EMS/trauma  system  care 
nationwide. 

The  EMS  Division's  products  and  programs  are  routinely  peer  reviewed  by  State 
and  industry  experts.  Their  comments  are  used  to  improve  upon  the  projects  and 
services  offered  by  the  Division. 

It  is  very  difficvilt  to  measure  success  using  national  data  since  the  agency  has 
learned  from  the  Statewide  EMS  Technical  ^sessments  that  States  do  not  collect 
uniform  prehospital  data.  NHTSA  is  working  to  improve  statewide  data  collection 
by  developing  a  uniform  prehospital  EMS  data  element  dictionary  which  will  pro- 
vide guidance  to  the  States  on  essential  and  desired  data  elements  needed  to  enec- 
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tively  evaluate  prehospital  operations.  A  consensus  conference  on  uniform 
prehospital  data  elements  was  held  in  August  1993,  with  a  final  data  element  dic- 
tionary to  be  published  in  May  1994. 

NHTSA  is  currently  conducting  two  studies  to  eveduate  preventable  deaths  in 
rural  areas.  Results  from  these  studies  will  be  analyzed  with  a  previous  study  com- 
pleted in  Montana  to  identify  where  in  the  continuum  of  emergency  medical  care 
patients  are  dying  and  where  to  focus  limited  Federal,  State,  and  local  resources. 
Previous  research  studies  identified  preventable  mortality  to  be  around  twenty-five 
percent.  In  areas  that  have  comprehensive  EMS  systems,  preventable  mortality  has 
been  reduced  to  as  low  as  one  percent. 

EMS  STATEWIDE  ASSESSMENTS 

Mr.  Carr.  Which  states  have  received  statewide  assessments  of 
their  emergency  medical  services  programs  by  NHTSA? 
[The  information  follows:] 

To  this  date  NHTSA  has  conducted  a  total  of  40  EMS  Assessments:  37  states,  the 
territories  of  Guam  and  Puerto  Rico,  and  the  Indian  Health  Service  (Department 
of  Health  and  Human  Services).  The  following  is  a  listing  of  completed  EMS  Assess- 
ments: 

Connecticut,  New  Hsimpshire,  Massachusetts,  Delaware,  Maryland,  Pennsylvania, 
Virginia,  West  Virginia,  New  Jersey,  New  York,  Puerto  Rico,  Alabama,  Florida, 
Kentucky,  Mississippi,  North  CaroUna,  Arkansas,  Louisiana,  Oklahoma,  Texas,  Illi- 
nois, Indiana,  Michigan,  Minnesota,  Ohio,  Wisconsin,  Iowa,  Colorado,  Montana, 
North  Dakota,  Utah,  Wyoming,  Arizona,  Guam,  Hawaii,  Nevada,  Indian  Health 
Service,  Alaska,  Idaho,  and  Oregon. 

Mr.  Carr.  What  have  these  assessments  revealed? 
[The  information  follows:] 

There  are  widespread  problems  in  all  components  of  EMS  systems  but  the  admin- 
istrative and  evaluative  components  are  the  most  troublesome.  Comprehensive  ena- 
bling legislation,  for  either  EMS  or  trauma  system  development,  is  not  in  place.  The 
authority  for  EMS  system  management  often  rests  within  several  agencies  and 
there  is  no  central  focus  for  EMS  development.  Also,  EMS  agencies  lack  a  clear 
management  structure  for  planning  and  policy  setting,  and  statewide  EMS  plans 
have  not  been  developed.  The  ftinctional  capabiUties  of  the  hospitals  that  receive 
trauma  patients  are  not  well  known,  and  trauma  center  designation  is  sporadic. 

Prehospital  data  are  not  uniformly  collected  for  system  monitoring  and  evaluation 
purposes.  Prehospital  data  are  not  linked  to  other  EMS-related  databases  and  the 
States  are  unable  to  track  the  patient  fi"om  the  crash  until  hospital  discharge;  the 
States  cannot  adequately  evaluate  patient  outcome  or  system  performance. 

Overall,  problems  in  rural  emergency  care  have  not  been  well  studied  and  de- 
mand more  attention. 

Mr.  Carr.  What  new  state  assessments  are  planned? 
[The  information  follows:] 

NHTSA  has  scheduled  assessments  for  South  Dakota,  Kansas,  and  New  Mexico 
for  fiscal  year  1994,  and  preliminary  discussions  are  being  held  with  Vermont, 
South  Carolina,  and  Georgia  for  future  assessments. 

RURAL  MORTALITY  PREVENTION  STUDY 

Mr.  Carr.  What  were  the  results  of  the  rural  mortality  preven- 
tion study  in  Montana? 
[The  information  follows:] 

The  study  found  the  overall  preventability  rate  for  the  154  deaths  reviewed  was 
17  percent.  Considering  only  hospital  deaths,  as  previous  studies  had  done,  the  over- 
all rate  was  33  percent.  The  overall  preventability  rate  for  hospital  deaths  does  not 
vary  significantly  fi-om  findings  of  previous  studies  conducted  in  predominately 
vu^ban  settings.  Preventable  deaths  were  stratified  by  phase  of  care,  with  7.7  percent 
occurring  as  a  result  of  deficiencies  in  prehospital  phases,  53.8  percent  in  the  emer- 
gency department,  and  38.5  percent  due  to  post  emergency  department  deficiencies 
in  care. 

Demographics  and  mechanism  of  injury  did  not  differ  greatly  fi-om  those  reported 
in  other  studies  of  trauma  deaths.  Motor  vehicle  related  trauma  predominated,  ac- 
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counting  for  55  percent  of  the  deaths.  In  cases  where  information  on  occupant  re- 
straints was  available,  86  percent  were  unrestrained.  Fifty-one  percent  of  motor  ve- 
hicle fatalities  had  detectable  levels  of  alcohol  and  49  percent  of  driver  and  pedes- 
trian fatalities  were  legally  intoxicated.  This  study  reveals  that  the  rate  of  prevent- 
able death  and  appropriate  care  in  rural  areas  is  high  and  similar  to  that  found 
in  urban  areas  before  organized  systems  of  trauma  care  have  been  implemented. 
Findings  of  this  and  other  studies  clearly  indicate  a  need  to  further  develop  and  en- 
hance trauma  care  systems,  particularly  in  rural  areas. 

Mr.  Carr.  Which  states  Eire  being  considered  for  additional  rural 
mortality  studies  and  why? 
[The  information  follows:] 

NHTSA  is  conducting  two  additional  studies  in  Michigan  and  in  North  Carolina. 
These  two  study  areas  were  selected  based  on  a  competitive  process.  Assuming  that 
the  two  current  studies  will  validate  the  Montana  findings,  no  new  studies  are  con- 
templated. 

EMS  CURRICULUM  DEVELOPMENT 

Mr.  Carr.  Please  elaborate  on  your  EMS  curriculum  develop- 
ment and  update  activities  in  fiscal  year  1994  and  fiscal  year  1995. 
[The  information  follows:] 

NHTSA  has  responsibility  for  the  development  of  EMS  training  courses.  Twelve 
courses  developed  to  date  have  been  designed  to  provide  national  guideUnes  for 
EMS  training,  and  in  most  cases  have  been  incorporated  into  state  statutes  and  reg- 
ulations. All  states  use  the  DOT  National  Standard  Curricula  (NSC)  as  a  basis  for 
their  EMS  training. 

The  revision  of  the  Emergency  Medical  Technician-Basic:  National  Standard  Cur- 
riculum (EMT-B)  was  completed  March  1,  1994.  This  is  the  platform  from  which 
all  other  EMT  levels  are  developed.  In  FY  1993  NHTSA  awarded  two  contracts  to 
revise:  the  EMS  Dispatcher:  National  Standard  Curriculimi;  and  2)  the  Ambulance 
Driver  Training:  National  Standard  Curriculimi.  In  FY  1994  two  contracts  will  be 
awarded  to  revise  the  EMS  Instructor:  National  Standard  Curriculum;  and  2)  the 
First  Responder:  National  Standard  Curriculum.  NHTSA  anticipates  initiating  the 
revision  the  EMT-lntermediate  and  EMT-Paramedic  National  Standard  Curricula  in 
FY  1995,  which  will  be  a  multi-year  effort. 

NATIONAL  CONFERENCE  ON  PREHOSPITAL  EMS  DATA  ELEMENTS 

Mr.  Carr.  What  was  the  purpose  of  the  national  conference  on 
prehospital  EMS  data  elements  and  what  recommendations  were 
made? 

[The  information  follows:] 

The  purpose  of  the  prehospital  EMS  data  element  conference  was  to  evaluate 
available  information  on  the  definitions  of  prehospital  data  elements  and  to  produce 
consensus  statements  on  those  data  element  definitions  recommended  for  uniform 
national  use. 

Consensus  was  developed  on  81  prehospital  EMS  data  element  definitions,  49  of 
which  were  recommended  as  "essential"  and  42  of  which  were  recommended  as  "de- 
sirable" for  collection  of  uniform  information  needed  on  prehospital  EMS  responses. 

The  conference  also  developed  consensus  statements  on  several  questions  and  is- 
sues relating  to  prehospital  EMS  data  including:  (1)  the  piirposes  of  EMS  data  col- 
lection, (2)  me  needs  for  uniform  EMS  data  element  definitions,  (3)  the  need  for  im- 
proving data  quality,  and  (4)  record  linkage  and  outcome  measures. 

EMS — ^TRANSFER  OF  CURRICULUM  DEVELOPMENT  ACTIVITIES 

Mr.  Carr.  Has  NHTSA  undertaken  any  evaluation  of  the  extent 
to  which  EMS  curriculum  development  activities  could  be  trans- 
ferred to  the  private  sector  and,  if  not,  why  not? 

[The  information  follows:] 

NHTSA  has  not  conducted  any  evaluation  of  the  extent  to  which  EMS  curriculum 
development  could  be  transferred  to  the  private  sector. 
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NHTSA  has  the  responsibility  for  the  development  of  EMS  training  courses  that 
are  responsive  to  the  guidelines  established  by  the  Highway  Safety  Act  of  1966.  As 
a  result  of  the  Highway  Safety  Act,  National  Standard  Curricula  (NSC)  for  all  levels 
of  prehospital  care  have  been  developed  by  NHTSA.  There  are  approximately 
700,000  currently  certified  First  Responders,  EMT-Basics,  EMT-Intermediates,  and 
EMT-Paramedics  trained  to  the  DOT  National  Standard  Curricula. 

No  other  Federal  agency  is  legislatively  mandated  to  develop  EMS  auricula  and 
no  private  agency,  organization,  nor  institution  represents  the  broad  spectrum  of 
EMS  without  a  specific  specisd  interest  in  a  segment  of  the  EMS  system.  NHTSA 
represents  a  standard  and  accepted  source,  provides  economies  of  scale  and  national 
standardization. 

Most  states  require  DOT/NSC  as  a  basis  for  their  training  and  have  codified  such 
requirements.  Faalure  to  provide  DOT/NSC  to  the  states  would  require  legislative 
change  in  many  states.  Both  the  National  Association  of  State  EMS  Directors  and 
the  National  Council  of  State  EMS  Training  Coordinators  have  passed  resolutions 
encouraging  NHTSA  to  continue  its  National  Standard  Curriciilum  Development 
Program. 


OLDER  DRIVER  RESEARCH  PROGRAM 

Mr.  Carr,  Please  highlight  the  accomplishments  of  your  older 
driver  research  program  and  discuss  how  it  differs  from  research 
on  older  drivers  conducted  by  NHTSA  and  FHWA  under  the  IVHS 
program. 

[The  information  follows:] 

rVHS-oriented  research  on  older  drivers  focuses  on  identifying  modifications  to  ve- 
hicles or  roadways  that  can  improve  the  margin  of  safety  for  older  persons.  In  con- 
trast, the  bvdk  of  the  research  program  detailed  in  NHTSA's  1993  "Traffic  Safety 
Plan  for  Older  Persons"  focuses  on  modifying  the  actions  of  older  drivers  themselves, 
or  of  people  who  deal  with  older  drivers,  including  friends  and  family,  physicians, 
occupational  therapists  and  other  health-care  providers,  police,  and  driver-licensing 
officials.  Specifically,  this  program  will  provide  tools  and  procedures  to  a  variety  of 
groups  to  aid  drivers  in  making  safe  choices  about  limiting  their  driving  and  to  as- 
sist officials  to  take  regulatory  actions  regarding  drivers  who  do  not  make  safe 
choices. 

Toward  this  end,  NHTSA  has  sponsored  numerous  research  projects  to  lay  the 
foundations  for  reaching  this  objective.  Recent  research  has  revealed  several  impor- 
tant patterns: 

Older  drivers  have  the  fewest  crashes  per  licensed  driver  of  any  age  group.  Their 
fataUty  rate  based  on  mUes  traveled  is  as  high  as  the  youngest  drivers,  but  they 
are  considerably  more  hkely  to  die  in  a  crash  than  younger  people. 

Age  itself  is  not  indicative  of  driving  problems.  Driving  problems  are  related  to 
functional  limitations  that  my  occur  at  any  age,  though  they  become  more  likely  as 
age  increases  beyond  75  years. 

Most  drivers  adjust  their  driving  to  accommodate  to  their  decUning  capabilities. 
They  tend  to  stop  driving  after  dark,  avoid  congested  or  high-speed  roads  and  free- 
ways, stay  home  in  bad  weather,  and  stick  to  familiar  routes. 

Driving  problems  appear  to  be  concentrated  among  individuals  who  suffer  fix)m 
serious  limiting  conditions  of  which  they  are  unaware.  Of  particular  note  are  cog- 
nitive disorders,  such  as  Alzheimer's  Disease,  and  certain  perceptual  disorders  in- 
volving object  recognition  in  peripheral  visual  areas. 

When  older  people  do  not  drive,  their  abUity  to  conduct  normal  activities — shop- 
ping, visiting  fnends,  attending  church— drops  dramatically. 

In  addition  to  funding  research  directly,  NHTSA's  involvement  with  TRB's  Com- 
mittee on  the  Safety  and  Mobility  of  Older  Persons  has  stimulated  the  interest  of 
a  wide  range  of  geriatric  researchers  in  traffic  safety  problems,  thus  generating 
much  more  information  than  would  be  possible  by  this  agency  alone. 

NORTH  CAROLINA  HIGHWAY  SAFETY  INFORMATION  MANAGEMENT 

SYSTEM 

Mr.  Carr.  Please  provide  an  update  on  the  status  and  accom- 
plishments of  the  North  Carolina  highway  safety  information  man- 
agement system  project. 
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[The  information  follows:] 


NHTSA  is  funding  a  demonstration  highway  system  information  project,  using 
global  positioning  technology,  in  North  Carolina.  The  project  is  just  getting  under- 
way with  the  purchase  of  necessary  equipment.  Under  this  project  North  CaroUna 
will  merge  accident  data  with  roadway,  bridge,  pavement,  and  emergency  medical 
data;  improve  the  acciu-acy  of  accident  locations  through  the  use  of  global  position- 
ing system  (GPS)  technology;  and  convert  outdated  computer  software  systems  to 
newer  database  management  systems. 

NEW  JERSEY  MODEL  ACCIDENT  RECORD  SYSTEM 

Mr,  Carr.  Also  provide  an  update  on  the  status  and  accomplish- 
ments of  the  New  Jersey  model  accident  record  system. 
[The  information  follows:] 

New  Jersey  is  implementing  the  first  stages  of  its  model  state  accident  records 
automation  project.  The  model  system  will  create  computerized  accident  files  at  the 
police  agency  level.  The  files  will  use  digitized  mapping  to  record  accident  locations 
accurately.  Accident  data  on  file  will  be  accessible  immediately  by  local  and  state 
users.  New  Jersey  will  develop  a  software  package  for  local  and  state  users  to  re- 
trieve and  analyze  data  from  the  files.  After  the  demonstration,  this  software  will 
be  made  available  to  other  states  and  local  agencies  at  no  cost. 

ISTEA  MANDATED  SAFETY  MANAGEMENT  SYSTEM 

Mr.  Carr.  What  is  the  purpose  of  the  safety  management  system 
mandated  by  ISTEA? 

[The  information  follows:] 

In  ISTEA,  Congress  mandated  that  states  implement  six  management  systems — 
highway  j)avement,  bridges,  intermodal  transportation  facilities  and  systems,  pubUe 
transportation  facilities  and  equipment,  traffic  congestion,  and  safety.  The  purpose 
of  all  of  these  systems  is  to  ensiire  that  states  are  allocating  resources  in  the  most 
cost  effective  manner. 

HIGHWAY  SAFETY  DATA  BASE  COORDINATION  WITH  FHWA 

Mr.  Carr.  What  activities  is  NHTSA  conducting,  alone  and  in 
conjunction  with  FHWA,  to  coordinate  and  integrate  the  various 
highway  safety  data  bases?   • 

[The  information  follows:] 

NHTSA  and  FHWA  coordinate  extensively  to  assure  that  the  crash  data  needs  of 
both  agencies  are  met  and  integrated  in  the  most  effective  and  efficient  manner  pos- 
sible. Examples  are: 

The  Trucks  in  Fatal  Accidents  (TIFA)  study,  combines  FARS  and  motor  carrier 
crash  reports  required  by  FHWA  to  provide  a  richer  data  soiu-ce  for  understanding 
truck  crashes  involving  a  fatality. 

NHTSA  is  providing  funding  to  support  FHWA's  efforts  to  collect  data  on  U.S. 
travel  patterns  in  the  Nationwide  Personal  Transportation  Survey  (NPTS),  sched- 
uled for  1995. 

Both  agencies  support  and  participate  in  national  committees,  e.g.,  the  National 
Safety  Council's  Traffic  Records  Committee  and  Transportation  Research  Board's 
Accident  Records  Committee,  which  promote  the  use  and  improvement  of  traffic 
records. 

NHTSA  and  FHWA  are  cooperating  in  the  development  of  the  Safety  Manage- 
ment System. 

In  1991,  FARS  began  collecting  information  on  commercial  driver  license  require- 
ments for  drivers  involved  in  fatal  crashes. 

Through  an  interagency  agreement  with  FHWA,  NHTSA  added  7,000  large  truck 
crashes  to  data  collection  in  the  General  Estimates  System  (GES)  sample  of  45,000 
crashes  per  year,  increasing  the  reliability  of  the  truck  crash  estimates.  GES  also 
began  collecting  six  new  large  truck  data  elements  in  1992. 

Mr.  Carr.  What  are  some  of  the  barriers  and  practical  problems 
in  accomplishing  this  integration  of  data  systems? 
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[The  information  follows:] 


NHTSA  and  FHWA  have  been  working  extensively  to  coordinate  and  integrate 
data  needs.  Where  either  agency  is  responsible  for  the  collection  of  the  data,  e.g., 
the  Fatal  Accident  Reporting  System  or  the  General  Estimates  System,  changes  can 
be  implemented  in  the  upcoming  data  year.  Integration  of  data  needs  is  more  dif- 
ficult where  neither  agency  is  responsible  for  the  directly  collected  data,  i.e.,  much 
of  the  information  needed  is  provided  by  state  agencies  on  their  police  accident  re- 
porting forms.  Once  a  change  in  the  information  needed  to  support  a  data  program 
is  identified,  e.g.,  the  FHWA's  National  Governor's  Association  Truck  Data  elements 
or  NHTSA's  Critical  Automated  Data  Reporting  Elements,  states  must  be  convinced 
that  they  need  to  add  these  data  elements  to  their  reporting  forms.  Then,  they  must 
actually  implement  the  change.  This  process  can  be  time  consvmiing  and  costly  on 
the  part  of  the  states.  Overall,  there  Eire  very  few  barriers  that  need  to  be  overcome 
as  NHTSA  and  FHWA  staff  have  developed  a  very  effective  working  relationship  in 
this  area. 

Mr.  Carr.  Has  NHTSA  or  the  FHWA  prepared  a  plan  to  deter- 
mine how  implementation  of  the  ISTEA-mandated  safety  manage- 
ment system  will  be  achieved? 

[The  information  follows:] 

NHTSA  and  FHWA  are  working  together  to  assist  states  in  implementing  their 
safety  management  systems  (SMS).  On  December  1,  1993,  an  interim  final  rule  was 
published  which  specified  general  requirements  covering  all  six  of  the  mandated 
management  systems  and  specific  guidance  covering  each  individual  system; 
NHSTA  and  FHWA  jointly  developed  the  section  on  SMS. 

In  addition,  the  two  agencies  sponsored  a  National  Workshop  in  January  1994, 
for  state  officials  with  responsibility  for  developing  SMS  in  their  states.  The  Work- 
shop served  to  inform  participants  of  the  legislative  and  regulatory  requirements  for 
the  SMS,  discuss  the  current  state-of-the-practice  of  SMS  activities  across  the  Na- 
tion, and  discuss  strategies  for  developing  and  implementing  an  effective  SMS  in 
each  State.  The  agencies  are  developing  a  "good  practices  guide"  to  document  and 
share  effective  state  SMS  implementation  ideas.  The  best  state  SMS  practices  will 
also  be  highlighted  in  a  technology  sharing  demonstration  program.  Additional  re- 
gional and  state  meetings  are  planned,  and  training  programs  are  being  developed. 

TRAFFIC  RECORDS  SYSTEMS  IMPROVEMENTS 

Mr.   Carr.   In  general,  what  improvements  do  states  need  to 
make  in  their  traffic  records  systems? 
[The  information  follows:] 

Traditionally,  the  states'  traffic  records  systems  have  been  the  foundation  of  state 
and  national  highway  safety  management.  In  recent  years,  states  have  made  signifi- 
cant improvements  to  individual  components  of  their  traffic  records  systems.  One 
such  improvement  has  been  in  the  area  of  data  linkage.  The  agency  has  been  work- 
ing with  7  states  to  study  the  application  of  data  automation  and  linkage  technology 
through  the  Crash  Outcome  Data  Evaluation  System  (CODES)  project.  The  CODES 
project  links  traditional  traffic  records  and  medical  outcome  data  to  provide  com- 
prehensive insight  into  the  health  cost  associated  with  highway  crashes.  CODES 
has  the  potential  to  provide  more  efficiency  in  the  collection,  storage  and  retrieval 
of  information. 

The  advances  in  safety  technology  and  the  necessity  of  collecting  more  specific  in- 
formation have  increased  the  importance  of  acciu-ate  and  complete  information. 
Therefore,  evaluating  state  traffic  records  systems  and  making  improvements  that 
refine  safety  information  is  an  on-going  process.  Traffic  records  systems  can  be  im- 
proved by  developing  a  common  reference  system  for  reports;  making  files  acces- 
sible; reducing  duplication  of  information;  eliminating  inaccurate  data  elements;  re- 
ducing unreported  crash  information;  reducing  delays  in  data  input;  updating  tech- 
nology; and  increasing  analytical  expertise. 

TRAFFIC  RECORDS  SYSTEMS  GRANTS 

Mr.  Carr.  Which  states  will  receive  grants  in  fiscal  year  1994  to 
upgrade  their  traffic  records  systems  and  will  these  grants  be  one- 
time award? 
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[The  information  follows:] 

Cvirrently,  the  traffic  records  grant  proposals  are  in  the  process  of  being  evalu- 
ated. The  awards  are  expected  to  be  made  on  or  about  April  30,  1994.  The  grants 
-will  be  one-time  awards  for  developing  a  statewide  strategic  plan  for  improvements 
to  a  state's  traffic  records  system. 

Mr.  Carr.  What  objectives  and  milestones  will  states  be  expected 
to  achieve  with  the  traffic  records  grants? 
[The  information  follows:] 

The  primary  objective  of  the  traffic  records  grant  assistance  is  to  encourage  each 
state  to  focus  on  its  data  systems  as  a  mechanism  for  identifying  safety  problems. 
The  grant  provides  assistance  to:  identify  the  state's  requirements  for  safety  infor- 
mation and  determine  the  strengths  and  weaknesses  of  its  traffic  records  system; 
develop  a  strategic  plan  for  implementing  improvements  identified  in  the  statewide 
safety  information  system  audit;  and  identify  technologies  necessary  to  imprc-ve 
their  safety  information  system.  Additionally,  each  state  is  encouraged  to  consider 
the  requirements  and  implications  of  the  ISTEA,  the  adoption  of  uniform  data  ele- 
ments (Critical  Automated  Data  Reporting  Elements),  and  the  National  Governor's 
Association  (NGA)  motor  carrier  data  elements,  as  it  considers  improvements  to  its 
data  systems. 

The  product  of  the  grant  program  wUl  be  a  comprehensive  strategic  plan  for  im- 
proving the  state's  safety  information  system  that  includes  state-determined  mile- 
stones. States  will  also  be  required  to  submit  progress  reports  every  90  days  that 
detail  how  they  are  progressing  with  their  plan.  A  final  report  will  be  submitted  at 
the  conclusion  of  each  state's  grant. 

TRAFFIC  RECORDS  GRANTS — NHTSA/FHWA  ALLOCATION 

IVIr.  Carr.  How  much  will  be  allocated  by  NHTSA  and  FHWA  for 
traffic  records  grants  to  states  in  fiscal  years  1994  and  1995? 
[The  information  follows:] 

NHTSA  and  FHWA  have  allocated  $1.4  million  in  1994  and  $1.1  million  in  1995, 
for  traffic  records  grants  to  the  states. 

PERSONAL  COMPUTER  DEMONSTRATIONS 

Mr.  Carr.  Why  is  NHTSA  conducting  a  demonstration  of  hand- 
held, pen-based  personal  computers  for  data  collection  and  trans- 
mission by  police  and  emergency  medical  agencies  when  this  tech- 
nology is  already  in  use  in  some  jurisdictions?  What  do  you  hope 
to  learn  from  this  demonstration? 

[The  information  follows:] 

We  are  not  planning  a  demonstration  of  hand-held,  pen-based  personal  computers, 
essentially  due  to  the  reasons  stated  in  the  question.  Our  original  Small  Business 
Innovative  Research  (SBIR)  project  to  develop  these  hand-held  computers  was  begun 
several  years  ago  when  the  technology  was  in  its  infancy.  Since  that  time,  through 
private  development,  the  technology  has  seen  rapid  growth,  and  there  is  no  longer 
a  need  to  demonstrate  the  benefits  of  such  units.  We  do,  however,  plan  to  distribute 
a  limited  number  of  our  units  to  selected  poUce  agencies  for  their  use  and  evalua- 
tion, to  determine  how  they  compare  to  the  current  technology.  This  will  be  done 
through  in-house  personnel  without  contract  funding,  and  wUl  terminate  our  in- 
volvement in  the  development  of  these  units. 

FATIGUED  DRIVING 

Mr.  Carr.  Driver  fatigue  is  a  significant  cause  of  motor  vehicle 
accidents.  What  research  has  NHTSA  conducted  concerning  the 
dangers  of  driving  while  fatigued? 

[The  information  follows:] 

Agency  accident  data  indicate  that  there  are  approximately  50,000  police-reported 
crashes  annually  in  which  driver  drowsiness/fatigue  is  cited  as  a  factor.  Nearly 
1,500  fatalities  occur  in  these  crashes. 
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The  agency  is  sponsoring  research  to  develop  a  vehicle-based  capability  for  detect- 
ing drowsiness  and  fatigue.  The  envisioned  system  would  take  continuous  measure- 
ments of  driver  performance  and  status  to  determine  whether  the  driver  is  drowsy, 
and  then  provide  a  warning  signal  to  alert  the  driver. 

NHTSA  has  also  provided  financial  support-to  the  "Drive  Alert,  Arrive  Alive"  pub- 
lic information  campaign  in  New  York  State. 

Mr.  Carr.  What  public  information  and  awareness  efforts  are 
currently  under  way  and  planned  with  regard  to  educating  the 
public  about  drowsy  and  fatigued  driving? 

[The  information  follows:] 

The  agency  has  provided  financial  support  to  a  new  public  information  campaign 
in  New  York  State  on  the  hazards  of  drowsiness  during  driving.  The  "Drive  Alert, 
Arrive  Alive"  campaign  has  included  radio  spots  and  the  distribution  to  the  public 
of  an  informational  flier  containing  safe  driving  sleep  tips.  This  activity  was  initi- 
ated by  NHTSA's  Region  II  in  coordination  with  the  New  York  Governor's  Traffic 
Safety  Committee  and  the  National  Sleep  Foundation.  No  other  activities  in  this 
area  are  planned. 

Mr.  Carr.  What  potential  countermeasures  look  promising  to  ad- 
dress the  fatigued  driver  issue? 
[The  information  follows:] 

The  agency  is  supporting  research  to  develop  a  vehicle-based  capability  for  unob- 
trusively monitoring  driver  alertness.  The  envisioned  system  would  take  continuous 
measurements  of  driver  performance  (e.g.,  steering  movements,  lane  tracking)  to  de- 
termine whether  the  driver  is  drowsy,  and  then  provide  a  warning  to  alert  the  driv- 
er. Research  is  also  underway  to  develop  devices  for  making  direct 
psychophysiological  measures  of  driver  alertness. 

Public  information/education  campaigns  may  also  help  to  increase  driver  aware- 
ness of  the  risks  of  driving  while  drowsy  and  common-sense  measures  drivers  can 
take.  On  the  highway  side,  early  data  indicate  that  "rumble  strips"  embedded  in  the 
shoulder  pavement  along  rurEil  highways  can  reduce  the  incidence  of  "drift  off  road" 
crashes,  the  most  common  crash  scenario  associated  with  driver  drowsiness/fatigue. 

CRASHWORTHINESS  RESEARCH  PROGRAM 

Mr.  Carr.  The  fiscal  year  1995  request  includes  a  reduction  of 
$1.8  million,  or  15  percent,  for  research  on  the  crashworthiness  of 
vehicles.  Does  this  reduction  reflect  a  philosophical  shift  in 
NHTSA's  thinking  about  the  value  of  such  research  in  achieving  fu- 
ture gains  in  traffic  safety? 

[The  information  follows:] 

The  reduction  does  not  represent  a  philosophical  shift  in  NHTSA's  thinking  about 
the  value  of  research  on  the  crashworthiness  of  vehicleg.  Significant  progress  has 
been  made  in  improving  crashworthiness  and  occupant  protection  of  vehicles  in  the 
past  20  years.  ^Tiile  costs  were  high  early  in  the  research  and  development  cycle, 
more  of  the  costs  are  being  borne  by  the  private  sector  as  the  technologies  for  these 
improvements  mature.  Additionally,  the  agency  has  been  using  cooperative  research 
agreements  to  advance  the  state  of  the  art  of  occupant  protection  systems.  These 
agreements  have  allowed  the  agency  to  wisely  leverage  federal  and  private  sector 
research  resources. 

Mr.  Carr.  Last  year,  NHTSA  discussed  the  need  for  a  balanced 
research  program  that  focuses  both  on  vehicle  crashworthiness  as 
well  as  crash  worthiness.  Considering  the  $10  million  for  FVHS  re- 
search included  in  the  FHWA  budget  request  to  be  transferred  to 
NHTSA,  NHTSA's  research  program  will  be  weighted  two-thirds 
toward  crash  avoidance  strategies  (IVHS)  and  one-third  toward 
crash  worthiness.  Would  you  comment  on  whether  this  reflects  a 
balanced  program  and  which  emphasis  is  likely  to  3deld  the  great- 
est safety  payoff? 

[The  information  follows:] 
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Over  the  past  20  years,  the  technology  was  available  to  make  significant  progress 
in  improving  the  crashworthiness  and  occupant  protection  of  motor  vehicles,  and 
during  that  time  the  budgets  for  crashworthiness  greatly  exceeded  those  for  crash 
avoidance.  Today,  IVHS  offers  the  opportunity  to  make  significant  gains  in  the 
crash  avoidance  area  and  the  budgets  reflect  this.  Early  in  the  research  and  devel- 
opment cycle,  research  costs  are  higher.  As  the  technologies  mature,  more  of  the 
costs  are  borne  by  the  private  sector  as  they  develop  and  deploy  improvements  to 
motor  vehicles.  The  crash  avoidance  program  is  today  where  the  crashworthiness 
program  was  20  yeeirs  ago;  crashworthiness  is  more  mature  than  crash  avoidance. 

In  order  to  continue  to  achieve  reductions  in  the  number  of  crashes  and  the  fatali- 
ties, injuries,  and  societal  costs  that  result,  research  is  necessary  in  both  crash 
avoidance  and  crashworthiness.  NHTSA  feels  that  both  areas  are  likely  to  yield  sig- 
nificant safety  payoffs  and  that  both  areas  should  be  pursued  vigorously.  No  matter 
how  successful  the  crash  avoidance  program  is,  crashes  will  occur  and  there  is  a 
need  to  provide  as  much  protection  as  practicable  so  that  occupants  survive  as  many 
crashes  as  possible. 

RESEARCH  BUDGET  REQUEST — SUPPORT  OF  PRIORITY  PLAN 

Mr.  Carr.  How  does  your  fiscal  year  1995  research  budget  re- 
quest support  the  1992-1994  Priority  Plan  developed  by  the  agen- 
cy? 

[The  information  follows:] 

The  research  required  by  the  NHTSA's  Priority  Plan  is  supported  by  the  fiscal 
year  1995  research  budget  request. 

The  FY  1995  budget  request  for  the  Office  of  Crash  Avoidance  Research  supports 
two  major  areas  in  the  NHTSA  Priority  Plan.  The  National  Advanced  Driving  Sim- 
ulator (NADS)  will  develop  a  critical  research  capable  of  simulating  realistic  vehicle/ 
driver  interactions  and  environments,  thereby  allowing  the  conduct  of  driver-vehicle 
interaction  experiments  in  crash-imminent  situations  that  cannot  be  carried  out 
today  because  they  would  place  subjects  in  potentially  hazardous  situations.  The 
rVHS  program  is  directed  at  facilitating  development  and  early  deployment  by  in- 
dustry of  intelligent  vehicle  systems  to  aid  drivers  in  avoiding  crashes  and  at  ensur- 
ing no  loss  of  safety  as  these  systems  are  incorporated  into  motor  vehicles. 

All  active  items  related  to  crashworthiness  in  the  1992-94  Priority  Plan  are  fully 
supported  by  the  budget  request.  Particularly,  research  efforts  will  be  continued  for 
the  support  of  the  activities  in  improved  fi-ontal  crash  protection,  rollover  protection, 
door  retention  components,  and  fiiel  system  integrity.  The  research  has  been  com- 
pleted for  the  activities  in  side  impact  protection,  reduction  of  head  injuries,  and 
rear  underride  guards. 

The  recompetition  of  the  NASS  contract  program  was  completed  in  October  1993, 
and  the  implementation  is  proceeding  on  schedule.  This  effort  should  help  to  im- 
prove injury  data  collection  and  coding  quality.  The  CDS  data  form  a  unique  data 
base  for  agency  work  in  Crashworthiness,  Rulemaking,  and  Crash  Avoidance,  in- 
cluding Intelligent  Vehicle  Highway  System  (IVHS)  initiatives,  and  the  evaluation 
of  countermeasiu-es  to  reduce  occupant  injuries.  The  GES  data  are  utilized  to  iden- 
tify trends  in  overall  traffic  safety  and  to  add  a  national  perspective  to  detailed 
analyses  from  other,  more  detailed  data  sources. 

An  important  initiative  in  the  State  Data  area  is  the  Crash  Outcome  Data  Eval- 
uation System  (CODES)  and  the  Data  Linkage  Program.  This  effort  will  allow  data 
for  motor  vehicle  crash  victims  recorded  in  Emergency  Medical  Service  (EMS)  activi- 
ties and  hospital  data  systems  to  be  matched  with  information  found  on  the  state's 
crash  data  system,  resulting  in  an  enhanced  crash  outcome  data  base.  This  linkage 
will  enable  states  and  NHTSA  to  develop  statewide  Crash  Outcome  Data  Evaluation 
Systems  (CODES)  that  can  be  used  to  study  injury  outcome  and  to  evaluate  high- 
way safety  programs. 

RESEARCH  ACTIVITIES — INTERIOR  HEAD  AND  ROLLOVER  PROTECTION 

Mr.  Carr.  Please  describe  the  research  activities  under  way  in 
the  areas  of  interior  head  protection  and  rollover  protection  and  re- 
late these  activities  to  ongoing  regulatory  activity. 

[The  information  follows:] 
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The  research  program  supporting  the  upper  interior  head  protection  effort  of  the 
agency  has  been  completed.  The  agency  currently  is  reviewing  its  final  rule  for  this 
regulatory  activity. 

The  agency  is  conducting  a  research  program  to  improve  rollover  crash  surviv- 
ability by  preventing  occupant  ejection  and  by  mitigating  the  severity  of  impacts 
that  an  occupant  experiences  during  rollover.  In  the  area  of  ejection  prevention,  re- 
search is  investigating  improved  door  latches  and  ejection  resistant  glazing.  In  the 
area  of  occupant  impact  mitigation,  research  is  investigating  improved  interior  pad- 
ding, improved  restraints,  and  improved  roof  support.  These  efforts  directly  support 
the  agency's  regulatory  activities  in  rollover  protection. 

Longer  range  biomechanical  research  efforts  are  striving  to  develop  better  criteria 
to  detect  impact  conditions  that  cause  skull  fractiu-e  and  brain  and  neck  injiuies. 
Efforts  are  also  underway  to  improve  the  instrumentation  and  test  eqviipment  that 
evaluate  the  safety  performance  of  vehicles. 

RESEARCH  ON  DYNAMIC  SIDE  IMPACT  CRASH  STANDARD 

Mr.  Carr.  How  did  the  research  and  analysis  program  contribute 
to  the  development  of  the  dynamic  side  impact  crash  standard  for 
passenger  cars  and  what  are  your  contributions  toward  to  develop- 
ment of  dynamic  side  impact  standards  for  light  trucks  and  vans? 

[The  information  follows:] 

The  research  program  supported  aU  aspects  of  the  development  of  the  djniamic 
side  impact  crash  standard  for  passenger  cars.  Specifically,  research  developed  the 
moving  deformable  barrier  and  test  procedure  used  in  the  standard.  The  research 
program  developed  the  side  impact  dummy  and  associated  injury  criteria  used  in 
the  standard.  The  research  program  evaluated  baseUne  vehicle  performance  using 
the  developed  test  procedures  and  devices.  Finally,  the  research  program  developed 
and  evaluated  countermeasures  to  a  variety  of  baseline  vehicles  that  demonstrate 
the  benefits  that  would  be  accrued  by  the  standard. 

The  research  program  also  contributed  to  the  development  of  dynamic  side  impact 
standards  for  light  trucks  and  vans.  Research  initiated  a  review  of  the  crash  data 
to  determine  how  fatalities  and  injuries  occur  to  occupants  of  light  trucks  and  vans 
in  side  impact  crashes.  Based  on  this  review,  the  research  program  developed  sev- 
eral alternative  test  procedures  that  could  be  used  for  a  dynamic  side  impact  stand- 
ard for  light  trucks  and  vans. 

SCHOOL  BUS  SAFETY  AND  CHILD  RESTRAINTS  RESEARCH 

Mr.  Carr.  What  research  is  underway  in  the  areas  of  school  bus 
safety  and  child  restraints? 
[The  information  follows:] 

NHTSA  recently  completed  a  study  demonstrating  methods  to  increase  use  of 
safety  seats  using  local  police  enforcement  and  public  information  efforts.  The  report 
on  this  project  will  be  available  by  June  1994. 

One  of  the  agency's  current  studies  will  update  ovu*  understanding  of  misuse  of 
safety  seats.  This  study  will  document  the  most  prevalent  tjrpes  of  misuse  and  seek 
the  reasons  for  misuse  in  both  behavioral  and  design  areas.  This  study  will  be  com- 
pleted in  the  fall  of  1995. 

NHTSA's  analyses  of  child  fatality  data  revealed  that  the  majority  of  fatalities  in- 
volved residents  of  rural  areas  and  small  towns.  Another  of  the  agency's  current 
studies  will  develop  strategies  for  motivating  increased  use  of  safety  seats  among 
rural  families  and  identify  appropriate  means  to  reach  these  families  with  safety 
messages.  This  project  is  scheduled  for  completion  in  the  spring  of  1995. 

NHTSA  is  analyzing  data  from  a  national  health  survey  reporting  on  where  par- 
ents obtain  safety  seats,  how  they  get  information  about  the  need  for  safety  seats, 
and  what  kinds  of  instruction  they  receive  on  how  to  use  them.  This  effort  will  be 
completed  by  the  end  of  1994. 

Currently,  a  task  is  underway  to  address  the  need  for  upgrading  the  bench  seat 
fixture  used  in  the  sled  testing  of  child  restraints  to  make  the  fbrture  more  rep- 
resentative of  current  vehicle  seat  designs. 

In  the  past  year,  tasks  have  been  completed  to  evaluate  the  current  standard  and 
other  chUd  safety  issues.  This  work  has  addressed  child  restraint/air  bag  inter- 
action, belt  positioning  booster  seats,  lap/shoulder  belt  test  procedure,  and  issues  re- 
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lated  to  the  current  test  procedures.  Futiire  work  will  continue  to  address  issues  re- 
lated to  child  safety. 

PEDESTRIAN  AND  CYCLIST  RESEARCH  FUNDING 

Mr.  Carr.  What  amounts  will  support  pedestrian  and  cyclist  re- 
search under  the  fiscal  year  1995  request? 
[The  information  follows:] 

The  agency  requested  $1.4  million  to  support  agency  activities  in  school  bus  safe- 
ty, child  restraint  systems,  pedestrian  and  cyclist  programs,  and  the  elderly.  The 
focus  of  these  activities,  however,  will  be  on  improved  restraint  concepts  for  children 
and  on  the  special  protection  that  may  be  helpful  to  the  elderly.  The  fiscal  year  1995 
funding  for  pedestrian  and  cyclist  research  is  to  be  determined. 

Mr.  Carr.  How  does  this  work  differ  from  that  conducted  under 
the  highway  safety  program  within  NHTSA  and  from  pedestrian 
and  cyclist  research  supported  by  FHWA? 

[The  information  follows:] 

This  work  specifically  focuses  on  vehicle  improvements  that  result  in  reducing  fa- 
talities and  mitigating  injuries  in  the  event  of  a  pedestrian  or  cyclist  accident. 

The  highway  traffic  safety  program  within  NHTSA  focuses  on  educational  activi- 
ties and  the  promotion  of  helmet  use  by  cyclists.  The  FHWA  efforts  focus  on  improv- 
ing the  roadside  hardware,  signalhng,  and  markings  to  reduce  the  possibility  of 
these  accidents. 

OCCUPANT  PROTECTION  SYSTEMS — ^NEW  DEVELOPMENTS 

Mr.  Carr.  What  new  developments  are  on  the  horizon  regarding 
improved  air  bag  technology,  and  safety  belt/air  bag  systems? 
[The  information  follows:] 

Volvo  has  announced  that  seat  mounted  side  impact  protection  air  bags  will 
gradually  be  introduced  in  several  Volvo  models  during  model  year  1995.  Other  do- 
mestic and  foreign  sources  are  developing  side  crash  protection  air  bag  systems 
which  also  may  be  offered  in  future  cars. 

Air  bag  folding  designs  for  storage  in  air  bag  modules  and  their  decorative  pro- 
tecting cover  designs  are  being  improved  to  reduce  injuries  to  occupants  during  de- 
ployments. 

most  manufacturers  will  soon  change  from  using  multiple  crush  zone  (near  front 
of  the  car)  crash  sensors  to  use  of  a  single  solid  state  crash  sensor  located  in  the 
passenger  compartment  which  utilizes  sophisticated  deployment  decision  algorithms 
to  provide  a  timely  air  bag  deployment  decision. 

Sensors  and  instruments  within  the  passenger  compartment  to  establish  occupant 
status  (size,  position  relative  to  air  bag)  are  being  developed  to  allow  tailored,  auto- 
matically adjusted  air  bag  inflations  best  suited  for  the  specific  type  of  crash  cir- 
ciunstances. 

Both  multiple  sequential  soUd  propellant  ignitions  of  inflators  and  hybrid  air  bag 
infiators  employing  high  pressure  stored  gases  with  supplementary  pyrotechnics 
may  soon  be  available  for  tailoring  aggressiveness  of  air  bag  inflation  in  response 
to  crash  severity  and  occupant  status  information. 

Alternatives  to  sodiimi  azide  based  propellants  for  air  bag  inflators  are  nearing 
production  application. 

AIR  BAG  SYSTEM  IMPROVEMENTS — COOPERATIVE  &  RESEARCH  GRANTS 

Mr.  Carr.  What  cooperative  research  grants  have  been  awarded 
to  develop  improved  air  bag  systems;  to  whom  were  the  grants 
awarded;  and  what  were  the  amounts  of  the  awards? 

[The  information  follows:] 

Grantee  Subject  Amount 

Automotive  Systems  Laboratory,  Inc Select  desired   air   bag   performance   improvements  0.00 

based  on  real  world  crash  data  and  redesign  sys- 
tems accordingly. 


259 


Grantee  Subject  Amount 

Hittite  Microwave  Corporation  Develop  economical  radar  system  to  identity  closing       $60,000 

speed  prior  to  frontal  crasti  to  be  used  in  system 
which  will  allow  earlier  air  bag  deployment,  espe- 
cially in  low  speed  crashes. 

Romeo  Engineering  International,  Inc  Anticipatory  crash  sensing  and  air  bag  deployment         30,000 

modification. 

Romeo  Engineering  International,  Inc  Review  and  improvement  of  air  belt  technology  intro-         30,000 

duction. 

With  regard  to  more  basic  research  to  understand  human  interaction  with  air 
bags,  the  agency  awarded  a  cooperative  research  grant  to  the  University  of  Heidel- 
berg in  1989  to  conduct  human  cadaver  sled  tests.  The  total  award  was  for 
$505,332.  A  portion  of  this  ongoing  research  is  obtaining  biomechanical  data  delin- 
eating the  response  of  and  the  injury  to  the  human  thorax  while  being  restrained 
by  a  combined  air  bag  and  3-point  belt  restraint  system.  Also  in  1989,  the  agency 
awarded  a  cooperative  agreement  to  the  University  of  Virginia  for  $1,799,620  and 
a  cooperative  agreement  to  the  Medical  College  of  Wisconsin  for  $1,382,328.  Both 
of  these  institutions  performed  some  sled  tests  in  which  human  cadavers  were  re- 
strained by  air  bags  to  study  the  response  of  the  thorax  and  the  extent  of  thoracic 
trauma. 

FRONTAL  CRASH  FATALITIES  AND  INJURIES 

Mr.  Carr.  The  increasing  deployment  of  air  bags  in  passenger 
cars  appears  to  be  contributing  to  reduced  fatalities  in  frontal 
crashes,  but  increased  lower  extremity  injuries.  What  work  is 
under  way  to  address  this  issue? 

[The  information  follows:] 

The  agency  considers  that  perhaps  many  or  most  of  the  moderate  and  serious 
lower  extremity  injuries  were  there  all  along.  Prior  to  widespread  use  of  the  air  bag, 
when  an  individual  received  both  moderate  and  serious  lower  extremity  injuries  and 
critical  and  maximum  thoracic/head  trauma  in  the  same  automotive  crash,  epidemi- 
ology and  emergency  medical  treatment  focused  on  the  critical  and  maximum  trau- 
ma. Now  that  increased  use  of  the  air  bag  is  ameliorating  a  portion  of  the  critical 
and  maximum  thoracic/head  trauma,  crash  studies  are  beginning  to  notice  the  dis- 
abling lower  extremity  injuries. 

The  agency  is  developing  advanced  dummy  lower  extremities  that  provide  in- 
creased biofidelity  and  enhanced  capability  for  injury  assessment.  These  dummy 
lower  extremities  are  being  designed  to  assess  trauma  at  the  foot  and  ankle,  the 
lower  leg,  the  knee,  the  thigh,  and  the  hip.  Two  prototype  legs  have  been  manufac- 
tured and  are  undergoing  evaluation  at  government  and  industry  laboratories. 

To  understand  the  injury  mechanisms  and  provide  risk  functions  for  use  in  con- 
junction with  the  advanced  dvunmy  lower  extremities,  the  agency  is  conducting  ex- 
periments with  human  cadavers  at  two  impact  injury  research  centers.  At  the  Uni- 
versity of  Virginia,  the  initial  testing  has  begun  to  understand  foot/ankle  injury 
mechanisms.  The  Medical  College  of  Wisconsin  will  soon  begin  an  experimental  in- 
vestigation of  hip  trauma  due  to  impact. 

The  agency  is  also  sponsoring  the  University  of  Medicine  and  Dentistry  of  New 
Jersey  and  the  Maryland  Institute  for  Emergency  Medical  Services  System  to  con- 
duct a  study  on  how  current  restraint  systems,  in  particular  air  bags,  affect  lower 
extremity  injury  patterns. 

In  addition  to  tiiese  efforts,  the  agency  is  evaluating  the  potential  of  lower  extrem- 
ity injuries  in  air  bag-equipped  cars  as  part  of  its  program  for  improved  frontal 
crash  protection.  Vehicle-to-vehicle  frontal  offset  crash  tests  have  been  conducted 
which  demonstrate  the  potential  of  injury  to  the  lower  legs.  The  vehicles  in  these 
tests  experienced  intrusion  into  the  toe  board  and  lower  dash  area  of  the  occupant 
compartment  that  was  significantly  greater  than  that  observed  in  vehicle-to-barrier 
crash  tests.  In  formulating  countermeasures  to  mitigate  these  injuries,  the  agency 
is  challenged  with  how  to  control  the  vehicle  intrusion  with  increased  frontal  stiff- 
ness as  balanced  against  making  the  vehicle  too  stiff  (or  aggressive)  in  its  collisions 
with  other  vehicles. 
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CRASHWORTHINESS  RESEARCH — ^UNOBLIGATED  BALANCE 

Mr.  Carr.  What  is  the  current  unobligated  balance  for  the  crash- 
worthiness  research  program? 
[The  information  follows:] 

The  current  unobligated  balance  for  the  crashworthiness  re- 
search program  is  $7,696,570. 

CRASHWORTHINESS  RESEARCH  PROGRAM  AWARDS 

Mr.  Carr.  Please  list  each  contract,  cooperative  agreement  and 
grant  award  made  under  the  crashworthiness  research  program  in 
fiscal  year  1993  and  to  date  in  fiscal  year  1994. 

[The  information  follows:] 
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IMPACT  INJURY  RESEARCH  LABORATORIES 

Mr.  Carr.  NHTSA's  1992—1994  Priority  Plan  calls  for  the  sup- 
port of  five  university-based  impact  injury  research  laboratories 
and  five  such  centers  were  supported  in  the  fiscal  year  1994 
NHTSA  budget.  The  fiscal  year  1995  request,  however,  would  sup- 
port only  four  such  centers.  Is  there  a  reason,  other  than  a  budg- 
etary one,  for  reducing  the  number  of  centers  supported?  Why  was 
this  activity  deemed  a  lower  priority  for  continuing  fiscal  support 
by  NHTSA? 

[The  information  follows:] 

Budgetary  considerations  were  the  main  reason  for  reducing  the  number  of  im- 
pact injury  research  centers  in  fiscal  year  1995.  However,  because  the  fiscal  year 
1994  award  to  the  fifth  center  will  occur  late  in  the  fiscal  year,  efforts  at  the  fifth 
center  will  continue  throughout  the  next  fiscal  year.  Then,  if  additional  resources 
are  not  allocated  in  the  following  fiscal  year  (1996),  either  efforts  at  one  center  will 
have  to  be  terminated  or  all  centers  will  have  to  operate  at  reduced  levels  of  effort. 
NHTSA  continues  to  consider  the  research  being  conducted  at  these  institutions  es- 
sential to  its  safety  mission. 

Mr.  Carr.  Where  are  the  five  impact  injury  research  centers  lo- 
cated; how  much  does  each  center  currently  receive  from  NHTSA, 
and  what  is  the  research  focus  of  each  center? 

[The  information  follows:] 

The  answer  is  summarized  in  the  table. 

Institution  Research  topic  ^SS 

U.  of  Heidelberg Front  sled  tests  side  sled  tests  $250 

U.  of  Virginia  Front  sled  tests  lower  extremities  550 

U.  of  Pennsylvania Side  sled  tests 550 

Wedical  College  of  Wisconsin Side  sled  tests  neck  trauma  skull  fracture 550 

VRTC— Ohio  State  University  Side  sled  tests 100 

Mr.  Carr.  What  have  been  the  accomplishments  of  the  impact 
injury  research  centers  to  date? 
[The  information  follows:] 

The  final  rule  for  49  CFR  Parts  571  and  572  increased  the  allowable  Hybrid  III 
dummy  chest  deflection  to  3  inches.  This  change  to  the  final  rule  was  necessitated 
by  the  fact  that  the  agency  did  not  have  a  sufficient  number  of  tests  with  cadaver 
impacts  to  show  a  statistically  significant  link  between  injury,  deflection  of  the 
human  chest,  and  type  of  restraint  system.  At  the  issuance  of  the  final  rule,  the 
agency  announced  its  intention  to  obtain  acceptable  biomechanical  data. 

The  impact  injury  research  centers  at  the  University  of  Heidelberg,  the  Medical 
College  of  Wisconsin,  and  the  University  of  Virginia  conducted  64  himian  cadaver 
sled  tests  with  various  restraint  systems.  The  relationship  between  central  chest  de- 
flection and  thoracic  trauma  was  examined  and  found  to  have  a  weak  correlation. 
Additional  analyses  demonstrated  that  thoracic  trauma  may  be  assessed  with  far 
greater  accuracy  and  certainty  using  thoracic  deflection  measurements  from  five  lo- 
cations on  the  chest.  This  new  injury  predictive  process,  coupled  together  with  ei- 
ther the  new  more  biofidelic  dummy  chest  or  a  more  highly  instrumented  Hybrid 
III  chest,  may  prove  robust  enough  to  predict  injuries  accurately  for  either  belt,  air 
bag  alone,  or  belfbag  restraint  systems. 

These  preliminary  results  fi-om  the  cadaver  tests  using  both  lap  and  shoulder 
belts  and  air  bags  appear  to  indicate  that  the  stiffness  and  elasticity  of  the  belt  web- 
bing currently  used  in  most  vehicles  may  need  to  be  softened  to  take  better  advan- 
tage of  the  excellent  force  distribution  of  the  air  bag  in  frontal  crashes. 
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NADS  ACQUISITION  SCHEDULE 

Mr.  Carr.  Please  provide  for  the  record  an  updated  schedule  for 
the  NADS  acquisition,  similar  to  that  shown  on  page  23  of  the  ac- 
quisition plan. 

[The  information  follows:] 

NADS  ACQUISITION  MILESTONES 

Milestone  Start  Finish 

Phase  1 — Design  Competition: 

Design  Competition  01/27/94  02/21/95 

Post-Award  Conference  02/14/94  02/17/94 

Delivery  of  Iowa  Software 04/01/94  04/01/94 

in-Process  Review  (1  Day/Contractor)  04/27/94  05/04/94 

System  Design  Review  (2  Days/Contractor) 07/26/94  08/04/94 

In-Process  Review  (1  Day/Contractor)  10/26/94  11/02/94 

Preliminary  Design  Review  (3  Days/Contractor) 01/30/95  02/01/95 

NHTSA  Acceptance  of  Deliverables  01/21/95  02/21/95 

Proposal  Evaluations 03/01/95  06/01/95 

Source  Selection  07/01/95  07/01/95 

Phase  II — System  Development  and  Operational  Support: 

System  Development  07/01/95  06/30/98 

Post  Award  Conference  07/15/95  07/16/95 

Critical  Design  Review  05/21/96  05/26/96 

Notification  of  Intent  for  Operational  Support  Phase 05/01/98  05/01/98 

NHTSA  Acceptance  of  NADS  06/30/98  06/30/98 

Operational  Phase  07/01/98  06/30/99 

NADS  APPROPRIATIONS 

Mr.  Carr.  Please  provide  a  breakout  of  the  appropriations  pro- 
vided to  date  for  NADS  and  the  estimated  appropriations  needed 
to  support  the  next  phases  of  the  project  for  each  fiscal  year  until 
project  completion. 

[The  information  follows:] 

The  appropriations,  by  fiscal  year,  provided  for  the  NADS  program  to  date  are  as 
foUows:  FY  1990— $2,951,000,  FY  1991— $1,800,000,  FY  1992— $0,  FY  1993— 
$5,000,000,  FY  1994 — $0.  Once  the  Phase  I  Design  Contracts  are  completed, 
NHTSA  will  have  an  accurate  estimate  of  the  total  NADS  cost,  as  well  as  the  re- 
quired distribution  of  funds,  by  fiscal  year,  to  complete  the  project.  At  present,  the 
estimated  appropriations,  by  fiscal  year,  required  for  the  construction  phase  of  the 
NADS  are  as  foUows:  FY  1995— $2,000,000,  FY  1996— $6,500,000,  FY  1997— 
$5,000,000,  FY  1998— $2,250,000. 

CRASH  TEST  DUMMY  IMPROVEMENTS 

Mr.  Carr.  Please  update  the  subcommittee  on  your  work  in  im- 
proving crash  test  dummies. 
[The  information  follov/s:] 

The  following  projects  are  being  actively  pursued  in  the  crash  test  dummy  area: 

Evaluation  of  5th-  and  95th-percentile  Hybrid  III  type  dummies,  and  the  develop- 
ment of  detailed  seating  procedures  for  them; 

Development  of  techniques  for  establishing  neck  angular  position  and  neck 
torques,  for  application  to  potential  neck  injury  criteria; 

Investigation  of  the  hip  joint  mobility  of  the  Hybrid  III  dummy,  in  response  to 
petitions  received  by  the  agency; 

Development  of  new  prototype  lower  extremity  hardware,  adaptable  to  the  Hybrid 
III  dummy,  which  incorporates  injury  assessment  features  relevant  to  ankle  and 
foot  injuries; 

Development  of  advanced  prototype  thorax  and  abdomen  hardware,  which  offers 
improved  geometry,  improved  injury  assessment  capability,  and  better  discrimina- 
tion of  seat  belt  and  air  bag  loading  patterns; 
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Development  of  an  advanced  neck  prototype  which  controls  head  motion  more  re- 
alistically and  which  offers  expanded  neck  injury  assessment  capability; 

Development  of  procedures  for  standardization  of  materials  used  in  dummy  manu- 
facture, for  improved  dummy  response  consistency; 

Integration  of  neck  load  cell  hardware  into  the  6-year-old  child  dummy,  for  im- 
proved injury  assessment; 

Development  of  new  techniques  for  measuring  the  motion  of  dummy  components 
during  crash  sequences. 

PREGNANT  TEST  DUMMY  DEVELOPMENT 

Mr.  Carr.  Recently,  General  Motors  announced  that  it  would  un- 
dertake the  development  of  a  "pregnant"  test  dummy  to  improve 
the  safety  of  pregnant  women  in  highway  accidents.  Does  NHTSA 
agree  that  there  is  a  need  for  such  a  test  dummy,  and  has  NHTSA 
conducted  any  work  in  this  area? 

[The  information  follows:] 

The  agency  beUeves  that  it  is  very  important  to  understand  the  interactions  be- 
tween the  various  available  restraint  systems  and  different  size  occupants.  For  ex- 
ample, recent  efforts  in  the  agency's  research  program  for  improved  frontal  crash 
protection  have  focused,  in  part,  on  analyzing  the  protection  afforded  to  different 
size  occupants,  such  as  the  5th  percentile  female  and  95th  percentile  male  Hybrid 
III  dummies.  General  Motors  announced  the  development  of  a  "pregnant"  dummy, 
which  is  a  5th  percentile  female  with  an  insert  that  simulates  a  7  month  fetus.  This 
development  affords  the  agency  an  opportunity  to  evaluate  restraints  for  that  seg- 
ment of  the  population.  The  agency  is  currently  in  the  process  of  considering  enter- 
ing into  a  cooperative  research  effort  to  evaluate  the  "pregnant"  dummy  in  various 
restraint  systems. 

HIGHWAY  TRAFFIC  INJURY  STUDIES 

Mr.  Carr.  Why  is  NHTSA  proposing  to  reduce  support  for  high- 
way traffic  injury  studies  in  fiscal  year  1995? 
[The  information  follows:] 

The  proposed  budget  for  highway  traffic  injury  studies  for  FY  1995  is  less  than 
the  previous  year  because  the  3-year  effort  at  the  Children's  National  Medical  Cen- 
ter has  been  completed  and  requires  no  further  funding.  Additionally,  because  of 
budgetary  considerations,  the  funding  to  the  ongoing  efforts  at  the  University  of 
Medicine  and  Dentistry  of  New  Jersey,  the  Maryland  Institute  for  Emergency  Medi- 
cal Services  Systems  (MIEMSS),  and  the  Jackson  Memorial  Hospital  has  been  re- 
duced to  a  total  of  $500,000. 

RYDER  TRAUMA  CENTER  STUDIES 

Mr.  Carr.  What  have  been  the  results  of  the  studies  of  injuries 
of  restrained  occupants  in  frontal  crashes  conducted  by  the  Ryder 
Trauma  Center  in  Miami,  Florida? 

[The  information  follows:] 

Results  of  the  studies  of  injuries  to  restrained  occupants  in  frontal  crashes  con- 
ducted by  the  Ryder  Trauma  Center  in  Miami,  Florida,  are  as  follows: 

This  detailed  study  of  crash  injuries  by  an  interdisciplinary  team  including  trau- 
ma physicians,  engineers,  safety  statisticians,  and  crash  investigators  is  yielding 
valuable  safety  advances.  The  study  involves  periodic  case  reviews  at  NHTSA,  with 
auto  industry  and  other  safety  experts  in  attendance.  This  scientific  interaction  and 
participation  has  produced  immediate  technology  transfer  to  those  most  able  to 
apply  the  new  knowledge.  This  work  is  improving  the  scientific  understanding  of  in- 
juries and  their  medical  costs  and  consequences.  Opportunities  for  improving  the 
treatment  of  injuries  already  have  been  identified. 

Discovery  of  a  new  injury  pattern  for  drivers  protected  by  air  bags. 

Development  of  a  new  "lift  and  look"  triage  aid  to  help  in  the  proper  diagnosis 
and  treatment  of  drivers  protected  by  air  bags  in  serious  crashes. 

Publication  of  the  NHTSA  Research  Note,"Detection  of  Internal  Injuries  in  Driv- 
ers Protected  by  Air  Bags"  (attached),  that  will  help  save  the  hves  of  some  people 
that  are  protected  by  air  bags  but  dying  in  crashes  presently  at  the  rate  of  three 
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people  per  day.  This  research  will  become  increasingly  important  as  this  number  is 
expected  to  increase  to  14  deaths  per  day  in  the  next  6  years  as  more  people  pro- 
tected by  air  bags  are  in  crashes. 
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Detection  of  Internal  Injuries 
in  Drivers  Protected  by  Air  Bags 

Louis  V.  Lombardo 
Susan  D.  Ryan 

Early  results  from  research  being  conducted  for  the  National 
Highway  Traffic  Safety  Administration  at  Jackson  Memorial 
Hospital  in  Miami  by  a  team  of  medical,  engineering  and  crash 
investigators  suggest  the  emergence  of  changing  injury  patterns 
in  motor  vehicle  crashes  in  which  an  air  bag  has  deployed. 
Emergency  medical  services  (EMS) ,  both  prehospital  and  hospital 
personnel,  as  well  as  the  public,  could  benefit  by  becoming 
aware  of  these  changing  injury  patterns. 

Prior  to  air  bags,  drivers  involved  in  crashes  often  had 
visible  injuries  such  as  bleeding,  facial  lacerations, 
abrasions,  bruises,  and  broken  facial  bones  that  were  obvious 
to  rescue  personnel.   Now,  drivers  protected  by  air  bags  and 
safety  belts  often  do  not  have  visible  injuries. 

The  research  team  has  found  that  among  drivers  protected  by  air 
bags,  in  some  severe  crashes,  serious  internal  injuries  may  be 
present  but  not  be  externally  apparent.   As  is  the  situation 
with  so  many  cases  of  blunt  trauma  (regardless  of  restraint 
system)  that  EMS  providers  encounter,  internal  injuries  often 
are  survivable  if  detected  and  treated  in  time,  but  can  be 
fatal  if  not  detected  and  treated  appropriately  and  promptly. 

EMS  personnel  conducting  initial  injury  assessments  should  not 
be  deceived  by  the  lack  of  external  injury  signs  and  symptoms 
customarily  associated  with  crash  injuries.   The  driver 
protected  by  an  air  bag  may  look  fine  and  feel  fine,  but  not  be 
fine.   This  may  be  important  even  for  drivers  who  are  fully 
ambulatory  and  apparently  uninjured  at  the  crash  scene. 

To  address  this  situation  and  increase  the  chances  that  these 
crash  victims  receive  timely  and  appropriate  emergency  care, 
the  research  team  has  offered  suggestions  for  improved  internal 
injury  detection.   One  "tell-tale"  indicator  of  injury  is 
deformation  of  the  steering  wheel.   In  the  case  of  a  motor 
vehicle  crash  in  which  an  air  bag  has  deployed,  rescue 
personnel  should  lift  the  deployed  air  bag  to  look  for  steering 
wheel  deformation.   After  removal  of  the  occupant,  rescue 
personnel  can  easily  lift  the  deflated  air  bag  out  of  the  way 
and  make  a  visual  check  of  the  steering  wheel. 

Office  of  Crashworthiness  Research  /  Research  &  Development  /  400  Seventh  St.,  S.W.  /  Washington,  DC  20590 
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Thus,  a  quick  "lift  and  look"  under  the  air  bag  should  be  a 
part  of  the  routine  examination  of  the  steering  wheel.   Any 
visible  deformation  of  the  steering  wheel  should  be  regarded  as 
an  indicator  of  potentially  serious  internal  injury,  and 
appropriate  action  should  be  taken. 

Steering  wheel  deformation  under  the  air  bag  should  be  used  in 
triage  decisionmaking  as  a  supplementary,  but  not  sole, 
indicator  of  the  possibility  of  internal  injuries.   Since 
steering  wheel  deformation  varies  with  differing  interior 
design  characteristics  of  vehicles,  conditions  of  the  crashes, 
and  occupant  kinematics,  internal  injuries  may  still  be  present 
whether  or  not  the  steering  wheel  has  been  deformed.   The 
potential  for  internal  injuries  is  also  related  to  the  age, 
size,  and  health  status  or  physical  condition  of  the  occupant. 

One  of  the  findings  of  this  research  is  the  revalidation  of  the 
importance  of  the  rapid  application  of  EMS  trauma  triage 
criteria.   Trauma  triage  criteria,  including  such  current 
measures  as  the  Glasgow  Coma  Score,  are  essential  to  providing 
the  best  possible  lifesaving  care  to  crash  victims. 
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children's  hospital  study 

Mr.  Carr.  What  have  been  the  results  of  the  studies  of  children 
involved  in  car  crashes  conducted  by  Childrens  Hospital  Center  in 
Washington,  D.C.? 

[The  information  follows:] 

The  preliminary  findings  form  the  study  indicate  that,  overall,  the  various  child 
restraint  systems  covered  by  FMVSS  213  have  generally  performed  well.  Severe  in- 
juries usually  occurred  when  children  were  either  inappropriately  restrained  (i.e., 
the  restraint  used  did  not  match  that  recommended  for  his  or  her  weight  category), 
or  incorrectly  restrained  (the  safety  seats  were  not  properly  anchored  to  the  vehicle 
or  the  safety  belt  and/or  the  safety  seat  harnesses  were  not  correctly  used).  The 
study  also  indicated  that  young  children  in  the  age  group  of  4  to  7  years  old  (or 
weighing  over  60  pounds)  who  have  outgrown  booster  seats  are  not  well  restrained 
by  lap/shoulder  belts. 

HIGHWAY  INJURY  STUDIES — ^TRAUMA  CENTERS 

Mr.  Carr.  Please  identify  each  of  the  trauma  centers  conducting 
highway  injury  studies,  the  amounts  allocated,  and  the  focus  of 
each  study  for  fiscal  year  1994  and  planned  for  fiscal  year  1995. 

[The  information  follows:] 

The  agency  is  currently  sponsoring  two  highway  traffic  injury  studies  at  three 
trauma  centers.  The  first  study  is  on  "Injury,  Causes  and  Costs  of  High  Speed  Car 
Crashes."  The  study  is  conducted  by  the  University  of  Medicine  and  Dentistry  of 
New  Jersey  (UMDNJ)  and  the  Maryland  Institute  for  Emergency  Services  Systems 
(MIEMSS).  The  FY  1994  funding  levels  for  this  study  is  $500,000;  and  the  planned 
FY  1995  funding  is  $250,000.  The  focus  of  the  study  is  on  how  current  restraint  sys- 
tems covered  by  FMVSS  208  and  214,  in  particular  air  bags  in  frontal  crashes  and 
side  impact  safety  systems,  affect  injury  patterns  in  general  and  specifically  in  the 
lower  extremities. 

The  second  study  is  on  "Motor  Vehicle  Impact  Injury  Mechanisms  to  Restrained 
Occupants  in  Frontal  Crashes."  The  study  is  conducted  by  the  Jackson  Memorial 
Hospital.  The  FY  1994  funding  and  support  is  $375,000  with  the  FY  1995  funding 
planned  at  $250,000.  The  focus  of  the  study  is  on  injuries  and  injury  mechanisms 
to  restrained  occupants  of  recent  vintage  cars  in  frontal  crashes. 

CADAVER  RESEARCH 

Mr.  Carr.  Last  year,  several  media  accounts  focused  on  the  use 
of  adult  and  child  cadavers  in  research  conducted  at  the  University 
of  Heidleberg  in  Germany.  To  what  extent  are  cadavers  used  in  re- 
search supported  by  NHTSA? 

[The  information  follows:] 

In  1994,  the  agency  will  fund  five  Impact  Injiuy  Research  Centers  that  will  use 
cadavers  in  their  studies  of  tiie  impact  injiiry  process.  In  past  years,  NHTSA  re- 
search efforts  have  used  approximately  30  cadavers  per  year.  Since  the  1994  re- 
search plan  expands  the  nimiber  of  NHTSA  sponsored  centers  to  five,  the  agency 
expects  to  conduct  approximately  60  tests  this  year  studying  a  variety  of  injury 
modes.  These  include  skull  fi-acture,  neck  injuries,  thoracic  injuries  in  both  fi-ontal 
and  side  impact,  and  injuries  to  the  lower  extremities. 

Mr.  Carr.  What  protocols  and  procedures  are  in  place  to  ensure 
that  cadavers  are  used  with  the  permission  and  consent  of  the  fam- 
ilies involved? 

[The  information  follows:] 

The  agency  has  specific  reqiiirements  which  it  follows  during  the  initiation, 
award,  and  conduct  of  research  efforts  that  use  cadaveric  specimens:  NHTSA  Orders 
700-1,  -3,  and  -4.  These  Orders  require  that  an  internal  "Human  Use  Review 
Panel"  oversee  and  assure  tiiat  all  protocol  and  procedures  within  the  Orders  are 
complied  with.  These  orders  require,  as  with  hvunan  subject  testing,  that  the  partici- 
pating research  institution  designate  and  convene  an  appropriately  constituted  In- 
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temal  Review  Board  (IRB)  whose  membership  profile  is  dictated  by  HHS  Regula- 
tions. This  IRB  must  review  and  certify  to  NHTSA  that  the  terms  and  conditions 
of  all  NHTSA  Orders  are  compUed  with.  With  respect  to  obtaining  consent  of  the 
families  involved,  NHTSA's  Order  states,  "After  a  proposal  is  approved  by  the  insti- 
tutional review  board  reasonable  effort  should  be  made  by  the  contractor  to  obtain 
next-of-kin  approval  for  the  research  that  is  considered  by  the  review  board  to  be 
beyond  the  normal  scope  of  teaching  and  research  within  the  context  of  the  appro- 
priate local  statutes."  It  has  been  NHTSA's  experience  and  NHTSA's  contractors' 
general  policy  that  if  at  any  time  the  family  of  the  deceased  wishes  that  such  re- 
search not  be  conducted,  even  if  the  donor  signed  a  proper  donation  form,  their 
wishes  are  compUed  with. 

Mr.  Carr.  How  important  is  the  use  of  human  cadavers  in  the 
development  of  crash  test  dummies  and  in  biomechanics  research? 
What  alternatives  are  available  to  the  use  of  human  cadavers? 

[The  information  follows:] 

NHTSA  considers  the  use  of  human  cadavers  to  be  an  essential  component  in  its 
efforts  to  understand  the  human  impact  injury  process  and  promulgate  performance 
regulations  that  effect  impact  safety  in  vehicles.  This  is  because  to  correctly  control 
the  motions  and  forces  apphed  to  an  occupant  to  minimize  and/or  eUminate  injury, 
NHTSA  must  have  knowledge  of  these  factors  in  both  injurious  and  noninjurious 
conditions.  At  this  point  in  time,  the  cadaver  is  the  most  reasonable  svurogate  of 
the  Uving  himian  to  obtain  this  knowledge.  NHTSA  is  not  alone  in  this  judgment. 
In  a  report  to  NHTSA  in  1978,  the  National  Academy  of  Sciences  addressed  the 
issue  of  using  cadaveric  specimens  and  recommended,  "To  provide  a  data  base  for 
the  development  of  anthropomorphic  dummies  and  injury  criteria,  the  use  of  human 
cadavers  is  necessary  and  should  be  continued."  It  furthermore  recommended  that, 
"Human  cadaveric  studies  are  deemed  necessary  in  vehicle  crash  tests  for  which 
current  dummies  are  insufficient,  e.g.,  to  evaluate  the  data  on  such  safety  innova- 
tions as  new  restraint  systems  which  have  been  developed  in  vehicle  modification 
research  programs." 

IVHS  PROGRAM 

Mr.  Carr.  Including  the  $10  million  in  IVHS  funding  requested 
through  the  FHWA,  funding  for  NHTSA's  fiscal  year  1995  Intel- 
ligent Vehicle  Highway  Program  would  be  nearly  double  the 
amount  available  to  NHTSA  just  two  years  ago.  What  program  ac- 
complishments can  you  point  to  that  would  justify  this  remarkable 
increase? 

[The  information  follows:] 

The  NHTSA  IVHS  program  has  made  significant  progress  in  implementing  the 
agency's  five-element  program  to  develop  needed  research  tools  and  utihze  these 
tools  to  develop  improved  understanding  of  driver  and  vehicle  performance;  charac- 
terize specific  crash  problems,  through  intensive  analysis  of  agency  accident  data 
bases,  to  ensure  countermeasures  match  real  problems;  develop  engineering  and 
human  factors  performance  guidelines  for  collision  avoidance  systems;  work  with  in- 
dustry to  accelerate  development  and  early  deplo3rment  of  such  systems;  and  work 
with  FHWA  to  ensure  that  safety  is  not  compromised  as  mobihty  or  productivity  en- 
hancing systems  are  introduced  into  motor  vehicles. 

In  fiscal  year  1993,  NHTSA  initiated  14  new  major  multi-year  contracts/coopera- 
tive agreements,  including  the  initial  four  performance  guideline  development  con- 
tracts worth  $16.5  million.  Typically,  as  research  moves  from  the  anal3rtical  portions 
of  the  contract  to  the  development  of  test  beds  and  extensive  full  scale  testing,  in- 
creased funding  is  required  in  the  later  years  of  the  contract.  The  agency  also  ex- 
pects to  initiate  additional  performance  specification  development  efforts  to  address 
other  crash  tjrpes.  Likewise,  when  needed  research  tools  now  under  development 
have  been  validated,  there  is  a  need  to  build  multiple  copies  and  utilize  them  to 
create  comprehensive  data  bases.  Compilation  of  such  needed  data  bases  requires 
increased  funding.  Also,  there  is  a  need  to  expand  the  cooperative  agreements  with 
industry  if  we  are  to  accelerate  the  development  and  early  deplojonent  of  collision 
avoidance  systems,  to  work  with  the  industry  in  evaluating  collision  avoidance  sys- 
tems as  they  become  available,  and  to  continue  to  support  FHWA  with  regard  to 
the  safety  evaluation  of  operational  tests/automated  highway  systems.  "The  in- 
creased budgets  simply  represent  the  funds  required  to  fiind  the  out  years  of  al- 
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ready  initiated  contracts  and  to  maintain  the  schedtded  implementation  of  the 
NHTSA  IVHS  program  outlined  to  Congress  in  1992. 

THe  fiinding  from  previous  years  is  beginning  to  bear  fruit  as  evidenced  by  recent 
accomplishments  such  as  the  completed  evaluation  of  electronic-based  rear  and  side 
object  detection  systems  for  commercial  vehicles,  preliminary  guidelines  for  effective 
warning  system  design,  and  sponsorship,  with  IVHS  America,  of  a  well-attended 
workshop  on  collision  avoidance  systems. 

IVHS  PROGRAM  PLAN 

Mr.  Carr.  Please  discuss  the  status  of  each  major  objective  iden- 
tified for  completion  by  the  end  of  calendar  1993  under  the  IVHS 
program  plan  on  page  34  in  NHTSA's  1992-1994  Priority  Plan. 

[The  information  follows:] 

Publish  initial  identification  of  crash  causal  factors  and  the  fimctional  require- 
ments for  intelligent  vehicle  crash  avoidance  countermeasures — ^Winter  1992-1993. 

A  series  of  reports  have  been  published  (or  are  currently  being  published)  charac- 
terizing the  following  crash  types:  rear-end,  backing,  and  lane  change.  In  review  are 
reports  addressing  single-vehicle  run-off-road  and  intersection  crashes.  For  each 
crash  type,  two  reports  are  prepared — a  problem  size  assessment  and  statistical  de- 
scription and  a  countermeasiu-e  assessment. 

Conduct  a  study  evaluating  near  object  detection  systems  that  are  for  installation 
on  commercial  motor  vehicles  for  a  report  to  Congress — 1993. 

A  report  titled  "A  Study  of  Commercial  Motor  Vehicle  Electronic-Based  Rejir  and 
Side  Object  Detection  Systems"  was  forwarded  to  Congress  on  February  8,  1994. 

Evaluate  the  level  of  safety  of  Departmental  operational  tests — 1993-1994. 

NHTSA  continues  to  work  with  FHWA  to  ensure  that  systems  for  improving  mo- 
bility and  productivity  do  not  degrade  motor  vehicle  safety.  The  agency  is  ciurently 
involved  in  the  safety  evaluation  of  the  TravTek,  TravelAid,  ADVANCE,  and  Fast- 
Trac  operational  tests. 

Develop  performance  specifications  and  evaluate  the  performance,  reliability,  fail- 
ure modes,  consequences,  and  costs  associated  with  the  most  promising  crash  avoid- 
ance techniques — 1993-1994. 

In  FY  1993,  NHTSA  awarded  foiu-  multi-year  contracts  worth  $16.5  million  to  de- 
velop performance  guidelines  for  collision  avoidance  systems  to  address  the  follow- 
ing crash  types:  run-off-road,  rear-end,  intersection,  and  backing,  merging  and  lane 
change.  The  agency  initiated  work  with  regard  to  night  vision  enhancement  systems 
in  early  FY  1994. 

Quantify  critical  driver  sensory,  perceptual,  decision-making  and  motor  capabili- 
ties with  regard  to  driver  workload  and  response  to  warning  systems — 1993. 

The  workload  contract  is  currently  refining  evaluation  protocols  to  assess  driver 
workload  associated  with  various  in-cab  devices,  including  emerging  high-technology 
systems.  Baseline  data  collection  on  existing  in-cab  devices  is  beginning.  The  final 
set  of  recommended  evaluation  protocols  are  scheduled  to  be  available  in  early  1995. 

Work  continues  to  identify  requirements  for  effective  in-vehicle  warning  system 
design.  A  draft  guideUne  docvunent  has  been  completed. 

Develop  evaluation  protocols  for  measuring  a  driver's  ability  to  use  IVHS  systems 
and  for  the  overall  safety  performance  of  the  driver-vehicle-roadway  system — 1993. 

The  "workload'  and  "warning  system"  and  "the  safety  evaluation  of  operational 
tests"'  efforts  discussed  above  support  achievement  of  this  objective. 

IVHS — DRIVER  PERFORMANCE 

Mr.  Carr.  What  have  you  learned  about  driver  performance  ca- 
pabilities and  limitations,  particularly  with  regard  to  older  drivers, 
that  has  relevance  for  the  deployment  of  IVHS  vehicle  based  tech- 
nologies? 

[The  information  follows:] 

The  NHTSA  IVHS  Plan  emphasizes  the  importance  of  IVHS  designs  that  are  com- 
patible with  the  full  range  of  driver  capabilities,  including  those  of  older  drivers. 
New  designs  and  components  (including  IVHS  devices)  which  change  the  driver-ve- 
hicle interface  have  the  potential  to  enhance  or  degrade  driver  performance. 
NHTSA's  rVHS  research  program  will  develop  and  utilize  new  research  methods 
(e.g.,  advanced  simulation)  to  gather  basic  data  on  driver  performance,  including 
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driver  reaction  times  and  accuracy  of  driver  responses  under  various  crash  threat 
and  warning  situations. 

Available  literature  indicates  that  older  persons  are  more  likely  to  be  deficient  in 
any  or  all  of  the  four  basic  "phases"  of  the  driving  task:  seeing,  recognizing,  decid- 
ing, and  acting.  These  limitations  may  be  targets  of  opportunity  for  crash  reduction 
through  the  use  of  IVHS  collision  avoidance  systems.  On  the  other  hand,  the  same 
limitations  may  make  it  difficult  for  older  drivers  to  use  IVHS  devices  successfully. 
Agency  IVHS  research  will  address  these  questions. 

NHTSA  initiated  a  project  last  fiscal  year  to  assess  older  driver  crash  avoidance 
research  needs.  The  project  will  also  identify  vehicle  design  practices,  including 
rVHS  crash  avoidance  countermeasures,  likely  to  affect  the  driving  safety  perform- 
ance of  older  drivers. 

Mr.  Carr.  What  has  NHTSA  learned  about  vehicle  cues  and 
feedback  needed  by  drivers  to  control  the  vehicle,  and  how  is  this 
information  being  incorporated  into  your  IVHS  program? 

[The  information  follows:] 

Recognizing  the  potential  importance  of  vehicle  cues  and  feedback  to  driver  per- 
formance and  safety,  NHTSA  has  planned  research  that  will  focus  on  these  and  re- 
lated issues.  The  research  resvilts  will  support  the  evaluation  and  design  of  ad- 
vanced rVHS  technologies  which  have  the  potential  to  modify  or  eliminate 
convential  feedback  cues  to  the  driver,  e.g.,  drive-by- wire,  steer-by -wire,  and  adapt- 
ive suspension  systems.  The  planned  initial  project  to  address  this  important  topic 
was  not  awarded  in  fiscal  year  1993  as  anticipated. 

NEAR-OBSTACLE  DETECTION  TECHNOLOGIES 

Mr.  Carr.  What  have  been  the  results  of  research  funded  in  fis- 
cal year  1993  on  the  use  of  near-obstacle  detection  technologies  in 
improving  the  driving  performance  of  tractor  trailer  drivers,  and 
the  safety  implications  of  using  in-vehicle  text  communications  de- 
vices on  heavy  trucks? 

[The  information  follows:] 

In  response  to  Section  6057  of  the  Intermodal  Surface  Transportation  Act  (ISTEA) 
of  1991,  the  agency  published  a  congressional  report  in  December  1993  titled,  "A 
Study  of  Commercial  Motor  Vehicle  Electronics-Based  Rear  and  Side  Object  Detec- 
tion Systems."  The  study  concluded  that,  although  these  devices  offer  significant 
promise  for  safety  benefits,  more  work, is  needed  to  refine  their  performance  and  de- 
sign in  order  to  achieve  their  safety  potential.  Separately,  the  agency  is  developing 
a  method  for  evaluating  the  effects  of  any  increased  workload  that  might  result  from 
use  of  in-vehicle  advanced  technology  communications  and  warning  systems  that 
employ  visual  and/or  auditory  driver  displays.  Text  communications  devices  are 
being  evaluated  as  part  of  the  project.  This  research  is  scheduled  to  be  completed 
in  spring  1995. 

IVHS — COOPERATIVE  AGREEMENTS 

Mr.  Carr.  What  cooperative  agreements  have  been  signed  with 
private  industry  to  foster  early  deployment  of  promising  IVHS 
technologies?  Please  indicate  the  amounts  associated  with  each 
agreement  and  identify  the  industry  partner. 

[The  information  follows:] 

The  agency  has  recently  entered  into  three  cooperative  agreements  and  expects 
to  finalize  two  additional  cooperative  agreements  within  the  next  month.  The  three 
that  have  been  initiated  are: 

A  project  to  demonstrate  the  feasibility  of  automatic  braking  on  heavy  vehicles 
with  Eaton  Corporation  for  $451,000. 

A  project  to  study  problems  of  target  acquisition  when  using  radar  systems  with 
the  Environmental  Research  Institute  of  Michigan  and  TRW  for  $900,000. 

A  project  to  study  vehicle-based  lane  detection  systems  with  Rockwell  Inter- 
national for  $415,000. 

The  other  two  projects  will  address: 

Human  factors  aspects  of  intelligent  cruise  control  systems 
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Forward-looking  crash  avoidance  systems 

IVHS — PHASE  I  DEVELOPMENT 

Mr.  Carr.  Please  describe  the  results  of  the  Phase  I  development 
of  performance  specifications  for  rear  end,  intersection,  road  depar- 
ture, lane  change,  merging  and  backing  countermeasures. 

[The  information  follows:] 

Contracts/interagency  agreements  to  perform  these  four  projects  were  finalized  be- 
tween May  and  September  of  1993.  The  first  phase  of  these  efforts  is  scheduled  to 
completed  in  12-15  months.  The  first  task  in  each  project  is  a  thorough  analysis 
of  data  fi:^m  collision  files.  This  task  includes  a  requirement  to  analyze  the  detailed 
reports  for  approximately  200  cases.  A  second  task  in  each  project  is  to  establish 
functional  goals  for  coUision  avoidance  systems.  These  functional  goals  will  be  based 
on  the  detailed  collision  analysis.  In  the  third  task,  available  systems,  if  any,  will 
be  tested  to  determine  their  performance  relative  to  the  functional  goals  which  will 
have  been  established  in  the  second  task.  The  last  task  in  the  first  phase  of  each 
project  is  to  do  a  thorough  analysis  of  the  performance  that  systems  will  have  to 
provide  to  be  effective  in  helping  avoid  collisions.  THe  primary  outcome  from  the 
first  phase  of  these  projects  will  be  the  development  of  preliminary  performance 
specifications  for  coUision  avoidance  systems.  Preliminary  results  from  the  first  task 
in  each  project  have  shown  that  th.3  detailed  analysis  of  collision  case  files  can  pro- 
vide meaningful  insight  into  pre-crash  conditions.  Work  on  these  tasks  is  continuing 
and  interim  reports  will  be  completed  later  this  year. 

IVHS — ^ALLOCATION  FOR  PERFORMANCE  SPECIFICATIONS 

Mr.  Carr.  Including  funding  provided  through  the  FHWA,  how 
much  will  be  allocated  to  the  development  of  performance  specifica- 
tions during  fiscal  year  1994  and  what  is  your  schedule  for  obligat- 
ing these  funds? 

[The  information  follows:] 

The  agency  plans  to  allocate  $4. 1  miUion  to  the  development  of  performance  speci- 
fications during  FY  1994.  The  performance  specification  projects  are  multi-year  and 
this  fiinding  represents  an  increment  that  will  cover  the  work  done  during  this  pe- 
riod of  time.  Approximately  half  of  the  money  has  already  been  committed.  The 
agency  anticipates  that  the  remainder  of  the  funds  will  be  committed  before  the  end 
of  the  fiscal  year. 

IVHS — PHASE  II  OUT- YEAR  FUNDING  REQUIREMENTS 

Mr.  Carr.  What  are  the  out-year  (fiscal  years  1996  through 
1998)  funding  requirements  for  the  Phase  II  performance  specifica- 
tion work? 

[The  information  follows:] 

The  agency  currently  has  four  major  projects  to  develop  performance  specifica- 
tions for  collision  avoidance  systems.  Funding  for  these  contracts  is  included  in 
budgets  for  fiscal  years  1993,  1994,  1995,  and  1996.  One  of  the  projects  will  be  com- 
pleted in  1995  and  the  other  three  projects  are  expected  to  need  a  total  of  $3.4  mil- 
lion during  FY  1996.  In  addition  to  the  four  tjrpes  of  collision  which  are  addressed 
by  these  projects,  the  agency  anticipates  the  need  to  initiate  projects  which  address 
other  types  of  collision.  As  system  concepts  mature,  there  will  also  be  a  need  for 
agency-involvement  through  cooperative  agreements  and  operational  tests.  Decisions 
on  details  of  programs  for  the  outyears  of  1996  and  beyond  will  be  based  on  the 
outcome  of  these  initial  projects,  status  of  product  development,  and  other  relevant 
information. 

IVHS — ^AUTOMATIC  EMS  RESPONSE  SYSTEM 

Mr.  Carr.  NHTSA  plans  to  commit  over  $8.0  million  in  fiscal 
years  1994  and  1995  on  a  field  test  of  a  communications  system  for 
automatic  EMS  response  following  a  crash.  Please  describe  in  de- 
tail your  plans  for  the  operational  test  of  this  concept,  including  lo- 
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cation  of  the  test,  participants,  how  the  test  will  be  evaluated,  and 
out-year  funding  requirements. 
['Die  information  follows:] 

The  agency  initially  solicited  proposals  for  a  collision  notification  operational  test 
in  the  spring  of  1993  as  part  of  the  Department's  initial  request  for  IVHS  operation 
test  proposals.  Two  proposals  were  received  and  neither  of  them  was  judged  to  be 
technically  adequate.  To  help  potential  partners  overcome  this  lack  of  preparedness, 
the  agency  initiated  a  1-year  project  to  review  the  applicability  of  IVHS  technology 
to  this  problem  and  also  to  develop  a  knowledge-base  of  technologies  (such  as  sen- 
sors, navigation  equipment,  and  communications  equipment)  for  the  in-vehicle  part 
of  coUision  notification  systems.  With  this  new  foundation  available,  the  agency  is 
planning  to  include  this  operational  test  in  a  departmental  notice  which  is  expected 
to  be  published  within  the  next  2  months  and  which  will  request  proposals  for 
agreements  to  establish  operational  tests  in  a  number  of  IVHS  program  areas.  De- 
tails of  the  operational  test,  including  location  and  participants,  will  not  be  deter- 
mined until  the  agency  has  selected  a  winning  proposal.  The  proposal  evaluation 
will  take  into  account  the  proposed  location,  number  of  vehicles,  and  test  area  char- 
acteristics (i.e.  rural  vs.  urban).  At  this  time,  it  is  not  anticipated  that  out-year 
funding  beyond  the  $8  million  will  be  needed  for  this  operational  test. 

IVHS — FHWA  ROLE 

Mr.  Carr.  In  fiscal  year  1995,  more  than  half  of  the  funding  for 
NHTSA's  rVHS  program  would  be  transferred  from  FHWA.  What, 
specifically,  is  FHWA's  role  in  the  development  of  performance 
specifications  and  countermeasures? 

[The  information  follows:] 

The  technical  management  and  direction  of  the  performance  specification  projects 
is  provided  by  NHTSA.  FHWA  staff  served  on  technical  eveduation  panels  for  selec- 
tion of  NHTSA  contract  support  and  continue  to  participate  in  project  reviews.  This 
participation  provides  a  basis  for  integration  of  results  into  relevant  FHWA  pro- 
grams. The  NHTSA  performance  specification  projects  will  provide  a  key  element 
in  establishing  the  foundation  for  the  automated  vehicle  highway  prototjTJe  dem- 
onstration (AHS).  The  AHS  program,  which  is  managed  by  FHWA,  will  include  the 
extension  of  applicable  coUision  avoidance  techniques  and  system  concepts  from  the 
NHTSA  projects  into  systems  which  can  provide  folly  automated  travel. 

Mr.  Carr.  What  are  the  benefits  of  providing  partial  funding  for 
these  activities  through  FHWA? 
[The  information  follows:] 

The  NHTSA  projects  funded  within  the  FHWA  budget  represent  projects  of  mu- 
tual interest  to  the  two  agencies.  FHWA  includes  funding  for  NHTSA  in  their  budg- 
et to  ensure  that  NHTSA  vehicle  and  system  safety  projects  critical  to  the  success 
of  FHWA  operational  tests  and  the  automated  highway  system  initiative  are  ade- 
quately supported. 

COLLABORATIVE  PROJECTS  WITH  FHWA 

Mr.  Carr.  Please  identify  any  ongoing  collaborative  projects  con- 
ducted with  the  FHWA,  the  Department  of  Defense,  and  the  U.S. 
auto  industry  research  cooperatives  and  the  amounts  associated 
with  each  project. 

[The  information  follows:] 

The  agency  currently  has  six  collaborative  projects  with  FHWA.  They  are: 

Effects  of  In-vehicle  Displays  on  Driver  Performance,  being  performed  by  the  Uni- 
versity of  Michigan  Transportation  Research  Institute;  NHTSA  funding:  $250,000. 

Evaluation  of  the  TravTek  Operational  Test  performed  by  Science  Applications 
International  Corporation;  NHTSA  funding:  $450,000. 

Evaluation  of  the  TravelAid  Operational  Test  performed  by  the  Washington  State 
Transportation  Center  (TRAC);  NHTSA  ftinding:  $250,000. 

Evaluation  of  the  ADVANCE  Operational  Test  performed  by  the  Volpe  National 
Transportation  Systems  Center  (VNTSC);  NHTSA  funding:  $1,500,000. 
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Establish  the  National  Crash  Analysis  Center  at  George  Washington  University. 
The  Center  will  conduct  research  and  assist  FHWA  and  NHTSA  managers  in  resolv- 
ing highway  transportation  safety  issues.  NHTSA  funding:  $1,177,866. 

Utilize  the  Lawrence  Livermore  National  Laboratory  expertise  for  developing  ad- 
vance computer  models  to  evaluate  roadside  hardware,  vehicle  crashworthiness,  and 
occupant  protection  during  vehicle  crashes.  NHTSA  funding:  $440,000. 

The  agency  also  has  the  following  two  collaborative  agreements  with  the  Depart- 
ment of  Defense: 

Project  to  develop  performance  guidelines  for  lane-change,  merge  and  backing  col- 
lision avoidance  systems  with  the  Air  Force  Logistics  Command  performed  by  TRW, 
Inc.,  NHTSA  funding:  $3  million. 

Project  to  develop  a  knowledge  base  for  collision  notification  systems  with  the 
Space  and  Naval  Warfare  Systems  Command  of  the  U.S.  Navy  performed  by  the  Ap- 
plied Physics  Laboratory  of  Johns  Hopkins  University;  NHTSA  funding:  $380,000. 

The  agency  has  one  project  with  the  National  Aeronautics  and  Space  Administra- 
tion: 

Needs  Analysis  for  a  Variable  Dynamics  Test  Vehicle,  performed  by  the  Jet  Pro- 
pulsion Laboratory  of  the  California  Institute  of  Technology,  NHTSA  funding: 
$359,000. 

The  agency  has  no  collaborative  projects  with  the  U.S.  Auto  Industry  Research 
Cooperatives. 

TRAVTEK  SYSTEM 

Mr.  Carr.  What  are  the  results  of  your  safety  evaluation  of  the 
TravTek  system? 

[The  information  follows:] 

The  analysis  of  data  from  the  TravTek  operational  test  has  not  yet  been  com- 
pleted. Preliminary  analysis  suggests  that  the  collision  rate  of  the  test  vehicles  was 
not  different  than  the  national  average.  The  preUminary  analysis  also  indicates  that 
visual  tum-by-tum  instructions  with  voice  backup  results  in  the  safest  driving  per- 
formance relative  to  other  driving  conditions  (e.g.,  moving  map  displays  without 
voice  backup);  and  that  the  level  of  safety  was  not  the  same  for  all  display  configu- 
rations. Finally,  the  preliminary  analysis  of  data  from  questionnaires  suggests  that 
drivers  believed  they  had  fewer  close-calls  with  the  TravTek  system  than  with  their 
own  vehicle.  However,  a  subset  of  drivers  perceived  that  some  of  the  close-calls  may 
have  been  related  to  use  of  the  TravTek  system. 

IVHS — OPERATIONAL  TESTS 

Mr.  Carr.  What  other  IVHS  operational  tests  have  been  com- 
pleted and  evaluated  for  their  safety  implications,  and  what  were 
the  results? 

[The  information  follows:] 

No  operational  tests  other  than  TravTek  have  been  completed  and  evaluated  for 
their  safety  implications. 

IVHS  ACTIVITIES 

Mr.  Carr.  Please  provide  a  detailed  breakdown  of  your  IVHS  ac- 
tivities for  fiscal  years  1993  and  1994.  Please  also  provide  cor- 
responding funding  amounts  and  contractors  for  each  activity. 

[The  information  follows:] 

A  detailed  breakdown  of  activities  during  fiscal  years  1993  and  1994  is  shown  in 
the  attached  table.  For  awarded  contracts  and  interagency  agreements,  the  contrac- 
tor is  identified  and  the  FY  1993  and/or  FY  1994  fiinding  is  shown.  For  projects 
where  contract  award  is  expected  in  FT  1994  either  the  budgeted  FY  1994  funding 
is  shown  (where  contract  negotiations  are  nearly  complete)  or  an  asterisk  appears 
(where  funding  amounts  are  stiU  procurement  sensitive). 
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In  addition  to  contractor  support,  in-house  DOT  and  NHTSA  organizations  pro- 
vide significant  support  to  the  agency's  IVHS  program.  The  Volpe  National  Trans- 
portation Systems  Center  is  providing  support  in  the  areas  of  technology  assess- 
ment, analysis  of  crash  causal  factors,  and  safety  evaluations.  The  Vehicle  Research 
and  Test  Center  is  providing  support  in  the  areas  of  fiill  scale  testing,  evaluation 
of  IVHS  hardware,  and  computer  modeling. 


276 


PROJECT 

FY'93 

($K) 

FY'94 

($K) 

1 .  Portable  Data  Acquisition  System  for  Crash  Avoidance  Research 
(Oak  Ridge  National  Laboratory) 

2.  Quantitative  Characterization  of  Vehicle  Motion  Environment 
(University  of  Michigan  Transportation  Research  Institute) 

3.  Instrumented  Testbed  Vehicle  (JPL) 

4.  Crash  Avoidance  and  the  Older  Driver  (Battelle/ Catholic  University) 

5.  Vehicle  Cues  and  Feedback  Needed  by  Drivers  (University  of 
Michigan  Transportation  Research  Institute) 

6.  In-Vehicle  Crash  Avoidance  Warning  Systems:  Human  Factors 
Consideration  (COMSIS  Inc.) 

7.  Driver  Workload  Assessment  (Battelle) 

8.  Driver  Visibility  Requirements  (KETRON['93],  Scientex['94]) 

9.  Performance  Specifications:  Countermeasures  Against  lane  Change, 
Merging,  and  Backing  Collisions  (Interagency  Agreement  with  U.S. 
Air  Force). 

10.  Performance  Specifications:  Coimtermeasures  Against  Rear-End 
Collisions  (Frontier  Engineering) 

1 1 .  Performance  Specifications:  Countermeasures  Against  Intersection 
Collision   (CALSPAN) 

12.  Performance  Specifications:  Countermeasures  Against  Roadway 
Departure  Collisions  (Carnegie  Mellon  University) 

13.  Performance  Specifications:  Vision  Enhancement  Systems  for 
Nighttime  and  Inclement  Weather  (Carnegie  Mellon  Research 
Institute) 

14.  Performance  Specifications:  Systems  to  Enhance  Emergency  Medical 
Service  Response  (Interagency  Agreement  with  U.S.  Navy) 

15.  Safety  Evaluation  of  the  TravTek  Operational  Test  (Science 
Applications  International  Corporation) 

16.  Safety  Evaluation  of  the  ADVANCE  Operational  Test 

17.  Safety  Evaluation  of  the  TravelAid  Operational  Test  (Washington 
State  Transportation  Center) 

18.  Support  for  Problem  Definition  and  Operational  Test  Evaluation 
(Battelle/CAI  SPAN) 

19.  Cooperative  Agreement  to  Assess  IVHS-Induced  Electromagnetic 
Radiation  Harard  (Millitech) 

20.  IVHS  America  Workshop  on  Collision  Avoidance 
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PROJECT 

FY'93 

($K) 

FY'94 

($K) 

21.  Standardized  Driving  Simulation  Tasks  and  Scenarios  (Interagency 
Agreement  with  University  Iowa) 

22.  IVHS-IDEA  (Transportation  Research  Board) 

23.  Cooperative  Agreements  with  Industry  (EATON)  -  Automatic 
Braking,  Heavy  Vehicles 

24.  Cooperative  Agreements  with  Industry  -  Human  Factors  Aspects  of 
Intelligent  Cruise  Control 

25.  Cooperative  Agreements  with  Industry  (ROCKWELL)  -  Lane 
Detection 

26.  Cooperative  Agreements  with  Industry  -  Forward  Crash  Avoidance 
Systems 

27.  Cooperative  Agreements  with  Industry  (ERIM/TRW)  -  Forward 
Looking  Automatic  Radar  Sensors 

28.  Vehicle  Forward  Lighting  (TNO  Netherlands,  Johns  Hopkins  Applied 
Physics  Lab.) 

29.  Rear  Lighting/Signalling  (Battelle) 

30.  Automatic  Collision  Notification  Operational  Test 

3 1 .  Commercial  Vehicle  Communication  and  Powering 

32.  A  Bridging  Analysis  for  Estimating  the  Benefit  of  Active  Safety 
Technologies  (UMTRI) 
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IVHS  PROGRAM  FUNDING 

Mr.  Carr.  Please  identify  the  annual  appropriations,  obligated 
balance,  and  unobligated  balance  (including  funds  provided 
through  FHWA)  for  NHTSA's  IVHS  program  for  each  of  fiscal 
years  1990  through  1994. 

[The  information  follows:] 

[Dollars  in  thousands] 
Fiscal  year  Annual  propria-      a^o„„,  obligated        ^^'''^''j't^'"'- 

1990  0  0  0 

1991  $2,250       $2,250         0 

1992  7,500       4,550       $2,950 

1993  9,024       11,974  0 

1994  14,500      '14,500         '0 

« 

■  Estimated. 

IVHS  STAFFING  INCREASE 

Mr.  Carr.  Why  are  two  additional  full-time  equivalents  being  re- 
quested for  the  fiscal  year  1995  IVHS  program?  How  will  these  po- 
sitions be  used? 

[The  information  follows:] 

The  two  full-time  equivalents  requested  in  fiscal  year  1995 — one  engineering  posi- 
tion and  one  human  factors  position — ^for  the  Crash  Avoidance  Research  Program 
would  support  the  agency's  increasing  participation  in  cooperative  agreements  with 
industrial  partners  aimed  at  accelerating  the  development  and  early  deployment  of 
rVHS-based  collision  avoidance  systems  and  allow  the  agency  to  provide  the  needed 
vehicle  engineering,  system  safety,  and  human  factors  support  for  the  Department's 
Automated  Highway  System  Program. 

Mr.  Carr.  What  is  the  current  fall-time  equivalent  staffing  com- 
plement for  rVHS  activities? 
[The  information  follows:] 

The  Office  of  Crash  Avoidance  Research  currently  has  12  full-time  equivalent  staff 
dedicated  to  IVHS. 

NADS  FUNDING 

Mr.  Carr.  What  is  the  current  unobligated  balance  of  NADS  ap- 
propriations and  when  do  you  expect  these  funds  to  be  obligated? 
[The  information  follows:] 

The  current  unobligated  balance  of  NADS  appropriations  is  $3,504,974.  NHTSA 
will  obligate  an  additional  $409,000  in  fiscal  year  1994  for  Project  Office  support. 
The  remaining  balance  of  $3,095,974  will  be  obligated  in  fiscal  year  1995. 

NADS:  PROJECTS  AND  COSTS 

Mr.  Carr.  Please  provide  an  itemized  list  of  NADS-related 
project  administrative  and  project  costs  for  fiscal  year  1993,  esti- 
mated for  fiscal  year  1994,  and  projected  for  fiscal  year  1995. 

[The  information  follows:] 

In  fiscal  year  1993,  the  total  NADS  project-related  costs  were  as 
follows: 

Project  Office  Support  $363,932 

Iowa  Management  Support 184,000 
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Iowa  Technical  Support  850,000 

Total 1,397.932 

The  estimated  total  NADS  project  costs  for  fiscal  year  1994  are  as 
follows: 

Project  Office  Support  626,500 

Iowa  Management  Support 310,000 

Iowa  Technical  Support  650,000 

Phase  I  Design  Contracts  2,500,000 

Total  4,086.500 

The  projected  NADS  total  expenditures  for  fiscal  year  1995  are  as 
follows: 

Project  Office  Support  409,000 

Iowa  Management  Support 125,000 

Phase  II  Construction  Contract 4,561,974 

Total  5.095.974 

NADS:  TSARC  REVIEW 

Mr,  Carr.  What  reviews  of  the  NADS  project  by  the  Transpor- 
tation Systems  Acquisition  Review  Council  (TSARC)  are  scheduled 
during  fiscal  year  1994  and  planned  for  fiscal  year  1995? 

[The  information  follows:] 

No  additional  TSARC  reviews  of  the  NADS  project  are  scheduled  for  fiscal  year 
1994.  The  TSARC  will  review  the  NADS  project  in  fiscal  year  1995  when  NHTSA 
seeks  its  approval  to  proceed  with  the  Phase  II  construction  of  the  NADS. 

CRASH  AVOIDANCE  RESEARCH 

Mr.  Carr.  The  fiscal  year  1995  request  proposed  to  reduce  crash 
avoidance  research  related  to  heavy  vehicles  by  about  half.  What 
is  the  rationale  for  the  proposed  reduction? 

[The  information  follows:] 

In  the  past  few  years,  a  large  number  of  significant  agency  rulemaking  actions 
based  on  research  conducted  under  the  heavy  vehicle  research  program  have  either 
been  initiated  or  completed;  notably  conspicuity  enhancement,  braking  performance 
(stopping  distance  and  handling/stability  while  braking),  truck  occupant  restraint 
systems,  and  rear  underride  protection  systems.  Work  continues  in  these  areas,  at 
a  level  commensurate  with  the  stage  of  development  of  regulations  on  these  sub- 
jects. Additionally,  work  is  ongoing  within  the  agency's  Intelligent  Vehicle  Highway 
Systems  (IVHS)  program  that  supports  heavy  truck  safety  objectives,  despite  the 
fact  they  are  not  included  in  the  heavy  truck  budget  line  item.  The  agency  is  in  the 
process  of  redefining  near-term  and  longer-range  goals  and  objectives  for  the  heavy 
truck  research  program  that  are  responsive  to  current  issues  and  concerns,  notably 
the  opportunity  to  further  improve  truck  safety  through  advances  in  human  factors 
and  the  use  of  advanced  technology  collision  avoidance  systems.  The  agency  envi- 
sions the  new  strategic  plan  resulting  from  this  process  will,  like  previous  plans  the 
agency  developed  for  this  program,  provide  a  rationale  for  new  heavy  truck  safety 
initiatives. 

HEAVY  VEHICLE  RESEARCH 

Mr.  Carr.  How  does  NHTSA's  heavy  vehicle  research  program 
differ  from  the  commercial  vehicle  safety  research  program  con- 
ducted by  the  Office  of  Motor  Carriers  in  FHWA? 

[The  information  follows:] 

NHTSA  Conducts  research  in  support  of  Federal  Motor  Vehicle  Safety  Standards 
for  newly-manufactured  heavy  vehicles.  These  safety  standards  are  related  to  the 
collision  avoidance  and  crashworthiness  capabilities  of  vehicles.  NHTSA  also  collects 
heavy  vehicle  accident  data  and  performs  analyses  on  these  to  identify  prevalent  ac- 
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cident  factors  or  patterns.  The  Office  of  Motor  Carriers  (OMC)  conducts  research  in 
support  of  the  Federal  Motor  Safety  Regulations  which  focus  on  various  operational 
and  maintenance  aspects  of  vehicles  engaged  in  interstate  commerce,  such  as  motor 
carrier  safety  performance,  commercial  driver  qualifications,  and  safety  inspection 
of  in-service  vehicles. 

SPLASH  AND  SPRAY  SUPPRESSION  DEVICE  REPORT 

Mr.  Carr.  Please  discuss  NHTSA's  findings  in  your  report  to  the 
Appropriations  Committee  on  the  status  of  recent  technological 
progress  in  the  design  and  testing  of  splash  and  spray  suppression 
devices  and  NHTSA's  view  on  the  need  for  regulation  in  this  area? 

[The  information  follows:] 

The  NHTSA  report  on  the  status  of  recent  technological  progress  in  the  design 
and  testing  of  splash  and  spray  suppression  devices  for  heavy  trucks  was  transmit- 
ted to  Congress  on  March  8,  1994.  That  report  found  that  there  is  no  evidence  that 
truck  splash  and  spray  is  a  significant  safety  problem,  in  terms  of  number  of  crash- 
es or  number  of  crash  injuries.  In  addition,  the  report  noted  that  no  technology  has 
yet  come  along  that  has  been  shown  to  improve  visibility  for  drivers  by  reducing 
significantly  the  splash  and  spray  generated  by  most  large  trucks.  Fiuther,  truck 
manufacturers  are  trying  to  reduce  splash  and  spray  from  their  trucks  (primarily 
by  aerodynamic  improvements)  even  though  there  is  no  regulation  that  requires 
them  to  do  so.  Given  these  factors,  and  the  number  of  other  research  and  rule- 
making projects  the  agency  currently  has  underway,  NHTSA  announced  in  the  re- 
port to  Congress  that  the  agency  has  no  plans  to  initiate  rulemaking  in  the  area 
of  heavy  truck  splash  and  spray  suppression. 

NATIONAL  ACCIDENT  SAMPLING  SYSTEM  (NASS)  PROGRAM 

Mr.  Carr.  You  are  proposing  an  11  percent  reduction  in  the  fis- 
cal year  1995  estimate  for  the  National  Accident  Sampling  System. 
What  will  be  the  impact  of  reducing  the  number  of  crashes  inves- 
tigated in  NASS-CDS  by  1,000  crashes,  or  18  percent,  and  the 
number  of  crashes  investigated  in  NASS-GES  by  10,000,  or  25  per- 
cent? 

[The  information  follows:] 

While  the  NASS  system  will  continue  to  provide  needed  data,  the  reductions  will 
affect  their  overall  usefulness  and  the  magnitude  of  the  sampling  errors.  The  NASS 
Crashworthiness  Data  System  (CDS)  is  used  by  the  agency  for  vehicle-occupant 
crashworthiness  research  and  rulemaking,  consumer  information  programs  on  occu- 
pant protection,  and  the  definition  of  precrash  event  variables  for  the  Intelligent  Ve- 
hicle Highway  System  (IVHS)  specifications.  The  18  percent  reduction  in  sampled 
CDS  crashes  will  reduce  the  precision  of  annual  national  estimates  used  in  support 
of  agency  analyses.  Some  analyses  may  have  to  be  postponed  until  more  crash  cases 
become  available  on  a  particular  topic. 

The  NASS  General  Estimates  System  (GES)  is  used  to  provide  problem  size  as- 
sessments for  many  of  the  agency's  rulemaking  analyses.  GES  also  provides  the 
agency  with  national  estimates  for  all  types  of  motor  vehicle  crashes  and  is  the 
agency's  only  source  of  pedestrian,  pedalcyclist,  motorcycle,  and  large  truck  involve- 
ments. GES  national  estimates  of  crash  characteristics  will  still  be  produced,  despite 
the  25  percent  reduction  in  sampled  cases.  The  net  effect  will  be  an  increase  in  sam- 
pUng  variation,  which  the  agency  anticipates  will  increase  by  an  average  of  approxi- 
mately 16  percent.  This  will  have  a  minimal  effect  on  broad,  overall  estimates  (e.g., 
number  of  crashes  or  vehicle  involvements),  but  it  will  affect  estimates  for  charac- 
teristics where  the  sample  size  is  already  small. 

Mr.  Carr.  What  is  the  justification  for  these  proposed  reduc- 
tions? 

[The  information  follows:] 

The  majority  of  NASS  costs  are  fixed  and  include  gdl  the  facilities,  equipment,  and 
contractual  requirements  for  the  collection  and  computer  processing  of  nationally 
representative  data  on  motor  vehicle  crashes.  The  only  variable  expense  category  is 
labor  which  is  directly  related  to  the  number  of  crash  cases  collected  in  CDS  and 
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GES.  For  NASS  to  operate  at  the  proposed  FY  1995  level,  all  funds  not  used  for 
fixed  costs  would  be  used  to  attempt  to  maintain  the  NASS  CDS  and  GES  field 
structure.  The  decrease  in  the  number  of  crash  cases  will  reduce  the  precision  of 
the  annual  national  estimates  but  are  expected  to  meet  the  agency's  data  needs,  but 
with  lower  precision  and  with  a  delay  needed,  in  some  cases,  for  more  data  to  accu- 
mulate. 

Mr.  Carr.  What  economies  might  be  instituted  in  fiscal  year 
1995  in  the  NASS  program  to  maintain  the  current  number  of 
crashes  reported  to  GES  and  CDS? 

[The  information  follows:] 

NASS  is  currently  the  only  means  available  to  the  agency  to  collect  crash  data 
that  are  both  representative  and  in  the  detail  required  for  the  agency's  research  and 
regulatory  needs.  Significant  economies  have  already  been  implemented.  The  pro- 
gram was  reduced  fi-om  36  to  24  data  collection  sites  in  1991.  Furthermore,  all  26 
contracts  which  run  the  24  data  collection  site  and  the  2  quality  control  centers 
were  renegotiated  by  combining  the  previous  multiple  contract  structure  into  2  con- 
tracts. New  contracts  were  awarded  diuing  the  first  quarter  of  FY  1994.  This  new 
contract  structure  will  improve  field  productivity  and  consolidate  agency  contract 
management  activities. 

There  are  no  further  economies  that  can  be  instituted  in  fiscal  year  1995  that  will 
maintain  the  current  number  of  crashes  reported  to  GES  and  CDS.  If  funded  at  the 
FY  1995  Request  level  of  $8,359  million,  NASS  will  continue  GES  and  CDS  data 
collection  without  this  request  will:  (1)  reduce  the  number  of  automated  PARs  in 
a  nationally  representative  NASS  GES  database,  significantly  reducing  the  accuracy 
and  usefulness  of  the  GES  data  in  monitoring  trends  and  estimating  police  reported 
traffic  crashes  on  public  roads;  (2)  reduce  NASS  CDS  data  collection  operations, 
number  of  cases  investigated,  quahty  control,  and  ADP  of  crash  data;  and  (3)  elimi- 
nate data  collection  on  pedestrian  crashes  involving  late  model  year  passenger  vehi- 
cles. 

In  essence,  we  have  tried  ever3rthing  in  order  not  to  sacrifice  quality  control  and 
the  quantity  of  cases  required  to  meet  the  agency's  rulemaking  and  research  needs. 

Mr.  Carr.  What  would  be  the  expected  benefits  of  maintaining 
the  current  number  of  crashes  reported  to  GES  and  CDS? 
[The  information  follows:] 

Maintaining  the  current  number  of  crashes  sampled  in  the  National  Accident 
Sampling  System  (NASS)  Crashworthiness  Data  System  (CDS)  and  the  General  Es- 
timates System  (GES)  would  mean  that  data  from  these  two  important  data  systems 
would  continue  to  be  produced  at  their  current  levels  of  precision.  The  CDS,  already 
operating  at  a  minimal  size  for  obtaining  serious  injury  cases  and  for  maintaining 
reasonable  sampling  errors,  would  continue  to  operate  without  fiirther  interruptions 
in  its  ability  to  provide  data  in  support  of  the  agency's  standards  evaluation  and 
other  research  needs.  CDS  would  continue  at  current  levels,  providing  the  agency 
with  detailed  investigations  of  all  types  of  crashes,  but  especially  those  involving  re- 
cently introduced  technologies  including  airbages  and  antilock  braking  systems.  The 
CDS  is  one  of  the  most  attainable  and  cost-effective  means  for  speeding  up  the 
agency's  research  and  regulatory  program  to  improve  frontal  and  side  impact  protec- 
tion. CDS  would  also  begin  to  accumulate  sufficient  cases  in  support  of  IVHS,  by 
collecting  needed  precrash  variables  which  were  recently  added.  Maintaining  the 
current  sample  size  in  the  GES  would  mean  that  there  would  be  no  reduction  in 
the  precision  of  estimates  of  police  reported  traffic  crashes  on  public  roads.  Esti- 
mates of  characteristics  from  smaller  population  groups  like  pedestrians, 
pedalcyclists,  motorcyclists,  and  seriously  injured  occupants,  would  not  deteriorate 
to  the  point  that  they  became  statistically  unreliable.  The  wide  acceptance  of  the 
recent  Traffic  Safety  Facts  1992:  A  Compilation  of  Motor  Vehicle  Crash  Data  from 
the  Fatal  Accident  Reporting  System  and  the  General  Estimates  System,  the  first 
time  that  the  annual  reports  from  the  FARS  and  the  GES  were  combined  in  one 
publication,  demonstrates  the  need  for  these  data. 

NASS  CDS  EVALUATION 

Mr.  Carr.  Please  elaborate  on  the  purpose  of  NHTSA's  evalua- 
tion of  CDS  and  when  do  you  anticipate  completing  this  evalua- 
tion? 
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[The  information  follows:] 


In  July  1993,  NHTSA  began  planning  for  the  next  major  change  to  the  NASS 
CDS  which  will  be  implemented  in  January  1995.  This  evaluation  involves  rep- 
resentatives from  various  user  offices  in  NHTSA. 

While  minor  changes  are  evaluated  more  on  an  annual  basis,  major  data  reviews 
are  conducted  every  five  years  to  determine  if  the  system  supports  the  agency's  safe- 
ty standard  evaluation  programs  and  other  research  projects.  For  planning  pur- 
poses, we  need  to  know  if  the  current  data  are  serving  our  analytical  and  clinical 
research  needs  and  where  improvements,  if  any,  can  be  implemented.  Our  policy  is 
also  directed  at  minimizing  changes  for  at  least  five  years  in  order  to  maintain  con- 
sistency between  calendar  years  for  purposes  of  estabUshing  trends  in  motor  vehicle 
crashes.  The  productivity  and  efficiency  of  the  system  are  also  evaluated  to  deter- 
mine the  impact  of  operational  changes  on  costs. 

PEDESTRIAN  CRASH  DATA  STUDY 

Mr.  Carr.  Please  elaborate  on  the  pedestrian  crash  data  study, 
including  its  purpose,  the  tjrpes  of  data  that  will  be  collected, 
whether  this  is  a  one-time  or  ongoing  initiative,  how  the  informa- 
tion collected  will  be  used,  and  its  cost. 

[The  information  follows:] 

Pedestrian  crash  data  previously  collected  by  the  NASS  Continuous  Sampling 
System  (CSS)  are  over  seven  years  old,  and  the  Pedestrian  Injury  Causation  Study 
(PICS)  data  are  fifteen  years  old.  This  presents  a  need  for  an  up-to-date  pedestrian 
crash  data  file  that  will  address  whether  late  model  year  passenger  cars,  and  light 
trucks  and  vans,  with  shorter  and  more  sloping  hoods,  are  producing  the  same  type 
of  injuries  that  occurred  years  ago.  The  purpose  of  this  study  is  to  establish  a  rela- 
tionship between  vehicle  and  pedestrian  contact  parameters  along  with  injury  types 
and  severities,  and  to  obtain  detailed  crash  scene  and  vehicle  information  to  recon- 
struct the  crash  dynamics. 

The  data  wiU  be  collected  over  a  three  year  period  and  will  be  used  for  laboratory 
and  computer  reconstructions.  Extensive  data  will  be  collected  on  pedestrian  inju- 
ries and  measvirements,  pedestrian  contact  points,  wrap  distances,  event  sequences, 
hood  measurements  and  damages.  Since  the  study  will  be  conducted  within  the 
framework  of  the  NASS  CDS,  costs  are  estimated  to  be  approximately  $75,000  for 
initial  eqtiipment  purchases  and  training.  This  cost  will  be  absorbed  by  the  pro- 
gram. The  cost  for  conducting  the  study  which  is  scheduled  to  be  implemented  in 
the  summer  of  1994  wiU  be  an  offset  of  the  case  yield  from  the  NASS  CDS.  For 
every  Pedestrian  Crash  Data  Study  case  that  is  initiated  by  a  researcher,  two  NASS 
CDS  cases  will  be  eUminated  in  order  to  balance  the  researcher's  work  load.  When 
fiilly  staffed,  six  study  sites  should  produce  approximately  300  pedestrian  cases  per 
year. 

SALE  OF  GES  AND  CDS  DATA 

Mr.  Carr.  How  much  was  realized  from  the  sale  of  GES  and 
CDS  statistical  files  to  the  public  in  1992  and  1993? 
[The  information  follows:] 

1992: 

CDS $1,850.00 

GES 737.00 

1993' 

CDS 5,472.00 

GES 2,250.00 

Total  10,309.00 

GES  AND  CDS  INFORMATION  PURCHASERS 

Mr.  Carr.  Please  provide  a  listing  of  the  purchasers  of  this  data. 
[The  information  follows:] 
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1992 

CDS — Failure  Analysis,  Friedman  Research,  General  Motors,  National  Study  Cen- 
ter, and  Pennsylvania  State  University. 
GES — Failure  Analysis,  General  Motors,  Harvard  Injury  Control  Center. 

1993 

CDS — Charles  Moffatt,  Failure  Analysis,  Finkelstein  and  Associates,  Ford  Motor 
Company,  General  Motors,  Harvard  Injury  Control  Center,  Michigan,  Mitsubishi 
Motors  of  America,  NOVA  Engineering,  Sandia  Laboratories,  Study  Center  for  Trau- 
ma, Takata  Corporation,  U.S.  General  Trade  Office,  University  of  Virginia,  Univer- 
sity of  Hawaii,  and  WiUiam  Wecker  Associates. 

GES — Failvu-e  Analysis,  General  Motors,  HIPRC,  Sandia  Laboratories,  Wall  Street 
Journal;  and  William  Wecker  Associates. 

In  addition  to  the  purchasers  listed  above  we  honored  thirty-eight  requests  for 
data  and/or  documentation  from  government  agencies  for  which  there  was  no  pay- 
ment. 

Mr.  Carr.  What  is  the  CODES  project  and  how  successful  has 
it  been? 

[The  information  follows:] 

The  Crash  Outcome  Data  Evaluation  System  (CODES)  project  is  the  name 
NHTSA  has  associated  with  the  project  that  Section  1031(b)  of  the  ISTEA  directed 
NHTSA  to  conduct,  i.e.,  evaluate  the  benefits  of  safety  belt  and  motorcycle  helmet 
use  using  state  injury  data.  NHTSA  awarded  cooperative  agreements  to  the  states 
of  Hawaii,  Maine,  Missouri,  New  York,  Pennsylvania,  Utah,  and  Wisconsin  to  link 
their  state's  crash  data  to  statewide  medical  outcome  data.  The  linked  data  will  be 
used  to  determine  the  effect  of  safety  belts  and  helmets  on  severity,  inpatient  costs, 
mortality,  and  morbidity.  All  of  the  CODES  states  will  be  implementing  a  uniform 
research  model  to  generate  information  necessary  for  the  required  report  to  Con- 
gress. 

All  seven  states  have  successfiilly  demonstrated  the  feasibiUty  of  linking  state 
crash  data  to  EMS,  hospital  discharge,  inpatient  rehabilitation,  and  state  claims 
data.  Some  states  have  also  successfully  linked  to  emergency  department,  trauma/ 
head/spinal  cord  registries,  census,  driver  licensing,  vehicle  registration,  convictions, 
death  certificates,  national  automobile  insurance  files,  and/or  health  insurance  files. 
The  linked  data  have  been  used  to  date  by  one  participating  state  as  part  of  a  state- 
wide geographic  information  system,  by  another  to  prevent  the  repeal  of  motorcycle 
helmet  legislation,  and  by  a  third  to  demonstrate  the  increased  cost  to  Medicaid 
when  helmet  use  is  not  mandated  and  to  support  community-based  traffic  safety 
programs. 

Mr.  Carr.  What  amounts  are  available  to  participating  States 
through  ISTEA? 

[The  information  follows:] 

ISTEA  provided  five  million  dollars  which  was  distributed  through  cooperative 
agreements  to  the  seven  CODES  sites — Hawaii,  Maine,  Missouri,  New  York,  Penn- 
sylvania, Utah,  and  Wisconsin — effective  October  1,  1992. 

CODES  PROJECT 

Mr.  Carr.  Specifically,  what  is  NHTSA's  role  in  the  CODES 
project  and  what  is  NHTSA's  fiscal  year  1994  and  fiscal  year  1995 
commitment  to  the  project  in  terms  of  dollars  and  staff? 

[The  information  follows:] 

In  addition  to  directing  the  project  and  acting  as  Contracting  Officer's  Technical 
Representative  for  the  cooperative  agreements,  the  NHTSA  role  in  the  Crash  Out- 
come Data  Evaluation  System  (CODES)  project  has  been: 

To  provide  technical  assistance  to  the  CODES  states  regarding  the  Unkage  of 
state  data. 

To  standardize  analytical  applications  of  the  Unked  data  so  that  states  generate 
comparable  results  on  the  benefits  of  safety  belts  and  helmets  for  the  Report  to  Con- 
gress. 

To  encourage  other  states  to  develop  data  linkage  capabilities. 
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To  develop  applications  for  linked  data  to  support  development  of  the  safety  man- 
agement systems  and  highway  safety  problem  identification,  planning,  and  evalua- 
tion activities. 

To  promote  collaboration  between  highway  safety  and  the  health  communities  to 
reduce  unnecessary  morbidity  and  mortality  from  motor  vehicle  crashes. 

To  encourage  use  of  state  funds  for  the  linkage  of  state  data  in  order  to  expand 
state  traffic  records  capabilities  and  improve  the  quality  of  the  state  data. 

When  the  linked  data  and  the  results  of  the  mandated  research  models  are  re- 
ceived from  the  states,  NHTSA  will  complete  the  report  to  Congress,  which  is  re- 
quired by  February,  1996. 

NHTSA  provides  approximately  V2  of  a  full  time  equivalent  staff  person  to  direct 
the  project.  Additionally,  NHTSA  has  allocated  funding  in  the  amount  of  $250K  in 
its  FY  1994  budget  to  provide  the  technical  assistance  listed  above.  The  same  level 
of  funding  has  been  requested  in  the  FY  1995  budget. 

Mr.  Carr.  What  are  the  agency's  plans  for  encouraging  States  to 
use  CODES  data  Hnkage  software? 
[The  information  follows:] 

NHTSA,  through  the  National  Association  of  Governor's  Highway  Safety  Rep- 
resentatives, recently  distributed  free  probabilistic  linkage  microcomputer  software 
(MINICODES)  and  a  step-by-step  instruction  manual  to  each  Governor's  Highway 
Safety  Representative's  office  to  encourage  the  linkage  of  crash  and  injury  data. 
This  software  is  pre-programmed  to  facilitate  the  linkage  of  crash  to  EMS  records, 
Unked  crash/EMS  records  to  hospital  discharge  data,  and  the  residual  unlinked 
crash  records  to  hospital  discharge  data.  States  that  wish  to  link  to  other  traffic  and 
injury  records  are  encouraged  to  purchase  the  commercial  version  of  the  softw£U"e 
(AUTOMATCH)  used  by  the  seven  CODES  grantee  states  to  link  their  files.  This 
version  allows  states  to  link,  unduplicate,  and  to  geocode  their  files  and  is  reason- 
ably priced. 

In  addition  NHTSA  will  continue  to  provide  technical  assistance  to  the  states 
about  how  to  link  state  data  and  use  the  linked  data  analytically.  NHTSA  also  will 
provide  examples  of  the  hnkage  of  crash  to  medical  outcome,  census,  driver  licens- 
ing, vehicle  registration,  convictions,  death  certificates,  national  automobile  insur- 
ance files,  and/or  health  insurance  files  upon  request  by  states  interested  in  develop- 
ing data  linkage  capabilities. 

STATE  DATA  PROGRAM 

Mr.  Carr.  Please  provide  a  list  of  the  17  states  that  participate 
in  the  state  data  program. 
[The  information  follows:] 

The  National  Highway  Traffic  Safety  Administration  obtains  police  accident  re- 
port data  files  from  the  following  17  states  for  the  state  data  program:  CaUfomia, 
Florida,  Georgia,  Illinois,  Indiana,  Kansas,  Maryland,  Michigan,  Missovui,  New 
Mexico,  North  Carolina,  Ohio,  Pennsylvania,  Texas,  Utah,  Virginia,  and  Washing- 
ton. 

Mr.  Carr.  The  justifications  indicate  that  the  budget  increase  re- 
quested for  the  state  data  program  in  fiscal  year  1995  would  be 
used  "to  encourage  states  to  use  probabilistic  linkage  methodology 
to  link  traffic  records  databases."  Please  elaborate  on  what  activi- 
ties would  be  conducted,  which  data  bases  would  be  linked,  and 
which  states  would  be  involved? 

[The  information  follows:] 

NHTSA  is  planning  to  do  the  following  to  encourage  file  linkage  in  states: 
Provide  examples  of  the  hnkage  of  crash  to  emergency  medical  services,  emer- 
gency department,  hospital  discharge,  trauma/head/spinal  cord  registries,  census, 
driver  licensing,  vehicle  registration,  convictions,  death  certificates,  national  auto- 
mobile insurance  files,  and/or  health  insurance  files  upon  request  by  states  inter- 
ested in  developing  data  hnkage  capabilities. 

Provide  technical  assistance  about  data  file  needs  and  file  preparation  required 
for  data  linkage,  establishing  a  state  CODES  advisory  committee  to  resolve  issues 
related  to  data  access,  probabilistic  hnkage  techniques,  reliability  of  linked  data, 
and  other  issues  related  to  the  successful  hnkage  of  state  data. 
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Will  use  the  additional  funding  provided  in  the  budget  to  identify  potential  uses 
of  CODES  databases  for  problem  identification,  program  planning  and  program 
evaluation. 

In  addition  to  the  seven  CODES  states,  NHTSA  will  work  with  all  states  that  ex- 
press an  interest  in  file  linkage,  to  the  extent  budget  resources  permit.  To  date,  the 
following  eight  states  have  contacted  NHTSA  for  assistance  in  developing  their  data 
linkage  capabilities  using  state  funds — Colorado,  Florida,  Illinois,  Maryland,  Ne- 
braska, New  Mexico,  Washington,  and  West  Virginia. 

Mr.  Carr.  What  would  be  the  impact  of  holding  the  state  data 
program  to  its  current  level  of  $1,236  million  in  fiscal  year  1995? 
[The  information  follows:] 

Several  states  are  working  with  the  agency  to  link  their  medical  outcome  data 
with  crash  data  in  a  project  referred  to  as  Crash  Outcome  Data  Evaluation  Systems 
(CODES).  These  data  were  developed  to  report  to  Congress  on  the  benefits  of  safety 
belts  and  motorcycle  helmets  as  required  by  the  Intermodal  Surface  Transportation 
Efficiency  Act  of  1991.  If  1995  funding  is  held  to  its  current  level  of  $1,236  million, 
then  evaluating  the  usefulness  of  linked  crash  and  medical  outcome  data  from  the 
CODES  project  and  assisting  states  in  analytical  efforts  would  be  severely  curtailed. 

ASSESSMENT  OF  CADRE  IMPLEMENTATION 

Mr.  Carr.  Please  discuss  the  results  of  your  state-by-state  as- 
sessment of  CADRE  implementation  and  describe  the  next  steps  of 
your  implementation  plan. 

[The  information  follows:] 

The  state-by-state  assessment  of  CADRE  implementation  found  that  28  states 
have  adopted  or  are  planning  to  adopt  some  of  tiie  recommended  18  data  elements. 
CADRE  was  found  to  be  fiilly  implemented  in  4  states. 

The  agency  continues  to  promote  the  adoption  of  CADRE  through  its  traffic 
records  specialists  and  each  of  its  state  regional  program  managers.  The  National 
Safety  Council  and  the  National  Association  of  Governor's  Highway  Safety  Rep- 
resentatives endorse  the  adoption  of  CADRE  through  their  national  agendas.  The 
traffic  records  grant  program  was  developed  to  encourage  the  states  to  include  the 
uniform  data  elements  of  CADRE  when  they  assessed  Qieir  state's  safety  informa- 
tion system's  strengths  and  weaknesses.  The  grant  encourages  the  states  to  include 
CADRE  in  their  strategic  planning  process  and  to  plan  for  the  implementation  of 
some  or  all  of  the  data  elements. 

The  agency  will  continue  to  work  with  the  states  to  provide  support  and  technical 
assistance  as  they  make  improvements  in  their  safety  information  systems. 

Mr.  Carr.  How  will  the  results  of  NHTSA's  assessment  of  state 
implementation  of  CADRE  be  incorporated  into  the  traffic  records 
state  grant  program? 

[The  information  follows:] 

The  CADRE  assessment  indicated  that  28  states  had  adopted  or  are  planning  to 
adopt  some  of  the  18  data  elements.  A  large  number  of  these  states  indicated  that 
they  would  consider  adopting  additional  elements  at  the  time  they  revise  their  traf- 
fic crash  reports.  NHTSA  and  FHWA  encouraged  states  applying  for  the  grant  pro- 
gram to  consider  the  adoption  of  CADRE  elements  as  part  of  their  strategic  plan- 
ning process  to  improve  the  overall  quahty  of  their  traffic  records  systems. 

TRUCK  ACCIDENT  AND  TRAVEL  DATA 

Mr.  Carr.  It  has  been  reported  that  truck  accidents  are 
underreported  by  as  much  as  40  percent.  Moreover,  the  Transpor- 
tation Research  Board  and  others  have  recommended  that  the  De- 
partment improve  truck  accident  and  travel  data,  especially  as  they 
relate  to  the  reporting  of  nonfatal  accidents,  estimates  of  truck 
travel,  and  the  identification  of  truck  configurations.  What  progress 
has  NHTSA  made  in  addressing  these  concerns? 

[The  information  follows:] 
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Since  1990,  through  an  interagency  agreement  with  the  Federal  Highway  Admin- 
istration (FHWA),  large  truck  crashes  have  been  oversampled  in  one  of  NHTSA's 
data  collection  systems,  the  General  Estimates  System  (GES).  The  total  sample  size 
of  about  7,500  crashes  allows  for  reliable  estimates  to  be  made  of  large  truck 
nonfatal  crash  involvements.  In  addition,  information  on  truck  configuration  is  now 
collected  in  both  the  GES  and  the  Fatal  Accident  Reporting  System  (FARS)  vising 
the  format  recommended  by  the  National  Governor's  Association's  Truck  and  Bus 
Elements.  FHWA  and  NHTSA  are  encoviraging  the  States  to  adopt  the  NGA  ele- 
ments. Until  these  elements  are  widely  adopted,  the  information  will  not  be  ade- 
quately captured  by  our  national  reporting  systems.  For  truck  travel  information, 
NHTSA  relies  on  the  vehicle  miles  travelled  data  from  the  FHWA. 

GAO  REPORT  ON  LONGER  COMBINATION  VEHICLES  (LCV) 

Mr.  Carr.  The  General  Accounting  Office  recently  reported  that 
insufficient  data  exists  to  ascertain  the  relative  safety  of  longer 
combination  vehicles  as  compared  with  other  trucks.  Specifically, 
the  GAO  concluded  that  there  is  not  enough  data  to  calculate  crash 
rates  per  mile  driven  for  the  longer  combination  vehicles  compared 
with  single  trailer  trucks.  Does  NHTSA  agree  with  this  assessment 
and  are  you  working  with  FHWA  to  improve  existing  data  bases 
on  accidents  involving  extra  long  double  and  triple  tractor  trailer 
trucks? 

[The  information  follows:] 

The  GAO  report,  "The  Safety  of  Longer  Combination  Vehicles  (LCV)  is  Unknown," 
focuses  on  state  crash  data  reporting  systems  and  concludes  that  the  presently 
structured  systems  do  not  adequately  captiu-e  nor  accurately  portray  the  crash  in- 
volvement histories  of  this  type  of  vehicle.  The  agency  agrees  with  this  conclusion, 
and  has  made  modifications  to  its  data  collection  systems  to  better  answer  questions 
about  these  vehicles.  In  1991,  the  agency  modified  its  Fatal  Accident  Reporting  Sys- 
tem (FARS)  to  include  data  elements  which  will  make  it  easier  to  track  fatal  crashes 
involving  LCVs.  In  1992,  the  agency  similarly  modified  its  General  Estimates  Sys- 
tem (GES)  to  better  track  the  nonfatal  crash  involvement  patterns  of  LCVs. 

The  agency  is  coordinating  with  FHWA  in  severed  areas  concerning  LCVs.  The 
agency  has  endorsed  FHWA's  effort  to  encourage  the  states  to  adopt  the  National 
Grovemor's  Association's  Truck  and  Bus  Data  Elements  so  state  data  could  be  used 
to  identify  these  vehicles.  NHTSA  provides  funding  support  to  the  University  of 
Michigan's  Transportation  Research  Institute's  Trucks  in  Fatal  Accidents  (TIFA) 
project,  which  FHWA  is  using  to  more  accurately  assess  LCV  safety.  Further,  the 
agency  is  conducting  LCV  operational  tests  in  cooperation  with  FHWA,  to  better  en- 
able the  agency  to  gauge  the  performance  of  LCVs  in  regard  to  braking  and  d3Tiamic 
stability  and  to  assess  potential  workload  and  stress  effects  associated  witii  LCV 
drivers. 

PROGRAM  EVALUATION  STUDIES 

Mr.  Carr.  What  program  evaluation  studies  are  currently  under 
way  and  what  is  planned  for  fiscal  year  1995? 
[The  information  follows:] 

Six  evaluations  are  currently  underway: 

Automatic  Occupant  Protection — ^An  update  of  analyses  completed  in  an  Interim 
Report  in  1992,  using  data  from  the  1993  Fatality  Reporting  System  (FARS). 

Odometer  Fraud — ^An  analysis  of  the  current  program's  success  in  reducing  odom- 
eter rollbacks. 

Antilock  Brakes — ^The  effect  on  fatsdities  and  injuries  of  antilock  brakes  (ABS)  in 
passenger  cars  will  be  examined. 

Lap/Shoulder  Belts  for  Back  Seat  Occupants. 

Defects  Investigation  Program — ^An  assessment  of  the  current  process  focusing  on 
why  owners  of  recalled  vehicles  choose  to  heed  or  ignore  recall  notification. 

Highway  Safety  Assessment — Continuation  of  information  and  data  collection  in 
six  of  ten  states  selected  to  represent  the  national  highway  safety  program. 
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EVALUATIONS  PLANNED  FOR  1995 


Small  Car  Safety — ^A  follow-up  study  of  the  effect  of  downsizing/weight  reduction. 

Steering  Assembly  and  Interior  Impact  Protection  in  Light  Trucks — an  evaluation 
of  the  effectiveness  of  the  safety  regulation  on  these  vehicles. 

Head  Restraints  for  Light  Trucks. 

Auto  Theft  Prevention — ^A  report  to  Congress  on  the  effect  of  the  expanded  theft 
prevention  regulation  is  due  in  1997. 

DEFECTS  I>rV^STIGATION  PROGRAM  EVALUATION 

Mr.  Carr.  Last  year,  NHTSA  indicated  that  it  had  under  way  a 
program  evaluation  of  the  defects  investigation  program.  What  is 
the  status  of  this  effort  and  what  issues  are  you  examining? 

[The  information  follows:] 

The  issues  being  examined  are:  ( 1)  why  owners  of  recalled  vehicles  choose  to  heed 
or  ignore  recall  notifications,  and  (2)  why  manufacturers  are  unable  to  locate  all 
owners  of  recalled  vehicles. 

The  tasks  associated  with  this  assessment  are  to:  (1)  review  and  analyze  agency- 
mandated  Quarterly  Reports  about  the  conduct  of  recalls,  and  agency-conducted  au- 
dits of  some  of  the  recalls,  (2)  interview  a  representative  sample  of  owners  of  re- 
called vehicles,  (3)  review  information  from  manufacturers  about  how  they  identify 
owners  of  recalled  vehicles,  and  (4)  explore  other  approaches  toward  generating 
more  pubUc  interest  in  recall  campaigns. 

The  initial  analyses  have  been  completed. 

HIGHWAY  SAFETY  ASSESSMENT 

Mr.  Carr.  Which  two  states  will  be  the  focus  of  the  next  phase 
of  the  highway  safety  assessment  and  what  is  your  plan  and  time- 
table for  moving  forward  with  this  program  evaluation? 

[The  information  follows:] 

Kansas  and  Colorado  are  the  next  two  states  scheduled  for  field  visits  to  collect 
data  and  information  for  the  assessment.  The  final  four  states,  of  the  sample  of  ten 
selected  for  the  assessment,  are  scheduled  for  field  visits  during  the  remainder  of 
calendar  year  1994.  The  analysis  of  data  and  information  collected  in  each  sample 
state  is  compiled  concvurently  and  is  expected  to  be  complete  by  late  spring  of  1995. 
The  individual  state  sissessment  information  will  be  combined  into  a  national  as- 
sessment report  by  the  svunmer  of  1995. 

The  following  is  the  list  of  states  selected  for  the  assessment: 

Region  and  sample  State — I,  Connecticut;  II,  New  Jersey;  III,  Pennsylvania;  IV, 
North  Carolina;  V,  Ohio;  VI,  New  Mexico;  VII,  Kansas;  VIII,  Colorado;  EX,  Nevada; 
X,  Washington. 

STAFFING:  EXECUTIVE  ORDER  COMPLIANCE 

Mr.  Carr.  President  Clinton's  executive  order  calls  for  a  cumu- 
lative 4  percent  reduction  in  staffing  levels  below  fiscal  year  1993 
levels  by  fiscal  year  1995.  Please  demonstrate  how  NHTSA  is  com- 
plying with  the  executive  order. 

[The  information  follows:] 

The  Executive  Order  applies  at  the  Departmental  level  and  the  required  reduc- 
tions were  distributed  among  the  modes  in  accordance  with  the  Secretary's  budget 
and  programmatic  priorities,  as  reflected  in  the  President's  Budget.  Consistent  with 
the  Executive  Order,  NHTSA  staffing  levels  have  been  declining  and  are  projected 
to  continue  to  decline  in  FY  1995.  Measxired  in  full-time  eqviivalent  (FTE)  staff- 
years,  the  actual  level  for  FY  1993  was  714,  the  estimated  level  for  FY  1994  is  683, 
and  the  level  requested  for  FY  1995  is  667. 

Mr.  Carr.  What  additional  staffing  reductions  will  be  needed  in 
order  to  comply  with  the  National  Performance  Review  rec- 
ommendations that  federal  government  staff  levels  be  reduced  by 
12  percent  by  1999? 
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[The  information  follows:] 

A  preliminary  estimate  is  that  NHTSA  staffing  would  need  to  continue  to  decline 
to  a  level  of  618  full-time  equivalent  (FTE)  staff-years  in  fiscal  year  1999,  based  on 
a  12  percent  reduction  scenario.  However,  final  budget  decisions  have  not  been 
made  about  staffing  levels  beyond  fiscal  year  1995  for  the  Department  and  its  modal 
administrations,  so  any  preliminary  estimate  is  still  subject  to  change. 

REGIONAL  OPERATIONS  STAFFING 

Mr.  Carr.  The  conference  report  on  the  fiscal  year  1994  trans- 
portation appropriations  bill  directs  that  not  more  than  93  perma- 
nent positions  and  95  full-time  equivalent  positions  shall  be  avail- 
able for  NHTSA  regional  operations  in  both  headquarters  and  the 
field.  What  actions  have  been  taken  to  comply  with  that  directive? 

[The  information  follows:] 

Since  the  passage  of  the  appropriations  bill,  NHTSA  has  reduced  its  permanent 
positions  through  attrition  and  is  in  compliance  with  the  ceiling  of  93  permanent 
positions  for  NHTSA  regional  operations.  The  agency  is  working  to  meet  the  target 
number  for  full-time  equivalent  positions  by  the  end  of  the  fiscal  year. 

Mr.  Carr.  What  are  the  comparable  staffing  estimates  for  re- 
gional operations  under  the  fiscal  year  1995  request? 
[The  information  follows:] 

The  budget  for  fiscal  year  assumes  that  the  staffing  levels  for  regional  operations 
will  be  the  same  as  for  fiscal  year  1994  (93  authorized  fiill-time  permanent  posi- 
tions; 95  fiill-time  equivalent  staff-years).  This  covers  both  headquarters  and  re- 
gional offices. 

LOCALITY  PAY  COST 

Mr.  Carr.  What  is  the  cost  of  the  1994  locality  pay  increase  and 
how  were  these  costs  absorbed  in  NHTSA's  fiscal  year  1994  budg- 
et? 

[The  information  follows:] 

The  cost  is  estimated  to  be  $1,351  million  for  three  quarters  of  fiscal  year  1994. 
NHTSA  is  providing  for  these  costs  by  using  available  fiinds  that  were  unobUgated 
in  prior  years  and  carried  forward  into  fiscal  year  1994. 

PC&B  REQUIREMENTS 

Mr.  Carr.  What  assumptions  were  made  in  calculating  NHTSA's 
PC&B  requirements  in  fiscal  year  1995? 
[The  information  follows:] 

For  personnel  compensation  and  benefits  (PC&B),  the  level  requested  for  fiscal 
year  1995  assumes  technical  a^ustments  will  be  made  to  the  fiscal  year  1994  en- 
acted level,  including  a  reduction  in  fiill-time  equivalent  (FTE)  staff-years.  The  fiscal 
year  1994  enacted  level,  the  adjustments,  and  the  total  level  requested  for  fiscal 
year  1995  are  shown  below: 

TTtousands 

FY  1994  level  for  salaries  and  benefits  before  adjustment  for  FY  1994  lo- 
cality pay $46,035 

Impact  in  FY  1995  of  the  FY  1994  locality  pay  adjustment  for  GS/GM 
and  SES  employees  but  excluding  "special  rate"  employees) 1,801 

Technical  adjustment  to  compensate  for  impact  of  FY  1994  fiinding 
shortfall 220 

Pay  raise  of  1.6  percent  effective  on  January  1,  1995.  The  increase  re- 
quested will  provide  the  pay  raise  for  three  quarters  during  FY  1995.  574 

Adjustment  for  Federal  Employes'  Retirement  System  (FERS) 230 

Adjustment  for  one  less  work-day  during  FY  1995.  (There  are  260  work- 
days during  FY  1995  compared  with  261  work-days  during  FY  1994)  - 185 
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Thousands 


Decrease  associated  with  a  net  reduction  of  16  full-time  equivalent  (FTE) 
staff-years.  This  net  reduction  is  comprised  of  a  reduction  of  10  FTE 
pursuant  to  Executive  Order  requirements  for  government-wide  staff- 
ing reductions,  a  reduction  of  7FTE  (for  7  positions)  due  to  proposed 
termination  of  the  odometer  fraud  program,  and  an  increase  of  1  FTE 
for  partial-year  staffing  of  2  new  positions  proposed  for  the  IVHS  pro- 
gram         -1,088 

PT  1995  level  requested  for  salaries  and  benefits 47,587 

TRAVEL  COST  INCREASES 

Mr.  Carr.  Why  did  travel  costs  for  the  public  and  consumer  af- 
fairs office  and  the  plans  and  policy  office  increase  by  67  percent 
and  75  percent  respectively  between  fiscal  years  1992  to  1994, 
while  NHTSA's  overall  travel  budget  remained  essentially  level? 

[The  information  follows:] 

The  Public  and  Consumer  Affairs  fiscal  year  1994  travel  budget  is  anticipated  to 
be  used  primarily  by  Administration  appointees  in  support  of  outreach  to  consumer 
groups.  These  activities  will  include  carrying  out  the  new  Congressional  mandates 
for  increased  public  awareness  of  the  Auto  Safety  Hotline  and  the  New  Car  Assess- 
ment Program.  Commitments  have  been  made  to  speak  at  all  of  the  national 
consvuner  conferences.  The  enormous  impact  of  traffic  injuries  on  health  care  costs 
is  a  new  focus  of  NHTSA  consumer  information,  not  addressed  in  previous  years. 
Travel  will  be  performed  in  relation  to  this  aspect  of  NHTSA's  mission  to  reduce 
fataUties  and  injuries. 

In  fiscal  year  1993,  the  Office  of  Plans  and  Policy  (P&P)  initiated  a  study  of  the 
highway  safety  grants  program,  in  response  to  Congressional  concerns  regarding  the 
program's  effectiveness.  Tne  historic  performance  of  traffic  safety  programs  in  ten 
states  will  be  assessed.  To  assist  the  agency  in  this  effort,  we  have  executed  a  coop- 
erative agreement  with  the  International  Association  of  Chiefs  of  Police  to  collect 
data  at  the  local  level  in  the  states.  However,  personnel  from  P&P  must  travel  to 
each  state  for  several  days  for  opening  conferences  with  various  state  and  local  offi- 
cials, and  must  spend  at  least  two  weeks  in  each  state  conducting  further  interviews 
and  data  collection.  These  trips  have  been  the  primary  reason  for  the  increase  in 
travel  costs  for  plans  and  policy  office. 

INTERNATIONAL  MEETING 

Mr.  Carr.  What  is  the  Meeting  of  Experts  on  Lighting  and 
Light-Signalling  of  the  Economic  Commission  for  Europe  and  why 
is  it  important  that  NHTSA  ,send  a  representative  to  this  bi£innual 
meeting? 

[The  information  follows:] 

The  Meeting  of  Experts  on  Lighting  and  Light-Signalling  of  the  Economic  Com- 
mission for  Exirope  (ECE)  has  the  responsibility  for  developing  the  draft  form  of  reg- 
ulations for  motor  vehicle  Ughting  equipment  and  installation.  The  biannual  meet- 
ing involves  the  negotiation  of  requirements  that  manufacturers  must  meet  to  cer- 
tify their  motor  velucles  for  sale  in  the  various  coiintries  of  Europe  and  elsewhere 
that  have  adopted  ECE  regulations.  Participation  in  these  meetings  is  important  be- 
cause it  implements  a  poUcy  of  reducing  the  potential  for  non-tariff  barriers  to  trade 
through  achieving  compatibility  among  ECE  regulations  and  the  Federal  Motor  Ve- 
hicle Safety  Standards. 

The  United  States  industry  supports  National  Highway  Traffic  Safety  Administra- 
tion participation  in  these  meetings  because  compatibility  of  motor  vehicle  safety 
regulations  reduces  their  administrative  and  testing  burden  associated  with  certifi- 
cation. 

STAFFING — OFFICE  OF  INTERGOVERNMENTAL  AFFAIRS 

Mr.  Carr.  What  plans  does  NHTSA  have  to  fill  the  position  in 
the  Office  of  Intergovernmental  Affairs? 
[The  information  follows:] 

NHTSA  plans  to  hire  a  person  this  year  to  fill  this  position. 
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PERMANE^^^  change  of  station  funding 

Mr.  Carr.  What  has  been  spent  for  permanent  change  of  station 
moves  to  date  in  fiscal  year  1994? 
[The  information  follows:] 
A  tx)tal  of  $18,798  has  been  spent  for  permanent  change-of-station  moves  to  date. 

Mr.  Carr.  Why  should  $118,000  be  provided  for  change-of-station 
moves  in  fiscal  year  1995  when  your  previous  estimates  have  been 
so  poor? 

[The  information  follows:] 

Based  on  anticipated  higher  than  usual  attrition  rate  due  to  expanded  early  re- 
tirement autihority  and  potential  "buy  out"  authority  in  fiscal  year  1994,  $118,000 
should  be  provided  for  fiscal  year  1995  to  cover  permanent  change-of-station  moves 
in  the  process  of  filling  key  positions  projected  to  be  vacated.  • 

PRINTING  AND  REPRODUCTION  COSTS 

Mr.  Carr.  What  are  the  reasons  for  the  proposed  27  percent  in- 
crease in  printing  and  reproduction  expenses  in  fiscal  year  1995? 
What  would  be  the  impact  of  not  providing  these  resources? 

[The  information  follows:] 

The  proposed  27  percent  increase  is  needed  to  cover  increased  printing  costs  pro- 
jected by  the  WCF  (DOT's  printing  plant,  and  increased  costs  of  hot-copy  dupUca- 
tion),  and  a  projected  increase  in  GPO  printing  costs  to  cover  agency  rulemaking 
actions  and  information  collections  in  the  Federal  Register  and  Code  of  Federal  Reg- 
ulations. 

Without  the  proposed  27  percent  increase,  NHTSA's  rulemaking  actions  and  infor- 
mation collection  would  be  severely  impacted  since  they  have  to  be  pubUshed  in  the 
Federal  Register  and  Code  of  Federal  Regulations.  Also,  the  design,  printing  and 
distribution  of  NHTSA  publications,  periodicals,  press  releases,  and  administrative 
docimients  would  be  impacted,  thereby  disrupting  NHTSA's  programs. 

VEHICLE  RESEARCH  AND  TEST  CENTER  (VRTC)  FUNDING 

Mr.  Carr.  What  activities  are  conducted  at  the  Vehicle  Research 
and  Test  Center  and  why  is  its  budget  proposed  to  increase  by  17 
percent  in  fiscal  year  1995? 

[The  information  follows:] 

The  Vehicle  Research  and  Test  Center  (VRTC),  located  in  East  Liberty,  Ohio,  is 
an  in-house  research  laboratory  for  NHTSA.  VRTC  was  created  to  perform  high  pri- 
ority, short  term  activities,  complex  programs  that  reqviire  close  federal  involve- 
ment, and  sensitive  or  confidential  research  activities.  This  past  year  VRTC  con- 
ducted research  and  analysis  for  seven  ISTEA  programs,  several  congressionally 
mandated  programs,  and  additional  sensitive  defect  investigation  activities  such  as 
the  GM  pickup  fuel  tanks  and  Nissan  Van  engine  fire  investigations. 

In  fiscal  year  1995,  the  Agency  decided  to  transfer  $103,000  from  the  Administra- 
tive Services  budget  to  VRTC's  budget  in  order  to  more  accurately  represent  the 
agency's  operating  expenses.  Therefore,  since  most  of  the  increase  ($103,000)  rep- 
resents ftinds  transferred  from  NHTSA's  Administrative  Services  budget,  the  actual 
increase  to  the  VRTC  budget  is  only  $9,000  (not  $112,000).  This  $9,000  increase, 
about  1.2  percent,  in  the  fiscal  year  1995  budget  request  represents  a  modest  infla- 
tionary cost  increase  for  VRTC. 

SAN  ANGELO  FACILITY  ACTIVITIES 

Mr.  Carr.  What  activities  are  conducted  at  the  San  Angelo  facil- 
ity? 

[The  information  follows:] 

In  order  to  fulfill  our  mandatory  obligation  to  enforce  the  Uniform  Tire  Quality 
Grading  (UTQG)  regulation,  the  UTQG  Test  Facility  in  San  Angelo,  Texas  has  been 
established  by  NJTSA  as  the  test  facility  for  compliance  testing.  As  part  of  this  com- 
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pliance  effort,  the  facility  is  responsible  for  testing  and  monitoring  tire  traction  and 
treadwear  requirements  as  well  as  provide  manufacturers  daily  information  regard- 
ing the  utilization  of  the  traction  pads.  The  base  course  wear  rate  is  determined  for 
the  course  monitoring  tires  that  are  used  to  establish  the  tire  treadwear  grades. 

STAFFING:  SAN  ANGELO  AND  VRTC  FACILITIES 

Mr.  Carr.  How  many  positions  and  full-time  equivalents  are  al- 
located to  the  VRTC  and  San  Angelo  facilities? 
[The  information  follows:] 
The  following  staffing  levels  apply  for  fiscal  year  1994  and  1995: 

Authorized         Authorized 
FTPS  FTEs 

Vehicle  Research  &  Test  Center  26  26 

San  Angelo  (Uniform  Tire  Quality  Grading  Test  Facility)  2  2 

COMPUTER  SUPPORT  FUNDING 

Mr.  Carr.  Please  provide  some  additional  detail  on  why  the  re- 
quested $889,000  increase  for  computer  support  is  justified. 
[The  information  follows:] 

The  $889,000  increase  will  support  the  agency's  program  development,  rule- 
making and  enforcement  missions  by  providing  electronic  tools  to  improve  access 
and  anjdytical  capabihty  of  agency  employees.  The  requested  increases  are  in  the 
following  areas: 

Operations  &  Maintenance  +$476  thousand: 

An  increase  of  $136  thousand  is  needed  to  support  and  maintain  the  moderniza- 
tion of  information  processing,  storage  and  communications  capabilities.  The  main- 
tenance of  the  Departmental  fiber  optic  network  connections  provides  linkage  to  the 
Department,  other  agencies,  0MB  and  Internet.  Over  75  percent  of  the  FY  1995  re- 
quest is  required  to  maintain  the  equipment  infrastructure  and  pay  the  OST  man- 
dated charges  for  financial,personnel,  payroll  and  computer  center  usage.  The  in- 
crease also  includes  $340  thousand  to  fund  contractor  support  and  provide  equip- 
ment upgrades  to  sustain  the  existing  systems  and  networks. 

Agency  Wide  Initiatives  +$413  thousand: 

A  $250  thousand  increase  will  provide  continued  installation  and  utilization  of  an 
imaging  network  throughout  the  agency  to  enhance  information  development  and 
exchange  between  NHTSA  offices  and  the  pubUc.  In  FY  1995  obsolescent  technology 
will  be  replaced  to  handle  the  increased  workload  expected  within  the  agency  and 
to  improve  the  capability  to  electronically  access  and  analyze  information  that  is 
only  available  in  paper  format.  This  imaging  system  will  provide  the  pubUc  with  ac- 
cess to  image  files  and  reports.  An  increase  of  $163  thousand  is  needed  for  improve- 
ments in  network  and  electronic  mail  systems  that  would  provide  enhanced  informa- 
tion sharing  to  headquarters  and  regional  office  databases.  This  improvement  will 
provide  connectivity  to  external  highway  safety  information  resovirces  including  the 
states. 

HEALTH  INSURANCE  COSTS 

Mr.  Carr.  In  fiscal  year  1993,  how  close  were  your  budgetary  es- 
timates of  health  insurance  cost  increases  to  the  increases  actually 
experienced? 

[The  information  follows:] 

Actual  costs  for  health  benefits  were  $1,563,233  in  fiscal  year  1993,  compared 
with  a  projected  level  of  $1,495,000.  The  actual  increase  was  $121,355  or  8.4  percent 
over  the  fiscal  year  1992  level  of  $1,441,878.  This  is  higher  than  the  projected  in- 
crease. The  projection  was  for  an  increase  of  $53,122  or  3.7  percent  over  fiscal  year 
1992. 
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NHTSA  FUNDING  COMPARISON — FISCAL  YEAR  1994  TO  FISCAL  YEAR  1995 

Mr.  Carr.  Please  provide  a  table  comparing  the  amounts  for  fis- 
cal year  1994  as  shown  in  your  1995  justification  to  the  amounts 
indicated  in  last  year's  appropriations  conference  report,  and  ex- 
plain in  detail  any  reprogrammings  into  or  out  of  those  activities 
which  account  for  those  differences.  This  should  be  similar  in  for- 
mat to  the  data  provided  on  page  475  of  last  year's  hearing  record. 

[The  information  follows:] 

NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION— FY  1994  Funding 

[Dollars  in  thousands] 

Conference  re-       Subsequent 
port  assump-        budget  as- 
tion  sumption 

Operations  and  Research: 

Rulemaking  Programs  $10,733  $10,622 

Enforcement  Programs  17,913  17,801 

Highway  Safety  Programs  40,299  40,474 

Research  and  Analysis 49,638  49,521 

Office  of  Admmistrator/Staff  Offices  3,541  3,490 

General  Administration 8,454  8,280 

Account-Wide  Adjustments -  400  <" 

Operations  and  Research  (gross) 130,188          130,188 

Reimbursements  from  Grants  Account: 

Section  402  Grant  Administration  -5,153           -5,153 

Nat'l  Driver  Register  Salaries  &  Exp -890 -890 

Operations  and  Research  (net)  124,145  124,145 

Highway  Traffic  Safety  Grants: 

Section  402  Formula  Grants  123,000           123,000 

Section  408  Alcohol  Safety  Incentive  Grants 10,500            10,500 

Section  410  Alcohol-Impaired  Driving  Countermeasures  Grants  25,000            25,000 

Section  153  Safety  Belt  and  Motorcycle  Helmet  Use  Grants 12,000            12,000 

National  Driver  Register 3.500 3^ 

Highway  Traffic  Safety  Grants 174,000  174,000 

NHTSA  Total  298,145  298,145 

'  Account-wide  adjustments  have  been  allocated  to  individual  program  areas. 

TRAVEL  EXPENSES 

Mr.  Carr.  Please  update  the  travel  expenses  information  shown 
on  page  478  of  last  year's  hearing  record  by  providing  data  for  fis- 
cal years  1993  through  1995. 

[The  information  follows:] 


293 


TRAVEL  AND  TRANSPORTATION  OF  PERSONS 
(dollars  In  thousands) 


Budget  Activities/Staff  Offices 


Fiscal  Year 

1993 

1994 

1995 

$58 

$51 

$60 

102 

86 

95 

290 

266 

299 

298 

347 

317 

Rulemaking  Programs 

Enforcement  Programs 

Highway  Safety  Program: 
Headquarters 
Regional  Offices 
Subtotal,  Highway  Safety  Program  588  613  616 

Research  and  Analysis  Programs  113  130  140 

Office  of  the  Administrator: 
Administrator/Deputy 
Civil  Rights 
Chief  Counsel 

Public  and  Consumer  Affairs 
Subtotal,  Office  of  the  Administrator 

General  Administration: 
Plans  and  Policy 
Administration 
Change  of  Station 
Subtotal,  General  Administration 

Total,  Travel  and  Transportation  of  Persons  902  975  1022 


Funding  Derivation: 
Operations  and  Research  Funding  692  725  772 

Section  402  Funding  210  250  250 


4 

28 

30 

3 

4 

4 

7 

13 

15 

5 

18 

20 

19 

63 

69 

7 

15 

16 

12 

16 

25 

3 

1 

1 

22 

32 

42 
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OVERSEAS  TRAVEL 


Mr.  Carr.  Please  update  the  data  on  overseas  travel  found  on 
pages  480  through  482  of  last  year's  hearing  record,  beginning  from 
the  date  of  last  year's  submission  and  continuing  to  the  present 
time. 

[The  information  follows:] 


295 


APRIL  1993  - 

One  person  went  to  Switzerland  for  4  days  as  the  U.S. 
Delegate  to  the  64th  Session  of  the  Meeting  of  Experts  on  General 
Safety  Provisions  of  the  Economic  Commission  for  Europe.   The 
cost:  $1,888.95. 

One  person  went  to  Germany  for  5  days  to  meet  with  German 
Government  officials  and  other  organizations  to  coordinate  and 
plan  the  14th  International  Technical  Conference  for  the 
Enhancement  of  the  Safety  of  Vehicles  (ESV)  to  be  held  in  Germany 
in  1994.   The  cost:  $1,711.00. 

MAY  1993 

One  person  went  to  Germany  for  6  days  as  the  U.S.  participant 
in  the  9th  session  on  anthropomorphic  test  devices  and  frontal 
crash  protection  of  car  occupants  of  the  European  Experimental 
Vehicles  Committee,  and  to  participate  in  discussions  on  offset 
crash  testing.   The  cost:  $1,636.00. 

JUNE  1993 

One  person  went  to  Switzerland  for  5  days  as  the  U.S. 
Delegate  to  the  13th  Session  of  the  Meeting  of  Experts  on  Passive 
Safety  of  the  Economic  Commission  for  Europe.   The  cost: 
$1,797.85. 

One  person  went  to  Switzerland  for  6  days  as  the  U.S. 
Delegate  to  the  administrative  committee  on  the  program  of  work 
and  the  100th  Session  of  the  Working  Party  on  the  Construction  of 
Vehicles  of  the  Economic  Commission  for  Europe.   The  cost: 
$1,958.96. 

AUGUST  1993 


One  person  went  to  Switzerland  for  5  days  as  the  U.S. 
Delegate  to  the  33rd  Session  of  the  Meeting  of  Experts  on  Brakes 
and  Running  Gear  of  the  Economic  Commission  for  Europe.   The  cost; 
$2, 125.77. 
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SEPTEMBER  1993 

-  One  person  went  to  Italy  for  5  days  as  the  U.S.  Delegate  to  a 
Special  Session  of  the  Meeting  of  Experts  on  Passive  Safety  of  the 
Economic  Commission  for  Europe  concerning  the  development  of  a 
European  regulation  on  the  protection  of  passenger  car  occupants 
in  lateral  collisions.   The  cost:  $1,970.81. 

"^        OCTOBER  1993 

One  person  went  to  England  for  4  days  as  the  U.S.  Delegate  to 
an  International  Standards  Organization  Working  Group  on  the 
subject  of  motorcycle  impact  test  procedures.   The  cost: 
$1,656.00. 

One  person  went  to  Israel  for  6  d^ys  as  the  U.S.  Delegate  to 
the  21st  Session  of  the  Working  Party  on  Road  Traffic  Safety  of 
the  Economic  Commission  for  Europe  (ECE) ,  and  the  Seminar  on 
Safety  of  Young  Drivers  sponsored  by  the  Inland  Transport 
Committee  of  the  ECE.   The  cost:  $2,160.11. 

One  person  went  to  Italy  for  5  days  as  the  U.S.  participant 
in  the  10th  session  on  anthropomorphic  test  devices  and  frontal 
crash  protection  of  car  occupants  of  the  European  Experimental 
Vehicles  Committee.   The  cost:  $1,890.00. 

One  person  went  to  Switzerland  for  6  days  as  the  U.S. 
Delegate  to  the  administrative  committee  on  the  program  of  work 
and  the  101st  Session  of  the  Working  Party  on  the  Construction  of 
Vehicles  of  the  Economic  Commission  for  Europe.   The  cost: 
$2,147.34. 

NOVEMBER  1993 

One  person  went  to  Switzerland  for  6  days  as  the  U.S. 
Delegate  to  the  31st  Session  of  the  Meeting  of  Experts  on  Lighting 
and  Light -Signal ling  of  the  Economic  Commission  for  Europe.   The 
cost:  $2,288.43. 

One  person  went  to  Switzerland  for  5  days  as  the  U.S. 
Delegate  to  the  14th  Session  of  the  Meeting  of  Experts  on  Passive 
Safety  of  the  Economic  Commission  for  Europe.   The  cost: 
$1,928.30. 

DECEMBER  1993 

One  person  went  to  France  for  3  days  to  participate  in  a 
colloquium  on  the  factors  (e.g.  alcohol,  drowsiness,  inattention) 
associated  with  changes  in  a  driver's  capabilities  and  how  to 
measure  them.   The  cost:  $1,348.00. 
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JANUARY  1994 

One  person  went  to  England  for  5  days  as  the  U.S.  participant 
in  the  11th  session  on  anthropomorphic  test  devices  and  frontal 
crash  protection  of  car  occupants  of  the  European  Experimental 
Vehicles  Committee.   The  cost:  $1,411.00. 

FEBRUARY  1994 

One  person  went  to  Switzerland  for  6  days  as  the  U.S. 
Delegate  to  the  32nd  Session  of  the  Meeting  of  Experts  on  Brakes 
and  Running  Gear  of  the  Economic  Commission  for  Europe.   The  cost: 
$1,979.61. 

MARCH  1994 

One  person  went  to  Germany  for  4  days  to  meet  with  German 
Government  officials  and  other  organizations  to  complete  the 
planning  and  arrangements  for  the  14th  International  Technical 
Conference  for  the  Enhancement  of  the  Safety  of  Vehicles  (ESV)  to 
be  held  in  Germany  in  May,  1994.   The  cost:  $1,506.00. 

One  person  went  to  Switzerland  for  6  days  as  the  U.S. 
Delegate  to  the  administrative  committee  on  the  program  of  work 
and  the  102nd  Session  of  the  Working  Party  on  the  Construction  of 
Vehicles  of  the  Economic  Commission  for  Europe.   The  cost: 
$2,215.35. 

The  total  cost  of  overseas  travel  performed  by  NHTSA  from 
mid- April  1993  to  the  end  of  March,  1994  was  $33,619.48  of  which 
$10,626.63  was  funded  by  NHTSA;  $21,832.85  by  the  Department  of 
State;  and  $1,160  by  the  French  National  Institute  for  Transport 
and  Safety  Research  (INRETS) . 
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FIRST  CLASS  TRAVEL 

Mr.  Carr.  Please  provide  a  listing  of  trips  over  the  past  year 
where  NHTSA  employees  utilized  first  class  air  travel. 
[The  information  follows:] 

In  the  past  year,  no  agency  employees  have  utilized  first  class  siir  travel. 

AMTRAK  TRIPS 

Mr.    Carr.    Please   also   update   the   listing   of  trips   made   by 
NHTSA  headquarters  personnel  in  which  Amtrak  was  utilized. 
[The  information  follows:] 

In  fiscal  year  1993  agency  personnel  made  the  following  trips  in  which  Amtrak 
was  utilized: 
Five  trips  fi-om  Washington,  DC,  to  Newark,  NJ,  and  return. 
Four  trips  fi-om  Washington,  DC,  to  New  York,  NY,  and  return. 
Two  trips  fi*om  Washington,  DC,  to  Trenton,  NJ,  and  return. 
One  trip  fi-om  Washington,  DC,  to  Atlanta,  GA,  and  return. 
One  trip  fi-om  New  Carrollton,  MD,  to  Philadelphia,  PA,  and  return. 
One  trip  fi*om  Washington,  DC,  to  New  York,  NY. 

TRAINING  EXPENSES 

Mr.  Carr.  Please  update  the  breakdown  of  training  expenses  on 
pages  485  through  488  by  providing  data  for  fiscal  years  1992 
through  1995. 

[The  information  follows:] 
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NHTSA  training,  fiscal  year  1992 

A.   In  House  Government  cuid  Non- Government 

Banyon  Vines $  4,900 

MS  DOS 700 

dBase  III  and  IV 2,700 

Lotus 1,000 

Harvard  Graphics 200 

Pre-Retirement  Seminar 300 

Preparation  of  Work  Statements 5,  800 

Time  Management 1,700 

Professional  Development 3 ,  000 

WordPerfect 10,700 

Additional  Computer  Training 20,  000 

Subtotal 51,000 


B .   Interagency  Training 

Federal  Executive  Institute $18,900 

Executive  Seminars 25,  675 

Supervision 5,  300 

Seminar  for  Prospective  Women  Managers 14,450 

Labor -Management  Relations 2 ,  000 

Management  Skills  Seminars 1,800 

Equal  Employment  Opportunity 1,  700 

Work  Force  Diversity 19,384 

Courses  Shown  in  A.  for  Field  Locations 19,000 

Subtotal $108  ,  209 


C.   Outside  training  completed  through  separate  registration  at  colleges, 
technical  centers  and  0PM  (principally  technical) 

33,791 


Total $193  ,  000 
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NHTSA  training,  fiscal  year  1993 

A.   In  HouBe  Government  eind  Non- Government 

Banyon  Vines $    900 

MS  DOS -0- 

dBase  III  and  IV -0- 

Lotus 500 

Harvard  Graphics 500 

Pre-Retirement  Seminar 500 

Preparation  of  Work  Statements 5,  800 

Writing  Improvement 7,000 

Telephone  Techniques 4 ,  500 

Additional  Computer  Training 13  ,  000 

Subtotal 32 ,  700 


B .   Interagency  Training 

Federal  Executive  Institute 13  ,  000 

Management  Development  Seminars 27,  500 

Supervision 2,  630 

Seminar  for  Prospective  Women  Managers 13,920 

Labor -Mcinagement  Relations 2 ,  000 

Equal  Employment  Opportunity 2,275 

Translator  for  Hearing  Impaired 5,570 

Work  Force  Diversity 24,838 

Courses  Shovm  in  A.  For  Field  Locations 12,500 

Subtotal $104  ,  233 


C.   Outside  training  completed  through  separate  registration  at  colleges, 
technical  centers  and  OPM  (principally  technical) 

56,067 


Total $193 ,  000 
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SDMMARY  OF  PLANNED  TRAINING  EXPENDITURES  FOR  FISCAL  YEAR  1994 

COURSE  COST  PER      NUMBER  OF     TOTALS 

PERSON        SPACES 

A.  Executive.  Managerial  and  Special  g^V'f'lB 

SES  Candidate  Development  Program 

Diversity  Training 

Federal  Executive  Institute 

Seminar  for  Prospective  Women  Managers 

OPM  Mcuiagement  Development  Centers 

Labor  Management  Relations 

Translators  for  Hearing  Impaired 

Other  Executive/Mcuiagerial  Training 

AIDS  In  The  Workplace  Seminar 

B.  In  House  Training  $40,000 

This  training  will  include  basic  and  advanced  WordPerfect  etnd  a  wide  variety  of 
specialized  WordPerfect  courses.   Other  courses  will  include  Windows,  MS  DOS,  Oracle, 
dBase  IV,  Lotus  1-2-3,  Business  Graphics,  DeskTop  Publishing,  Writing  Inprovement , 
NHTSA  Supervision,  Preventing  Sexual  Harassment,  Pre  Retirement  Seminar,  Introduction 
to  Procurement  for  COTR'S,  Wellness  Seminars,  Proofreading,  Hotline  Training,  and 
Mentors  Training . 

C.  Individual  Training  $26,315 

These  activities  cover  many  of  the  training  courses  listed  cUsove  in  the  In-House 
section  for  our  ten  Regions,  our  Vehicle  Research  and  Test  Center  in  Ohio,  and   our 
facility  in  San  Angelo.   In  addition,  there  will  be  need  for  Individual  Training  in 
Advanced  Dbase,  Advsmced  Lotus,  Paradox,  Harvard  Graphics,  Basic  Budget  Techniques, 
and  Business  Graphics.   Individual  Training  also  includes  all  of  our  college  and 
university  courses,  which  include  the  more  conplex  engineering,  technical  and 
specialty  courses. 

D.  NHTSA  Totals  $173,000 


$5,000 

6 

$30,000 

2,500 

10 

25,000 

7,800 

1 

7,800 

-0- 

0 

-0- 

2,395 

13 

31,135 

500 

2 

1,000 

100 

5 

500 

1,000 

10 

10,000 

2.50 

500 

1.250 

647 

$106,685 
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SOMMARY  OF  PLANNED  TRAINING  EXPBNDXTDRES  FOR  FISCAL  YEAR  1995 

COURSE  COST  PER      NDMBER  OF     TOTALS 

PERSON        SPACES 

A.  "•'T7Vt'''^i  ''T"ffq«rlal  and  SDet:<ri  ""gh**!" 

Diversity  Training 

Federal  Executive  Institute 

Seminar  for  Prospective  Women  Managers 

OPH  Management  Development  Centers 

Re -Training  Curriculum 

Other  Executive/Managerial  Training 

Labor  Management  Relations 

AIDS  In  The  Workplace  Seminar 

Translators  for  Hearing  Impaired 

B.  In  House  Training  $50,000 

This  training  will  include  basic  and   advanced  WordPerfect  amd  a  wide  vairiety  of 
specialized  WordPerfect  courses.   Other  courses  will  include  Windows,  MS  DOS,  Oracle, 
dBase  IV,  Lotus  1-2-3,  Business  Graphics,  DeskTop  Publishing,  Writing  Inqprovement , 
NHTSA  Supervision,  Preventing  Sexual  Harassment,  Pre  Retirement  Seminar,  Introduction 
to  Procurement  for  COTR'S,  Wellness  Seminars,  Proofreading,  Hotline  Training,  and 
Mentors  Training. 

C.  Individual  Training  $48,550 

These  activities  cover  many  of  the  training  courses  listed  above  in  the  In-House 
section  for  our  ten  Regions,  our  Vehicle  Research  and  Test  Center  in  Ohio,  and   our 
facility  in  San  Angelo.   In  addition,  there  will  be  need  for  Individual  Training  in 
Adveuiced  Dbase,  Advamced  Lotus,  Paradox,  Harvard  Graphics,  Basic  Budget  Techniques, 
and  Business  Graphics.   Individual  Training  also  includes  all  of  our  college, 
university,  and  0PM  courses,  which  include  the  more  complex  engineering,  technical  and 
specialty  courses. 

D.  NHTSA  Totals  $192,000 


2,550 

10 

25,500 

8,000 

2 

16,000 

950 

5 

4,750 

2,445 

10 

24,450 

1,000 

10 

10,000 

1,000 

10 

10,000 

500 

2 

1,000 

2.50 

500 

1,250 

100 

5 

500 

554 

$93,450 
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REGIONAL  OFFICE  STAFFING  AND  GRANTS  RESPONSIBILITY 

Mr.  Carr.  Please  update  the  data  on  regional  office  staffing  and 
grants  responsibility,  as  shown  on  pages  490  through  493  of  last 
year's  hearing  record. 

[The  information  follows:] 
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As  of  March  1994,  the  ten  NHTSA  regional  offices  are 
organized  as  follows: 

Region  1  -  Boston,  Massachusetts 
States:       Connecticut,  Maine,  Massachusetts, 

New  Hampshire,  Rhode  Island,  Vermont 
Positions:     10  Full -Time  Permanent  Positions 
FY  1994  402  Funds:   $5,916,779 
FY  1994  Estimated  153,  408,  and  410  Funds:   $1,502,173 

Job  Title  and  Grade 

Regional  Administrator  (GM-15) 
Regional  Program  Manager  {GS-14) 
Regional  Program  Manager  (GS-13) 
Regional  Program  Manager  {GS-13) 
Regional  Program  Manager  (GS-13) 
Regional  Program  Manager  {GS-13) 
Regional  Program  Manager  (GS-13) 
Regional  Program  Manager  {GS-13) 
Program  Support  Specialist  (GS-11) 
Secretary  {GS-7) 


Region  2  -  White  Plains,  New  York 
States:       New  Jersey,  New  York,  Puerto  Rico, 
Virgin  Islands 
Positions:     7  Full-time  Permanent  Positions 
FY  1994  402  Funds:   $11,399,712 
FY  1994  Estimated  153,  408,  and  410  Funds:   $4,962,808 

Job  Title  and  Grade 

Regional  Administrator  (GM-15) 
Regional  Program  Manager  (GS-14) 
Regional  Program  Manager  {GS-14) 
Regional  Program  Manager  (GS-13) 
Regional  Program  Manager  {GS-13) 
Regional  Program  Specialist  (GS-11) 
Secretary  (GS-7) 
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Region  3  -  Hanover,  Maryland 
States:       Delaware,  District  of  Columbia,  Maryland, 
Pennsylvania,  Virginia,  West  Virginia 
Positions:      7  Full -Time  Permanent  Positions 
FY  1994  402  Funds:   $11,364,476 
FY  1994  Estimated  153,  408,  and  410  Funds:   $5,403,554 

Job  Title  and  Grade 

Regional  Administrator  (GM-15) 
Regional  Program  Manager  (GS-14) 
Regional  Program  Manager  (GS-14) 
Regional  Program  Manager  (GS-13) 
Regional  Program  Manager  (GS-13) 
Highway  Safety  Specialist  (GS-13) 
Highway  Safety  Specialist  (GS-ll 


Region  4  -  Atlanta,  Georgia 
States:       Alabama,  Florida,  Georgia,  Kentucky, 

Mississippi,  North  Carolina,  South  Carolina, 

Tennessee 
Positions:      12  Full -Time  Permanent  Positions 
FY  1994  402  Funds:   $20,301,171 
FY  1994  Estimated  153,  408,  and  410  Funds:   $4,750,621 

Job  Title  and  Grade 

Regional  Administrator  (GM-15) 

Regional  Program  Manager  (GS-14) 

Regional  Program  Manager  (GS-14) 

Regional  Progrsim  Manager  (GS-14) 

Regional  Program  Manager  (GS-14) 

Regional  Program  Manager  (GS-13) 

Regional  Program  Manager  (GS-13) 

Regional  Program  Manager  (GS-13) 

Regional  Program  Manager  (GS-13) 

Regional  Program  Manager  (GS-ll) 
Program  Assistant  (GS-7) 
Secretary  (GS-7) 
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Region  5  -  Homewood,  Illinois 
States:       Illinois,  Indiana,  Michigan,  Minnesota,  Ohio, 
Wisconsin 
Positions:      9  Full -Time  Permanent  Positions 
FY  1994  402  Funds:   $20,839,287 
FY  1994  Estimated  153,  408,  and  410  Funds:   $6,905,110 

Job  Title  and  Grade 

Regional  Administrator  (GM-15) 

Regional  Program  Manager  (GS-14) 

Regional  Program  Manager  (GS-14) 

Regional  Program  Manager  (GS-14) 

Regional  Program  Manager  (GS-13) 

Regional  Program  Manager  (GS-13) 

Regional  Program  Manager  (GS-13) 

Regional  Program  Manager  (GS-12) 
Secretary  (GS-7) 


Region  6  -  Fort  Worth,  Texas 
States:       Arkansas,  Louisiana,  New  Mexico,  Oklahoma, 
Texas,  Indian  Nations 
Positions:     8  Full -Time  Permanent  Positions 
FY  1994  402  Funds:   $14,547,073 
FY  1994  Estimated  153,  408,  and  410  Funds:   $1,992,264 

Job  Title  and  Grade 

Regional  Administrator  (GM-15) 

Regional  Program  Manager  (GS-14) 

Regional  Program  Manager  (GS-14) 

Regional  Program  Manager  (GS-13) 

Regional  Program  Manager  (GS-12) 

Regional  Program  Manager  (GS-12 
Program  Assistant  (GS-7) 
Secretary  (GS-7) 


Region  7  -  Kansas  City,  Missouri 

States:       Iowa,  Kansas,  Missouri,  Nebraska 
Positions:      7  Full -Time  Permanent  Positions 
FY  1992  402  Funds:   $7,393,784 
FY  1994  Estimated  153,  408,  and  410  Funds:   $3,713,722 

Job  Title  and  Grade 

Regional  Administrator  (GM-15) 

Regional  Program  Manager  (GS-14) 

Regional  Program  Manager  (GS-13) 

Regional  Program  Manager  (GS-13) 

Regional  Program  Manager  (GS-12) 

Regional  Program  Manager  (GS-12) 
Secretary  (GS-7) 
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Region  8  -  Denver,  Colorado 
States:       Colorado,  Montana,  North  Dakota,  South 
Dakota,  Utah,  Wyoming 
Positions:     8  Full -Time  Permanent  Positions 
FY  1994  402  Funds:   $5,639,716 
FY  1994  Estimated  153,  408,  and  410  Funds:   $2,066,164 

Job  Title  and  Grade 

Regional  Administrator  (GM-15) 

Regional  Program  Manager  (GS-14) 

Regional  Program  Manager  (GS-13) 

Regional  Program  Manager  (GS-13) 

Regional  Program  Manager  (GS-13) 

Regional  Program  Manager  (GS-13) 

Regional  Program  Manager  (GS-12) 
Secretary  (GS-7) 


Region  9  -  San  Francisco,  California 
States:       Arizona,  California,  Hawaii,  Nevada,  American 
Samoa,  Guam,  Mariana  Islands 
Positions:      6  Full -Time  Permanent  Positions 
FY  1994  402  Funds:   $15,204,311 
FY  1994  Estimated  153,  408,  and  410  Funds:   $12,907,095 

Job  Title  and  Grade 

Regional  Administrator  (GM-15) 
Regional  Program  Manager  (GS-14) 
Regional  Program  Manager  (GS-14) 
Regional  Program  Manager  (GS-13) 
Regional  Program  Manager  (GS-13) 
Program  Assistant  (GS-7) 


Region  10  -  Seattle,  Washington 

States:       Alaska,  Idaho,  Oregon,  Washington 
Positions:      7  Full -Time  Permanent  Positions 
FY  1992  402  Funds:   $5,240,691 
FY  1994  Estimated  153,  408,  and  410  Funds:   $2,084,184 

Job  Title  and  Grade 

Regional  Administrator  (GM-15) 

Regional  Program  Manager  (GS-14) 

Regional  Program  Manager  (GS-14) 

Regional  Program  Manager  (GS-13) 

Regional  Program  Manager  (GS-13) 

Regional  Program  Manager  (GS-12) 
Secretary  (GS-7) 
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OFFICE  OF  THE  ADMINISTRATOR  STAFFING 

Mr.  Carr.  Please  update  the  table,  showing  full-time  positions 
and  dollars  for  each  of  the  offices  under  the  OfRce  of  the  Adminis- 
trator account,  as  shown  on  page  494  of  last  year's  hearing  record, 
by  providing  data  for  fiscal  years  1993  through  1995. 

[The  information  follows:] 
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OFFICE  OF  THE  ADMINISTRATOR  AND  STAFF  OFFICES 

Positions  and  funding,  fiscal  year  1993-1995 

(Dollars  in  Thousands) 


1993 

1994 

1995 

posmoN 

FUNDING 

POSITION 

FUNDING 

POSITION 

FUNDING 

Office  of  the  Administrator 

4 

337 

4 

362 

4 

386 

Deputy  Administrator 

2 

166 

2 

167 

2 

178 

Executive  Director 

2 

166 

2 

167 

2 

178 

Intergovernmental  Affairs 

1 

84 

1 

84 

1 

89 

International  Harmonization 

2 

166 

2 

167 

2 

178 

Executive  Secretariat 

6 

499 

6 

502 

6 

534 

Civil  Rights 

4 

336 

4 

338 

4 

360 

Public  and  Consumer  Affairs 

12 

1.003 

12 

1.021 

12 

1.088 

Chief  Counsel 

30 

2,501 

30 

2.521 

30 

2.684 

Less:  (Mission  Support 

-22 

(1,851) 

-22 

(1,839) 

-22 

(1.958) 

Total  41  3,407  41  3.490  41  3.717 
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PERSONNEL  STAFFING  AND  PC&B  TABLES 

Mr.  Carr.  Please  update  the  personnel  staffing  and  PC&B  cost 
tables  shown  on  page  494  of  last  year's  hearing  record  by  providing 
data  for  fiscal  years  1991  through  1995. 

[The  information  follows:] 
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NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION 


Full-time  Permanent  Positions  by  Program 


Rscal  Year 


Rulemaking 

Enforcement 

Highway  Traffic  Safety* 

Research  and  Analysis* 

Office  of  the  Administrator  and  Staff  Offices 

General  Administration 


1991 

1992 

1993 

1994 

1995 

93 

93 

95 

95 

95 

103 

103 

103 

103 

96 

186 

209 

208 

208 

208 

146 

130 

130 

130 

132 

46 

43 

41 

41 

41 

91 

91 

91 

90 

90 

Full-time  Permanent  Positions,  Total 


665 


669 


668 


667 


662 


Salaries  and  Benefits  Costs  by  Program 
(Dollars  in  Thousands) 


Rscal  Year 

1991 

1992        1993        1994 

1995 

Rulemaking 

$5,791 

$6,312    $6,555     $6,557 

$6,833 

Enforcement 

6,414 

6,991       7.106       7,109 

6.905 

Highway  Traffic  Safety* 

1 1 .582 

14,186     14,351     14.355 

14.934 

Research  and  Analysis* 

9,091 

8,824       8.969       8.973 

9.493 

Office  of  the  Administrator  and  Staff  Offices 

2,864 

2,918       2,829       2.830 

2.949 

General  Administration 

5,667 

6.177       6.279       6.211 

6.473 

Salaries  and  Benefits.  Total 


41.409    45,408    46,089    46.035    47.587 


*ln  FY  1992,  NHTSA  transferred  the  Highway  Safety  Research  activity,  formeriy  under  Research 
and  Analysis  Programs,  to  the  Highway  Safety  Programs. 
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OFFICE  OF  THE  ADMINISTRATOR  STAFFING 

Mr.  Carr.  Please  provide  a  listing  showing  the  title  and  salary 
of  each  position  under  the  Office  of  the  Administrator  account,  by 

office,  similar  in  format  to  what  appears  on  page  496  of  last  year's 
hearing  record. 

[The  information  follows:] 

Office  of  the  Administrator 

Administrator:  Anwunt 

Administrator  (') 

Special  Assistant  (') 

Staff  Assistant  ^        (') 

Staff  Assistant  $50,401 

Deputy  Administrator: 

Deputy  Administrator  120,594 

Secretary  37,213 

Executive  Director: 

Executive  Director  120,594 

Secretary  27,623 

Director  of  International  Harmonization: 

General  Engineer  90,262 

Secretary  29,721 

Executive  Secretariat: 

Supervisory  Correspondence  Analyst  39,340 

Correspondence  Analyst 26,834 

Correspondence  Analyst 28,412 

Correspondence  Analyst 23,167 

Correspondence  Analyst (') 

Correspondence  Clerk  19,669 

Office  of  Civil  Rights: 

Supervisory  Equal  Opportunity  Specialist  74,054 

Equal  Opportunity  Specialist  76,733 

Equal  Opportunity  Specialist  32,825 

Secretary  27,253 

Office  of  Public  and  Consumer  Affairs: 

Director  O 

Supervisory  Public  Affairs  Specialist 90,252 

Secretary  29,201 

Media  Relations  Division: 

Supervisory  Public  Affairs  Specialist 71,716 

Public  Affairs  Specialist 53,276 

Public  Affairs  Specialist 44,393 

Public  Affairs  Assistant  34,094 

Consumer  Information  Division: 

Chief 69,427 

Writer  Editor  49,002 

Public  Affairs  Specialist 44,802 

PubUc  Affairs  Specialist 36,214 

Public  Affairs  Specialist 28,964 

Office  of  Intergovenunental  Affairs: 

Director  O 

1  Vacant 

CONSUMER  INFORMATION  DIVISION  RESPONSIBILITIES 

Mr.  Carr.  What  are  the  responsibilities  of  the  Consumer  Infor- 
mation Division  and  how  do  they  differ  from  those  of  the  Office  of 
Public  and  Consumer  Affairs? 

[The  information  follows:] 

The  Office  of  Public  and  Consumer  Affairs  is  the  overall  entity  that  contains  two 
divisions,  the  Consumer  Information  Division  and  the  Media  Relations  Division.  The 
Media  Relations  Division  handles  the  approximately  200  media  calls  we  receive 
each  week,  drafts  news  releases,  speeches,  fact  sheets,  statements  and  other  media 
materials.  The  Consumer  Information  Division  provides  creative  direction  to  the  ad- 
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ministrator  and  agency  staff  offices  in  the  creation  of  mass  media  communication 
materials.  It  manages  the  agency's  two  Ad  Council  national  campaigns  ("Vince  and 
Larry"  and  anti-drunk  driving);  builds  relationships  with  national  and  local 
consumer  organizations;  plans  and  manages  national  media  events  to  promote  high- 
way and  motor  vehicle  safety  and  designated  safety  theme  weeks,  such  as  "Drunk 
&  Drugged  Driving  Prevention  Month";  provides  creative  direction  for  all  agency 
consumer  publications;  produces  consumer  fact  sheets  on  popular  highway  and 
motor  vehicle  safety  topics;  works  to  promote  the  agency's  major  consumer  pro- 
grams, such  as  the  New  Car  Assessment  Program  and  the  Auto  Safety  Hotline;  and 
compiles  the  agency's  statutory  annual  reports  to  the  Congress. 

The  two  divisions  complement  each  other  with  Media  Relations  handling  the  day- 
to-day  news  inqviiries  and  Consumer  Information  providing  longer-range  commu- 
nications direction  for  the  agency's  safety  and  consumer  information  programs. 

POLITICAL  APPOINTEES 

Mr.  Carr.  Please  update  the  listing  of  NHTSA  political  ap- 
pointees, including  the  position,  title,  type  of  appointment,  and  sal- 
ary, similar  to  data  shown  on  page  497  of  last  year's  hearing 
record.  Please  provide  data  for  fiscal  years  1992  through  1994. 

[The  information  follows:] 


Title 


Type  of  appointment 


Salary 


Fiscal  Year  1992: 

Deputy  Administrator 

Chief  Counsel  

Special  Assistant 

Special  Assistant 

Director,  Office,  Public  and  Consumer  Affairs 

Chief,  Consumer  Affairs  Division  

Fiscal  Year  1993— On  Board  10/92  to  9/93: 

Chief  Counsel  

Special  Assistant 

Director,  Office,  Public  and  Consumer  Affairs 

Chief,  Consumer  Affairs  Division  

Fiscal  Year  1994— On  board  10/93  or  3/94: 

Deputy  Administrator 

Chief,  Consumer  Affairs  Division  


Non  Career  SES 
Non  Career  SES 

Excepted  

Excepted  

Excepted  

Excepted  


Non  Career  SES 

Excepted  

Excepted  

Excepted  


Non  Career  SES 
Excepted  


94,400 
104,000 
56,427 
49,290 
68,515 
58,967 

104,000 
58,247 
70,656 
60,787 

120,594 
66,609 


SCHEDULE  C  APPOINTEES 

Mr.  Carr.  Please  update  for  the  record  the  listing  of  Schedule  C 
appointees  currently  on  board. 
[The  information  follows:] 

NHTSA  currently  has  the  following  schedule  C  appointee  on  board: 
Hart,  Christopher  A. — Deputy  Administrator,  Non  Career  SES 
Klass,  Kathleen  J. — Chief,  Consumer  Affairs  Division,  GS-301-15 

NHTSA  STAFFING 

Mr.  Carr.  Please  provide  a  table  which  breaks  out  for  each 
NHTSA  office  the  number  of  positions  and  number  of  FTES  allo- 
cated in  each  of  fiscal  years  1990  through  1995,  similar  in  format 
to  the  table  on  page  144  of  Senate  Report  103-150. 

[The  information  follows:] 
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AUTHORIZED  FTP/FTE  BY  FISCAL  YEAR 

FTP  FTE* 


1990 

1991 

1992 

1993 

1994 

1995 

1994 

1995 

92 

93 

93 

95 

95 

95 

92.6 

92.6 

101 

103 

103 

103 

103 

96 

102.5 

95.5 

180 

186 

209 

**  208 

208 

208 

210.0 

210.0 

146 

146 

130 

**  130 

130 

132 

128.4 

129.4 

46 

46 

43 

41 

41 

41 

41.6 

41.6 

91 

91 

91 

91 

90 

90 

96.2 
671.3 

96.2 

656 

665 

669 

668 

667 

662 

665.3 

0 

0 

0 

0 

0 

0 

(7.0) 
664.3 

(17.0) 

656 

665 

669 

668 

667 

662 

648.3 

Rulemaking 

Enforcement 

Highway  Safety  Research 

Research  and  Analysis 

Office  of  the  Administrator 

&  Staff  Offices 
General  Administration 
Subtotal 

Cumulative  Reduction  per 
Executive  Order 

Total 


*The  authorized  FTE  levels  by  NHTSA  office  were  first  provided  in  the  Senate  Report  (103-150) 
to  the  1994  DOT  Appropriations  Act  and  subsequently  changed  by  Conference  action. 
** Reflects  transfer  of  the  Highway  Safety  Research  activity  from  Research  and  Analysis  to 
Highway  Safety  Programs. 
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UNOBLIGATED  CARRYOVER  BALANCE 

Mr.  Carr.  Please  also  update  the  breakdown  of  the  unobligated 
balance  carried  forward  into  fiscal  year  1994,  similar  in  format  to 
that  appearing  on  pages  498  through  499  of  last  year's  hearing 
record. 

[The  information  follows:] 

In  the  Operations  and  Research  appropriation,  an  unobligated  balance  of  $12.4 
million  was  brought  forward,  together  with  $1.4  milUon  of  recoveries,  and  made 
available  for  use  in  FY  1994.  Most  of  the  carryover  ($9  million)  was  reserved  for 
three  activities:  the  NDR  program  ($1  million),  the  Simulator  program  ($7  million) 
and  salaries  and  benefits  ($1  million).  The  following  is  a  listing  of  unobligated 
funds: 

Operations  and  research — carryover  of  unobligated  funds  into  fiscal  year  1994 

[In  thousands  of  doUars]  ♦ 

Contract  Program: 

Rulemaking $276 

Enforcement  43 

Highway  Safety: 

NDR 997 

Other  26 

Highway  Safety 1,023 

Research  and  Development: 

Simulator  7,057 

Other  1,519 

Research  and  Development 8,576 

General  Administration  965 

Salaries  and  Benefits  1,001 

Miscellaneous  Operating  Expenses  503 

Recoveries 1,401 

Total  13,778 

Rulemaking — ($276  thousand) — Carryover  for  the  New  Car  Assessment  Program. 

Enforcement— <$43  thousand) — Carryover  associated  with  a  variety  of  enforce- 
ment activities. 

Highway  Safety  Programs— ($1,023  miUion)— Ninety-eight  percent  ($997  thou- 
sand) is  earmarked  for  the  NDR  program  and  the  remaining  $26  thousand  is  associ- 
ated with  various  Highway  Safety  contracts. 

Research  and  Development— ($8,576  million)— Eighty-two  percent  ($7,057  million) 
is  earmarked  for  the  simulator  program  and  the  remaining  $1,519  million  is  associ- 
ated with  a  variety  of  programs,  including  the  Longer  Combination  Vehicle  pro- 
gram, the  National  Accident  Sampling  System,  and  Technology  Transfer. 

General  Administration — ($965  thousand) — Plans  and  Policy  carryover  resulted 
primarily  from  a  delay  in  Program  Evaluation  contracts  ($207  thousand).  Adminis- 
tration's carryover  resulted  from  communications  costs  associated  with  postpone- 
ment of  a  Safety  campaign  and  lower  costs  from  the  transition  to  FTS  2000  ($275 
thousand),  delay  of  an  IRM  activity  ($125  thousand),  and  the  remaining  $358  thou- 
sand was  primarily  derived  from  a  variety  of  line  items  in  the  Working  Capital 
Fund.  All  of  these  fiinds  will  be  obligated  in  FY  1994. 

Salaries  and  Benefits— ($1,001  million) — This  amount  resulted  from  economies  re- 
alized from  a  hiring  freeze  and  vacancies  in  higher  level  positions.  This  amount  will 
be  applied  to  the  cost  of  the  locality  pay  increase  effective  January  1994. 

Miscellaneous  Operating  Expenses— ($503  thousand) — This  amounts  comprises 
carryover  from  field  and  headquarters  travel  and  operating  expenses. 

Recoveries — ($1,401  million) — Contract  underruns  from  a  variety  of  program 
areas  and  other  deobligations  from  prior  years  (FY  1992  and  before). 
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NHTSA  CONTRACTORS 


Mr.  Carr.  Please  update  the  information  on  the  25  largest 
NHTSA  contractors  found  on  pages  500  through  502  of  last  year's 
hearing  record. 

[The  information  follows:] 
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NHTSA  25  LARGEST  DOLLAR  VALUE  CONTRACTORS  IN  FY  93 


RANK       CONTRACTOR 

1    INFORMATION  SYSTEMS  AND  SERVICES,  INC. 
Metro  Plaza  2 

8403  Colesville  Road,  Suite  750 
Silver  Spring,  Maryland  20910 


NUMBER  OF 
ACTIONS* 

15 


DOLLARS* 


$  3,226,411 


2    INFORMATION  MANAGEMENT  CONSULTANTS 
7915  Westpark  Drive 
McLean,  Virginia  22102 


31 


2,778,170 


UNIVERSITY  OF  MICHIGAN 

475  East  Jefferson 

Ann  Arbor,  Michigan   48109-1248 


2,709,497 


CALSPAN  CORPORATION 
Post  Office  box  400 
Buffalo,  New  York   14  22  5 


28 


2,470,765 


JACKSON  MEMORIAL  HOSPITAL 
1611  North  W.  12th  Avenue 
Miami,  Florida   33136 


2,250,000 


6    KHRI,  INC. 

1516  E.  Hillcrest  Street 

Suite  200 

Orlando,  Florida   32802 


51 


1,960,244 


FRONTIER  ENGINEERING 
Post  Office  Box  1023 
Stillwater,  OK   74076-1023 


1,663,164 


8    UNIVERSITY  OF  IOWA 

Division  of  Sponsored  Programs 

100  Gilmore  Hall 

Iowa  City,  Iowa   52242 


1,434,000 


CARNEGIE  MELLON  UNIVERSITY 
School  of  Computer  Science 
5000  Forbes  Avenue 
Pittsburgh,  PA   15213-3890 


1,394,205 
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NUMBER  OF 
JIK       CONTRACTOR  ACTIONS*  DOLLARS* 

10  STATE  OF  NEW  JERSEY  3  998,971 
DIVISION  OF   HIGHWAY  TRAFFIC  SAFETY 

CN048,  Quakerbridge  Plaza 

Building  5,  Room  315 

Trenton,  New  Jersey   08625-0048 

11  INTERNATIONAL  ASSOCIATION  9  992,076 

OF  CHIEFS  OF  POLICE 
1110  North  Glebe  Road,  Suite  200 
Arlington,  Virginia   22201 

12  KLD  ASSOCIATES,  INC.  19  930,164 
3  00  Broadway 

Huntington  Station,  New  York   11746 

13  MOBILITY  SYSTEMS  AND  EQUIPMENT  COMPANY        24  764,502 
6151  West  Century  Boulevard 

Los  angeles,  California   90045 

.4   BATTELLE  HUMAN  AFFAIRS  10  761,995 

505  King  Avenue 
Columbus,  Ohio   43201-2693 

15  NATIONAL  CAPITAL  SYSTEMS,  INC.  10  759,808 
5205  Leesburg  Pike  #400 

Falls  Church,  Virginia   22041 

16  MID-AMERICA  RESEARCH  INSTITUTE  8  747,408 
611  Main  Street 

Winchester,  Massachusetts   01890 

17  INFORMATION  DYNAMICS,  INC.  5  742,523 
600  Maryland  Avenue,  S.W. 

Suite  308E 

Washington,  D.C.   20024 

18  AMERICAN  ASSOCIATION  OF  2  673,000 

MOTOR  VEHICLE  ADMINISTRATORS 
1201  Connecticut  Avenue,  NW 
Suite  910 
Washington,  D.C.    2  0036 
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XK 


CONTRACTOR 


19   MEDICAL  COLLEGE  OF  WISCONSIN 
Post  Office  Box  26509 
8701  Watertown  Plank  Road 
Milwaukee,  Wisconsin  53226 


NXntBER  OF 
ACTIONS* 


DOLLARS* 

667,479 


20   INDIANA  UNIVERSITY 

355  North  Lansing  Street 
Indianapolis,  Indiana 


637,803 


21   ADVANCED  SYSTEMS  DEVELOPMENT,  INC. 
2800  Shirlington  Road 
Arlington,  Virginia   22206 


612,913 


22   DEVELOPMENT  ASSISTANCE  CORPORATION 
1415  11th  Street,  NW 
Washington,  DC  20001 


608,900 


23   GLOBAL  EXCHANGE,  INC. 
37  South  Detroit  Street 
Xenia,  Ohio  45385 


14 


579,969 


24   SOUTHWEST  RESEARCH  INSTITUTE 
62  00  Culebra  Road 
San  Antonio,  Texas   78238 


539,275 


25   CONRAD  TECHNOLOGIES,  INC. 
10  Valley  Stream  Parkway 
Malvern,  PA   19355 


529,678 


GRAND  TOTAL 


$31,432,920 


New  Contracts  and  Funding  Modifications 
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OTHER  PERSONNEL  COSTS 


Mr.  Carr.  Please  update  the  office-by-office  breakdown  of  "other 
personnel"  costs,  similar  to  that  shown  on  page  504  of  last  year's 
hearing  record,  by  deleting  1990  and  adding  an  estimate  for  1995. 

[The  information  follows:] 


321 


(In  thousands  of  dollars) 
1991      1992     1993     1994 


1995 


Rulemaking 
Overtime 
Terminal  Leave 
Awards 

0 
12 
39 

0 

1 
55 

3 

1 
58 

3 

1 
60 

3 

1 
61 

Subtotal 

51 

56 

62 

64 

65 

Enforcement  Program 
Overtime 
Terminal  Leave 
Awards 

33 
26 
52 

37 
14 
58 

19 
19 
72 

20 
20 
75 

20 
20 
76 

Subtotal 

111 

109 

110 

115 

116 

Highway  Safety  Program 
Overtime 
Terminal  Leave 
Awards 

1 

5 

63 

11 

45 

191 

6 

71 

178 

6 

74 
186 

6 

75 

189 

Subtotal 

69 

247 

255 

266 

270 

Research  and  Analysis 
Overtime 
Terminal  Leave 
Awards 

1 
50 
44 

1 

5 

118 

0 
46 
83 

0 
48 
87 

0 
49 
88 

Subtotal 

95 

124 

129 

135 

137 

Office  of  the  Administrator 
Overtime 
Terminal  Leave 
Awards 

4 
61 
42 

8 
13 
68 

7 
20 
55 

7 
21 
57 

7 
21 
58 

Subtotal 

107 

89 

82 

85 

86 

General  Administration 
Overtime 
Terminal  Leave 
Awards 

49 

5 

68 

55 

8 

115 

55 

33 

114 

57 

34 

119 

58 

35 

121 

Subtotal 

122 

178 

202 

210 

214 

Grand  Total 
Overtime 
Terminal  Leave 
Awards 

88 
159 
308 

112 

85 

606 

90 
190 
560 

93 
198 
584 

94 
201 
593 

Subtotal 

555 

803 

840 

875 

888 

FY  1993  Actual  Obligations 

FY  1994  Estimated  Obligations  (4.23%  increase  over  1993) 

FY  1995  Estimated  Obligations  (1.6%  over  1994) 
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RECRUITMENT  AND  RETENTION  BONUSES 

Mr.  Carr.  Please  provide  for  the  record  your  estimated  allocation 
for  recruitment  and  retention  bonuses  in  fiscal  year  1994  and  the 
planned  allocation  for  fiscal  year  1995. 

[The  information  follows:] 

The  National  Highway  Traffic  Safety  Administration  did  not  allocate  funds  for  re- 
cruitment and  retention  bonuses  in  fiscal  year  1994,  and  does  not  intend  to  do  so 
in  fiscal  year  1995. 

SES  POSITIONS 

Mr.  Carr.  Please  provide  a  listing  of  all  SES  positions  by  posi- 
tion, title,  and  grade. 

[The  information  follows:] 

Position:  Grade 

Deputy  Administrator  6 

Executive  Director  6 

Chief  Counsel  5 

Senior  Assistant  Chief  Counsel  2 

Assistant  Chief  Counsel  (Rulemaking)  4 

Assistant  Chief  Counsel  (Litigation)  4 

Associate  Administrator  for  Plans  and  PoUcy  5 

Director,  Office  of  Regulatory  Analysis 3 

Director,  Office  of  Budget  &  Policy  Development  2 

Director,  Office  of  Strategic  Planning  &  Evaluation  4 

Associate  Administrator  for  Administration  5 

Associate  Administrator  for  Traffic  Safety  Programs 5 

Director,  Office  of  Alcohol  and  State  Programs  4 

Director,  Office  of  Occupant  Protection  4 

Director,  Office  of  Driver  &  Pedestrian  Research  4 

Chief,  Problem-Behavior  Research  Division 4 

Associate  Administrator  for  Regional  Operations 5 

Associate  Administrator  for  Research  &  Development  5 

Special  Assistant  for  Technology  Transfer  Policy  &  Programs 4 

Director,  Office  of  Crashworthiness  Research 4 

Director,  Office  of  Crash  Avoidance  Research 4 

Director,  National  Center  for  Statistics  and  Analysis  4 

Chief,  Accident  Investigation  Division 4 

Director,  Vehicle  Research  and  Test  Center  4 

Associate  Administrator  for  Rulemaking 5 

Director,  Office  of  Vehicle  Safety  Standards  3 

Director,  Office  of  Market  Incentives 4 

Associate  Administrator  for  Enforcement 5 

Director,  Office  of  Defects  Investigation  2 

Director,  Office  of  Vehicle  Safety  Compliance 4 

SES  BONUS  AWARDS 

Mr.  Carr.  Please  update  the  listing  of  SES  bonus  awards  shown 
on  page  506  of  last  year's  hearing  record  by  providing  data  for  1990 
through  1994. 

[The  information  follows:] 

Fiscal  Year  1990: 

Howard  Smolkin,  Executive  Director $7,200 

Kenneth  Weinstein,  Assistant  Chief  Counsel  (Litigation)  4,520 

Donald  BischofF,  Associate  Administrator  for  Plans  and  PoUcy  6,820 

Michael  Brownlee,  Associate  Administrator  for  Traffic  Safety  Programs  4,520 

George  Parker,  Assocaite  Administrator  for  Research  and  Development  4,640 

Barry  Felrice,  Associate  Administrator  for  Rulemaking  7,020 

William  Boehly,  Associate  Administrator  for  Enforcement  4,520 

Adele  Derby,  Associate  Administrator  for  Regional  Operations 7,020 

Total  46,260 
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Fiscal  Year  1991: 

Howard  Smolkin,  Executive  Director 5,957 

Barbara  Keman,  Associate  Administrator  for  Administration 5,754 

Kenneth  Weinstein,  Assistant  Chief  Counsel  (Litigation)  5,528 

Donald  BischofF,  Associate  Administrator  for  Plans  and  Policy  12,553 

Michael  Brownlee,  Associate  Administrator  for  Traffic  Safety  Programs  5,754 

James  Nichols,  Director,  Office  of  Occupant  Protection  8,342 

George  Parker,  Associate  Administrator  for  Research  and  Development  5,754 

Barry  Felrice,  Associate  Administrator  for  Rulemaking  5,754 

William  Boehly,  Associate  Administrator  for  Enforcement  5,754 

Adele  Derby,  Associate  Administrator  for  Regional  Operations 12,553 

Total  73,703 

Fiscal  Year  1992: 

Howard  Smolkin,  Executive  Director 9,080 

William  Boehly,  Associate  Administrator  for  Enforcement  8,772 

Donald  BischofF,  Associate  Administrator  for  Plans  and  Policy  5,523 

Barry  Felrice,  Associate  Administrator  for  Rulemaking  5,523 

Adele  Derby,  Associate  Administrator  for  Regional  Operations  5,523 

Michael  Brownlee,  Associate  Administrator  for  Traffic  Safety  Programs  5,523 

James  Hedlund,  Director,  Office  of  Alcohol  and  State  Programs  5,304 

James  Nichols,  Director,  Office  of  Occupation  Protection  5,304 

Kenneth  Weinstein,  Assistant  Chief  Counsel  (Litigation)  5,304 

WiUiam  Leasure,  Director,  Office  of  Crash  Avoidance  Research 5,304 

Robert  Shelton,  Director,  Office  of  Regulatory  Analysis  4,590 

WiUiam  Walsh,  Director,  National  Center  for  Statistics  and  Analysis 5,304 

Stephen  Wood,  Assistant  Chief  Counsel  (Rulemaking)  5,304 

Total  76,358 

Fiscal  Year  1993: 

WiUiam  Boehly,  Associate  Administrator  for  Enforcement,  6,708 

Adele  Derby,  Associate  Administrator  for  Regional  Operations 5,590 

Bany  Felrice,  Associate  Administrator  for  Rulemaking  5,590 

WUhe  Gilmore,  Director,  Office  of  Budget  &  Policy  Development  4,645 

James  Hedlund,  Director,  Office  of  Alcohol  and  State  Programs  5,365 

William  Leasure,  Director,  Office  of  Crash  Avoidance  Research 5,365 

Howard  Smolkin,  Executive  Director 5,785 

George  Parker,  Associate  Administrator  For  Research  &  Development  ....  5,590 

Total  44,638 

PERMANENT  CHANGE  OF  STATION  MOVES 

Mr,  Carr.  Please  update  the  data  on  permanent  change-of-sta- 
tion  moves  as  shown  on  page  508  of  last  year's  hearing  record. 
[The  information  follows:] 

PERMANENT  CHANGE  OF  STATION  DATA 


Fiscal  year  moves 


Amount 
budgeted 


Number  of 
moves 


Average 

cost  per 

move 


1990  $200,000  10  $18,535 

1991  200,000  3  15,733 

1992  200,000  1  3,000 

1993  120,000  1  31,000 

1994  est 60,000  3  20,000 


AUTHORIZING  LEGISLATION 

Mr.  Carr.  Please  identify  any  components  of  your  budget  request 
for  fiscal  year  1995  which  lack  authorizing  legislation  or  are  contin- 
gent on  the  passage  of  new  authorizing  legislation. 

[The  information  follows:] 

The  budget  includes  a  request  to  continue  funding  authority  for  the  National 
Driver  Register  program.  Continuation  is  requested  for  fiscal  year  1995  because 
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funding  authority  was  only  provided  through  fiscal  year  1994  by  Section  2007  of  the 
Intennodal  Surface  Transportation  Efficiency  Act  of  1991.  [Section  2007  of  ISTEA 
amended  Section  211(b)  of  the  National  Driver  Register  Act  of  1982.]  As  part  of  the 
fiscal  year  1995  budget,  a  request  is  made  to  amend  Section  211(b)  of  the  National 
Driver  Register  Act  in  order  to  authorize  $2.55  milUon  of  new  authority.  This  new 
authority  plus  the  planned  carryover  of  unused  authority  of  $850  thousand  will  sup- 
port an  obligation  level  of  $3.4  million  in  fiscal  year  1995  as  requested. 

The  request  for  new  authority  is  proposed  as  Section  320  of  the  General  Provi- 
sions to  be  included  in  the  Department  of  Transportation  and  Related  Agencies  Ap- 
propriations Act  of  1995.  [See  FY  1995  Budget  Appendix,  page  710.] 

U.S.  INTERNATIONAL  SAFETY  RANKING 

Mr.  Carr.  Last  year,  NHTSA  reported  that  the  annual  number 
of  highway  deaths  continued  a  four-year  decUne,  dropping  to 
39,235  fatalities  in  1992.  This  year,  your  preliminary  1993  data  in- 
dicate a  slight  increase  in  the  number  of  fatalities  to  39,850  fatali- 
ties. 

I  have  seen  some  data  that  suggest  that  in  comparison  to  the 
highway  safety  performance  of  other  countries,  we  could  be  doing 
much  better.  When  one  looks  at  fatality  per  population  ratios,  a 
number  of  countries  like  Australia,  West  Grermany,  Italy,  Japan, 
and  Great  Britain  look  better  than  the  U.S.  Tell  us  how  the  U.S. 
ranks  internationally  on  comparisons  of  fatalities  per  population, 
and  fatalities  per  vehicle  miles  travelled. 

[The  information  follows:] 

The  following  tables  show  that  in  1992  the  United  States  has  the  lowest  fatality 
rate  by  Vehicle  Kilometer  of  Travel,  however,  Norway  has  the  lowest  fatality  rate 
per  population.  The  United  States  ranks  12th  per  popiilation. 
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HIGHWAY  FATALITIES  PER  100  MILLION  VEHICLE  KILOMETERS  TRAVELED 
FOR  SELECTED  COUNTRIES 


1989 

FATALITY 

RATE 

1990 

FATALITY 

RATE 

1991 

FATALITY 

RATE 

1992 

FATALITY 

RATE 

AUSTRIA 
BELGIUM 
DENMARK 

3.5(4) 

3.7 

1.9 

3.4 
N/A 
1.7 

3.2 
3.3 
1.6 

2.9 
N/A 
1.5 

FINLAND 
FRANCE 
GERMANY  (FEDERAL  REPUBLIC) 

1.9 

2.5(3) 

1.8 

1.6 

2.4(3) 

1.7 

1.6 
2.2 

2.1 

1.4 
2.0 
1.9 

GREAT  BRITAIN 

IRELAND 

ITALY 

1.7 
1.9 
1.8 

N/A 
1.9 
1.7 

1.1 
1.8 
1.9 

N/A 
1.5 
N/A 

JAPAN 

MEXICO 

NETHERLANDS 

1.9(2) 

9.8 

1.5(1) 

1.9(2) 
10.0 
1.4(1) 

1.8 
N/A 
1.3 

1.7 
N/A 
1.3 

NORWAY 

SPAIN 

SWEDEN 

N/A 

6.8(2) 

1.4 

1.2 

N/A 
1.2 

1.2 
N/A 
1.0 

1.2 

4.8(2) 
N/A 

TURKEY 
UNITED  STATES 

24 
1.3 

23 
1.3 

24 
1.2 

22 

1.1 

SOURCE:  'Statistics  of  Road  Traffic  Accidents  in  Europe"  (United  Nations) 
•World  Road  Statistics"  (International  Road  Federation) 

N/A  -  Not  Available 

(1)  Excludes  Cyclists 

(2)  Deaths  within  24  hours 

(3)  Deaths  within  6  days 

(4)  Deaths  within  3  days 


Note:  VMT  used  to  compute  rates  are  based  on  estimates  of  varing  degree  of  accuracy. 
They  should  therefore  be  regarded  rather  as  order  of  magnitude 
than  as  precise  statistics. 
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HIGHWAY  FATALITIES  PER  100,000  POPULATION 
FOR  SELECTED  COUNTRIES 


1990 

1991 

1992 

Fatality 

Fatality 

Fatality 

Rate 

Rate 

Rate 

Austria 

18.20 

17.74 

15.94 

Australia 

13.68 

12.22 

N/A 

Belgium 

19.94 

18.88 

16.72 

Canada 

14.91 

13.73 

N/A 

Denmark 

12.36 

11.81 

11.14 

Finland 

13.04 

12.66 

11.92 

France 

18.26 

16.99 

15.83 

Germany 

12.50 

11.74 

13.19 

Greece 

17.32 

17.82 

N/A 

Hungary 

23.01 

20.08 

20.36 

Ireland 

13.86 

12.75 

11.67 

Italy 

11.48 

12.98 

N/A 

Japan 

9.09 

8.95 

N/A 

Mexico 

6.25 

6.33 

N/A 

Netherlands 

9.17 

8.53 

8.47 

New  Zealand 

22.15 

19.64 

N/A 

Norway 

7.81 

7.56 

7.55 

Poland 

19.41 

20.90 

18.11 

Portugal 

22.42 

23.83 

22.74 

Romania 

16.25 

13.16 

12.38 

Spain 

17.69 

17.26 

15.39 

Sweden 

9.05 

8.70 

8.74 

Switzerland 

14.15 

12.68 

12.09 

Turkey 

10.97 

10.68 

10.53 

United  Kingdom 

9.42 

8.26 

7.57 

U.S.A. 

17.88 

16.27 

15.38 

Source:  'Statistics  of  Road  Traffic  Accidents  in  Europe" 
(United  Nations) 
"World  Road  Statistics" 
(International  Road  Federation) 
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LEADING  FATALITY  CRASH  MODES 

Mr.  Carr.  In  previous  years,  the  majority  of  highway  fatalities 
have  occurred  due  to  front,  side  and  rollover  crashes.  Can  you  com- 
ment on  whether  this  is  still  the  case? 

[The  information  follows:] 

The  following  table  shows  that  the  majority  of  highway  occupant  fatalities  (ap- 
proximately 78  percent)  do  occur  in  front,  side  and  roUover  crashes  with  the  highest 
number  of  occupant  fataUties  (approximately  42  percent)  occurring  in  frontal  colli- 
sions. 

MOTOR  VEHICLE  OCCUPANT  FATALITIES  BY  CRASH  TYPE 

[Point  of  Impact] 

Impact  point  1990  1991  1992 

Front  15,634  14,433  13,736 

Side  10,163  9,797  9,086 

Rollover 8,791  8,225  7,919 

Rear 990  891  872 

Unknown 1,556  1,394  1,256 

Total  occupant  fatalities  37,134         34,740         32,869 

Total  fatalities  44,599         41,508         39,235 

EFFECTIVENESS  OF  CRASH  AVOIDANCE  VS.  CRASHWORTHINESS 

Mr.  Carr.  Also,  can  you  comment  on  the  extent  to  which  traffic 
fatalities  are  due  to  driver  error  and  behavior,  as  compared  with 
vehicle  and  highway  design,  and  the  potential  that  you  see  for  fur- 
ther improvements  stemming  from  crash  avoidance  versus  crash- 
worthiness  strategies? 

[The  information  follows:] 

In  one  major  study  (the  Indiana  Tri-Level  Study),  driver  errors  were  cited  as  con- 
tributing causal  factors  in  93  percent  of  crashes.  In  contrast,  environmental  factors 
and  vehicle  factors  were  cited  34  percent  and  13  percent,  respectively.  These  per- 
centages add  to  more  than  100  since  more  than  one  factor  could  be  cited.  Human 
error  and  behavior,  including  both  unsafe  driving  acts  (e.g.,  alcohol,  reckless  driving) 
and  inadvertent  errors  (e.g.,  "looked  but  did  not  see"),  are  also  cited  as  the  primary 
contributing  factors  in  most  fatal  crashes.  Although  "hvunan  error"  is  a  predominant 
crash  contributing  factor,  changes  in  vehicle  design  can  affect  the  probability  of 
human  error,  and  thus  crash  involvement.  Improvements  to  standard  vehicle  design 
features  (e.g.,  lights,  signals,  displays,  controls)  as  well  as  the  introduction  of  ad- 
vanced-technology collision  avoidance  systems  can  significantly  reduce  certain  crash 
types,  although  the  systems  must  be  introduced  prudently.  Over  the  past  20  years, 
the  technology  has  been  available  to  make  significant  progress  in  improving  the 
crashworthiness  and  occupant  protection  of  motor  vehicles,  and  the  improvements 
have  been  impressive.  Today,  FVHS  offers  the  opportunity  to  make  significant  addi- 
tional gains  in  the  crash  avoidance  area.  Since  both  areas  are  likely  to  3ield  signifi- 
cant s^ety  payoffs,  both  areas  should  be  pursued  vigorously.  No  matter  how  suc- 
cessful the  crash  avoidance  program  is,  crashes  will  occur,  and  there  is  a  need  to 
provide  as  much  protection  as  practicable. 

LEADING  CAUSES  OF  DEATH/PREMATURE  DEATH 

Mr.  Carr.  Last  year,  we  talked  about  the  fact  that  in  1989  high- 
way fatalities  were  the  fourth  leading  cause  of  death  in  the  United 
States  after  heart  diseases,  cancer  and  pulmonary  diseases,  and 
the  fifth  leading  cause  of  premature  deaths.  Would  you  update  us 
on  the  most  recent  statistics? 

[The  information  follows:] 
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The  following  table  shows  the  fifteen  leading  causes  of  death  for  the  U.S.  in  1991, 
the  most  recent  data  available  from  the  National  Center  for  Health  statistics! 
Deaths  from  motor  vehicle  traffic  crashes  rank  eighth,  after  heart  disease,  cancer, 
cerebrovascular  diseases,  pulmonary  diseases,  pneumonia,  diabetes,  and  non- 
transport  accidents. 
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The  15  Leading  Causes  of  Death  (1) 
All  Ages,  All  Races  and  Both  Sexes 
United  States,  1991 


Cause  of  Death 

Diseases  of  the  Heart 

Maligant  Neoplasms  (Cancer) 

Cerebrovascular  Diseases 

Chronic  Obstructive 
Pulmonary  Diseases 

Pneumonia 

Diabetes  Mellitus 

Nontransport  Accidents 

Kotor  Venicle  Irafiic 
Accidents 

Suicide 

Human  Immunodeficiency 
Virus  Infecticr.  (HIV) 

Homicide  and  Legal 
Intervention 

Chronic  Liver  Disease 
and  Cirrhcsis 

Symptoms,  Signs  and 

Ill-Defined  Conditions 

Nephritis,  Nephrotic  Syndrome 
and  Nephrosis 

Septicemia 

All  Other  Causes 

TOTAL  DEATHS,  ALL  CAUSES 


Number  of 
Deaths 

Percent  of 
Total 

Rank 

720,862 

33.3 

1 

514,657 

23.7 

2 

143,481 

6.6 

3 

90,650 

4.2 

4 

76,723 

3.5 

5 

48,951 

2.2 

6 

43,050 

2.0 

7 

42,621 

2.0 

8 

30,810 

1.4 

9 

29,555 

1.4 

10 

26,513 

1.2 

11 

25,429 

1.2 

12 

24,342 

1.1 

r 

13 

21,360 

1 
1.0 

14 

19,691 

0.9 

15 

310,823 

14.3 

,169,518 

100.0 

(1)  Deaths  of  residents  of  the  U.S.  only. 
Source:   National  Center  for  Health  Statistics 
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ADMINISTRATION  PRIORITIES  FOR  NHTSA 

Mr.  Carr.  Now  that  we  have  reviewed  the  fatality  statistics,  I 
would  like  to  raise  some  questions  about  your  strategic  goals  for 
addressing  highway  safety.  Deputy  Administrator  Hart,  this  is 
your  first  appearance  before  the  subcommittee  in  your  new  capac- 
ity. I  know  that  you  have  just  recently  been  officially  appointed, 
but  we  are  well  aware  of  your  work  on  important  transportation 
safety  issues  during  your  tenure  as  a  member  of  the  National 
Transportation  Safety  Board.  I  would  like  to  get  your  comments  on 
where  you  see  the  agency  headed  and  what  some  of  your  priorities 
will  be  over  the  next  several  years. 

[The  information  follows:] 

You  are  right  that  I  was  only  recently  appointed.  I  am  learning  a  lot  about  how 
the  much  broader  program  of  the  National  Highway  Traffic  Safety  Administration 
works.  It  includes  vehicle  and  human  behavior  research,  development,  and  dem- 
onstration; regulatory  and  enforcement  programs;  technical  assistance  and  grants; 
consumer  programs;  and  more.  By  comparison,  the  National  Transportation  Safety 
Board  is  primarily  concerned  with  investigation  and  analysis  of  transportation  acci- 
dents. 

Also,  since  I  am  the  Deputy  Administrator,  I  will  look  to  the  strategic  direction 
of  our  new  Administrator  who  we  expect  to  be  on  board  in  the  near  future.  Because 
of  his  medical  background,  we  expect  that  he  will  stress  the  public  health  and  epide- 
miological aspects  of  the  agency's  programs. 

I  am  highly  committed  to  the  safety  mandate  of  the  NHTSA  and  believe  that  its 
mix  of  education,  enforcement,  and  engineering  approaches  is  approximately  correct 
and  appropriate  to  meet  the  nation's  highway  safety  challenges.  As  you  are  aware, 
NHTSA  is  completing  a  strategic  planning  process  that  will  help  to  set  a  future  di- 
rection for  the  agency,  and  I  am  very  much  a  contributor  to  and  supporter  of  this 
planning  activity. 

STRATEGIC  PLAN — STATUS  AND  CONTENT 

Mr.  Carr.  Last  year,  NHTSA  indicated  that  the  agency  would 
complete  a  long  range  strategic  plan,  based  on  demographic,  eco- 
nomic, institutional,  and  technological  forecasts  related  to  highway 
safety  into  the  21st  Century.  Can  you  tell  us  whether  you  have 
completed  your  strategic  plan;  what  it  contains;  and  how  it  will 
complement  the  strategic  plan  for  the  Department  of  Transpor- 
tation announced  earlier  this  year  by  the  Secretary? 

[The  information  follows:] 

The  agency  has  not  yet  completed  its  strategic  plan  and  therefore  cannot  tell  you 
what  it  will  contain.  It  was  delayed  due  to  the  agency's  participation  in  the  National 
Performance  Review  (NPR)  and  because  we  wanted  to  ensure  that  our  new  leader- 
ship had  an  opportunity  to  participate  in  its  development.  The  plan  should  be  re- 
leased this  summer. 

The  Department's  strategic  plan  has  several  elements  that  directly  concern 
NHTSA.  Perhaps  the  most  important  to  us  is  Goal  4.1  concerning  safety.  That  goal 
contains  the  vast  majority  of  NHTSA's  program.  Since  the  initial  printing  of  the 
plan,  that  goal  has  been  restated  as  follows: 

Implement  a  comprehensive  strategy  toward  ending  death  and  injury  on  the  high- 
ways with  significant  public  outreach  and  education;  aggressive  enforcement;  pro- 
motion of  new  safety  technology;  advanced  public  health  strategies  and  techniques; 
collaboration  with  safety  and  business  organizations;  and  cooperation  with  state  and 
local  governments. 

NHTSA's  strategic  plan  will  be  fully  consistent  with  this  Departmental  goal.  In 
addition,  the  Department's  plan  calls  for  development  of  the  Intelligent  Vehicle/ 
Highway  System  (IVHS).  The  agency's  plan  will  support  this  with  crash  avoidance 
research  into  the  application  of  computers,  sensors,  communications  systems,  and 
global  positioning  to  the  problem  of  safe  vehicle  operation  and  control.  NHTSA's 
rVHS  program  is  looking  toward  cooperation  with  industry  in  establishing  standard- 
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ized  test  procedures  and  operating  protocols  for  these  systems  and  assessing  the 
safety  imphcations  of  all  IVHS  technologies. 

Finally,  the  agency's  organizational,  management,  and  customer  service  reforms 
will  be  fully  consistent  with  Goal  7  of  the  Departmental  plan  which  encompasses 
much  of  what  was  developed  in  the  NPR  last  year.  We  were  strong  participants  in 
NPR,  and  look  forward  to  making  a  number  of  improvements  in  the  ways  we  do 
business. 

STRATEGIC  PLAN — ^FLEXIBILITY  FOR  AUTO  MANUFACTURERS 

Mr.  Carr.  The  Vice  President's  National  Performance  Review  in- 
cluded a  recommendation  that  the  Department  of  Transportation 
"encourage  innovations  in  automotive  safety."  I  understand  that 
part  of  your  strategic  planning  process  has  involved  looking  at 
ways  in  which  the  automobile  manufacturers  might  be  given  more 
flexibility  in  meeting  safety  standards,  particularly  in  order  to 
stimulate  technological  innovations  that  might  result  in  improved 
safety.  Can  you  elaborate  on  what  the  agency  is  considering? 

[The  information  follows:] 

At  present,  the  Safety  Act  authorizes  NHTSA  to  grant  exemptions  from  the  safety 
standards  to  vehicles  that  contain  new  safety  features  on  a  finding  that  the  features 
provide  a  level  of  safety  equivalent  to  that  established  in  the  applicable  Federal 
Motor  Vehicle  Safety  Standards  (FMVSS),  that  they  have  low  emission  characteris- 
tics, or  that  the  vehicles  overall  safety  is  equivalent  to  the  level  established  in  the 
FMVSS.  These  exemptions,  however,  are  limited  to  2,500  vehicles  a  year  and  cannot 
last  for  more  than  two  years.  The  NPR  has  recommended  that  legislative  changes 
be  made  to  the  Safety  Act  to  make  the  exemption  a  more  attractive  mechanism  for 
encouraging  safety  innovations. 

To  ensure  that  all  factors  relevant  to  expanding  the  exemption  are  thoroughly  ex- 
amined, the  agency's  Strategic  Planning  Division  formed  a  working  group  consisting 
of  staff  from  Rulemaking,  Chief  Counsel,  and  Research  and  Development.  The  work- 
ing group  is  considering  several  relevant  -issues.  These  issues  include:  (1)  increasing 
the  number  of  vehicles  exempted;  (2)  increasing  the  number  of  years  for  which  such 
exemptions  can  be  granted;  and  (3)  changing  the  conditions  for  qualification  for  the 
exemptions. 

The  manufacturers  know  best  what  changes  to  the  exemption  would  make  it  more 
attractive  to  them  in  the  future.  Therefore,  the  agency  has  decided  to  draft  and  pub- 
lish a  Federal  Register  notice  soliciting  comments  and  suggestions  from  our  inter- 
ested constituents.  We  expect  to  publish  the  notice  within  the  next  30  days.  Using" 
the  input  we  receive  in  response  to  the  notice,  the  agency  will  crafl  a  legislative  pro- 
posal to  alter  the  limitations  of  our  current  authority  to  grant  exemptions.  We  be- 
lieve the  thoroughness  of  our  efforts  will  produce  a  better  legislative  proposal  that 
will  result  in  a  more  effective  mechanism  for  encouraging  safety  innovations  and 
will  have  more  chance  of  passage  by  the  Congress. 

NEGOTIATED  RULEMAKING  PROCESS 

Mr.  Carr.  NHTSA  is  considering  the  use  of  a  negotiated  rule- 
making process  in  one  or  more  rulemakings.  Would  you  comment 
on  how  this  process  might  work,  which  rulemakings  might  be  in- 
cluded, and  what  response  you  have  received  from  the  automobile 
and  safety  community  about  proceeding  in  this  manner? 

[The  information  follows:] 

The  process  of  negotiation  precedes  the  normal  rulemaking  path  and  adds  to  it 
a  series  of  public  meetings  where  a  selected  group  of  parties  discuss  probable  solu- 
tions for  resolving  the  issues  of  the  rulemaking.  The  result  of  the  public  meetings 
is  an  agreement  among  the  parties  on  the  substance  of  a  notice  of  proposed  rule- 
making (NPRM).  The  agreement  also  signifies  that  the  parties  involved  will  com- 
ment favorably  on  the  NPRM.  The  agency  then  develops  and  publishes  the  NPRM. 
Should  issues  be  aired  by  other  commenters  to  the  notice,  the  negotiating  parties 
may  meet  again  to  resolve  the  new  information  or  issues.  The  agency  then  proceeds 
with  the  rulemaking  to  achieve  a  final  rule. 
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In  response  to  a  notice  of  request  for  comment  on  using  the  negotiated  rulemaking 
process  for  agency  rules  the  American  Automobile  Manufacturers  Association  was 
in  favor  of  this  process  and  recommended  that  a  rulemaking  on  headlamp  aimability 
be  considered.  Toyota  also  favored  negotiation  and  recommended  glazing  light  trans- 
mittance,  rollover  and  electric  vehicle  brake  systems  as  candidate  rulemakings.  Ad- 
vocates for  Highway  and  Auto  Safety  strongly  opposed  the  use  of  negotiated  rule- 
making on  issues  that  directly  affect  vehicle  and  highway  safety  regulations,  includ- 
ing Federal  motor  vehicle  safety  standards.  It  beUeved  tJfiat  safety  is  a  fundamental 
value  that  is  inappropriate  to  negotiate. 

The  only  negotiated  rulemaking  being  considered  would  address  headlamp 
aimability  requirements.  A  rulemaking  on  glazing  transmission  requirements  had 
been  considered  for  negotiated  rulemaking  in  late  1992,  but  the  agency  determined 
that  there  was  no  Ukelihood  that  it  would  be  able  to  compromise  on  issues  related 
to  safety,  and  thus  consideration  of  negotiating  was  dropped. 

STRATEGIC  PLAN — NHTSA/FHWA  COORDINATION 

Mr.  Carr.  Has  your  strategic  planning  process  included  review- 
ing NHTSA's  relationship  with  other  modal  administrations  within 
DOT,  specifically  FHWA?  Some  of  your  critics  believe  that  there  is 
not  enough  coordination  between  NHTSA  and  FHWA,  with  regard 
to  the  management  of  the  highway  safety  grant  programs  (Section 
402),  overlapping  public  outreach  and  information  campaigns,  and 
coordination  of  accident  and  driver  safety  data  bases.  Would  you 
comment  on  how  NHTSA  is  addressing  these  issues  and  concerns? 

[The  information  follows:] 

Yes.  In  July  1992,  the  agency  issued  a  Federal  Register  notice  inviting  comments 
on  a  number  of  issues  critical  to  the  agency's  strategic  planning  initiative.  The  no- 
tice included  questions  pertaining  to  5fHTSA's  institutional  relationships.  A  sum- 
mary of  the  comments  received  indicates  that  some  of  our  constituents  beUeve  that 
there  is  a  need  for  closer  coordination  between  NHTSA  and  FHWA.  We  are  also 
doing  an  internal  review  examining  our  relationship  with  FHWA  and  the  many 
other  public  and  private  sector  organizations  that  the  agency  does  business  with. 
The  information  gleaned  from  these  two  efforts  is  being  considered  by  NHTSA  sen- 
ior management  as  part  of  their  strategic  planning  deliberations.  The  agency's  stra- 
tegic plan  (to  be  released  this  summer)  will  provide  the  framework  for  improving 
how  NHTSA  does  business,  including  how  we  coordinate  with  FHWA  and  other  or- 
ganizations. 

While  improvements  in  coordination  between  NHTSA  and  FHWA  can,  and  will 
be  made,  the  two  agencies  are  successfully  coordinating  several  joint  activities. 
These  include  efforts  relating  to  safety  management  systems,  IVHS,  railroad  cross- 
ings, speed  control,  heavy  truck  safety,  and  crash  data. 

COORDINATION  BETWEEN  NHTSA,  REGIONS  AND  STATES 

Mr.  Carr.  Concerns  have  also  been  raised  by  the  States  about 
NHTSA's  management  of  traffic  safety  programs  in  headquarters 
and  the  coordination  of  these  activities  with  regional  operations.  In 
theory,  the  Office  of  Traffic  Safety  Programs  has  responsibility  for 
research  and  program  development  and  the  regional  offices  have 
responsibility  for  program  implementation.  In  practice,  however, 
there  appear  to  be  areas  of  overlap  and  duplication  £ind  unclear 
lines  of  decision-making  and  communication  between  NHTSA  head- 
quarters, the  regional  offices  and  the  states.  Would  you  comment 
on  these  concerns  and  what  you  plan  to  do  to  address  them? 

[The  information  follows:] 

The  creation  of  the  office  of  regional  operations  was  only  one  of  several  organiza- 
tional changes  that  occurred  in  mid- 1991  which  resiilted  in  shifts  of  responsibihty 
within  the  agency.  The  behavioral  research  office  was  moved  from  research  and  de- 
velopment to  traffic  safety  programs.  Traffic  safety  programs  also  has  responsibihty 
for  program  development,  demonstration  and  evaluation.  Program  implementation 
was  transferred  to  the  regional  operations  office. 
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Over  this  two-year  period,  we  have  moved  from  shared  responsibilities  between 
headquarters  and  field  offices  to  more  clearly  delineated  functions.  There  has  been 
increased  communication  among  the  offices  to  make  sure  that  critical  areas  are  not 
overlooked  and  that  our  customers  are  well  served.  As  with  any  organization  in  a 
period  of  change,  some  responsibilities  may  at  times  appear  blurred.  However,  most 
of  the  growing  pains  have  disappeared,  and  our  interactions  between  offices  and 
with  the  states  are  on  solid  footing. 

PRIORITY  PLAN  UPDATE 

Mr.  Carr.  Last  year  in  our  Committee  report,  the  Committee  ap- 
plauded NHTSA's  1992-1994  priority  plan,  "Moving  America  Safe- 
ly" and  encouraged  you  to  issue  an  updated  plan  which  establishes 
short-term  objectives  and  milestones  for  the  agency.  What  are  your 
plans  for  updating  this  document? 

[The  information  follows:] 

NHTSA  appreciates  your  kudos  on  the  priority  plan.  The  agency  has  found  it  to 
be  a  very  useful  way  of  organizing  our  thinking  about  what  NHTSA  should  be 
doing,  communicating  it  to  our  customers  and  the  public,  and  managing  the  activi- 
ties of  the  agency  to  ensure  that  we  focus  our  resources  on  ovu*  most  critical  goals 
and  objectives. 

NHTSA  is  currently  in  the  process  of  developing  the  agency's  first  strategic  plan, 
and  we  expect  to  have  a  draft  of  that  plan  this  summer.  Following  that,  the  agency 
will  develop  business  implementation  plans  in  each  of  our  major  program  areas.  A 
summary  of  those  business  plans  will  provide  a  document  similar  to  the  Priority 
Plan  spelling  out  the  agency's  activities,  objectives,  and  milestones  over  the  next 
several  years. 

MOTOR  CARRIER  SAFETY  PLAN 

Mr.  Carr.  The  fiscal  year  1995  budget  estimate  includes  an  $18 
million,  or  28  percent  increase,  in  funding  for  the  Motor  Carrier 
Safety  Program  which,  as  you  know,  is  focused  on  improving  high- 
way safety  by  reducing  accidents  involving  commercial  trucks.  In 
contrast,  the  1995  budget  estimate  for  NHTSA,  which  is  respon- 
sible for  all  highway  safety  activities,  is  $277.2  million,  a  $21  mil- 
lion decrease  below  the  1994  level.  Since  the  fiscal  year  1995  budg- 
et is  a  zero  sum  budget,  it  appears  that  NHTSA  resources  were  es- 
sentially transferred  to  the  FHWA  Motor  Carrier  Program.  Given 
that  only  about  10  percent  of  all  highway  fatalities  are  caused  by 
heavy  trucks,  I  am  wondering  if  the  administration's  budget  prior- 
ities are  too  heavily  weighted  on  the  motor  carrier  side.  Would  you 
comment? 

[The  information  follows:] 

The  Department  is  committed  to  reducing  the  annu£il  toll  of  highway  deaths,  inju- 
ries, and  related  costs.  The  Secretary  has  announced  two  major  safety  goals  for 
NHTSA  to  achieve  by  1997:  (1)  reduce  alcohol-related  fatalities  to  43  percent  of  the 
total  compared  to  45.8  percent  in  1992,  and  (2)  to  increase  safety  belt  usage  rates 
to  75  percent  from  62  percent  in  1992. 

While  it  is  true  that  NHTSA's  1995  request  for  State  grant  programs  is  $22.5  mil- 
lion less  than  the  FY  1994  enacted  level,  the  reduction  reflects  the  conclusion  of  two 
grant  programs  at  the  end  of  FY  1994,  the  Section  153  Safety  Belt  and  Motorcycle 
Helmet  Use  Program  and  the  Section  408  Alcohol  Safety  Program. 

In  FY  1995,  the  Section  153  program,  as  authorized,  moves  to  a  penalty  phase 
for  noncompliance  in  place  of  the  current  grant  award  incentive  phase.  States  will 
be  required  to  transfer  fiinds  fi-om  non-safety  highway  projects  to  highway  safety 
activities  if  they  fail  to  enact  and  enforce  belt  and  helmet  use  laws. 

As  part  of  the  drunk  driving  prevention  effort,  the  older  Section  408  grant  pro- 
gram is  being  replaced  by  the  new  Section  410  Alcohol  incentive  grants.  Section  410 
provides  grants  to  states  which  meet  criteria  to  combat  alcohol  and  impaired  driv- 
ing, including  roadside  checkpoints,  and  lower  blood  alcohol  content  (BAG)  laws.  The 
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FY  1995  Budget  proposes  to  fund  the  Section  410  program  at  its  fully  authorized 
level  of  $25  million. 

Also,  its  important  to  note  that  on  February  12,  1994  Congress  passed  the  Emer- 
gency Supplemental  Appropriations  Act  (P.L.  103-211)  which  rescinded  the  unobU- 
gated  balances  of  contract  authority  for  both  Section  153  and  Section  408  programs. 

The  increase  in  the  FHWA  Motor  Carrier  Safety  Grant  Program  request  was  mo- 
tivated, in  part,  by  implementation  of  the  North  American  Free  Trade  Agreement. 
The  funds  will  provide  increases  for  safety  compliance  activities  by  the  States.  The 
Border  States  will  be  better  able  to  deal  with  commercial  truck  traffic. 

SECRETARY'S  ALCOHOL  SAFETY  BELT  GOALS 

Mr.  Carr.  Last  year,  Secretary  Pefia  announced  a  new  safety  ini- 
tiative to  increase  the  percentage  of  Americans  who  wear  their  seat 
belts  from  the  current  rate  of  66  percent  to  75  percent  (and  to  re- 
duce alcohol-related  traffic  fatalities  from  46  percent  to  43  percent 
of  all  highway  fatalities).  While  I  believe  that  these  are  laudable 
goals,  I  wonder  whether  we  are  aiming  too  low  and  setting  goals 
that  might  be  achieved  even  in  the  absence  of  a  new  emphasis.  In 
other  words,  is  NHTSA  setting  itself  up  to  succeed? 

[The  information  follows:] 

The  alcohol  impaired  driving  and  seat  belt  usage  goals  were  viewed  as  ambitious 
and  yet  achievable  when  they  were  established. 

When  the  alcohol  goal  of  43  percent  was  set,  alcohol-related  traffic  fatalities  were 
already  at  an  historic  low  of  almost  46  percent.  Further  progress  required  additional 
effort.  Police  resources  for  impaired  driving  enforcement  were  diminishing,  as  crime, 
violence,  and  drugs  placed  increased  demands  on  a  shrinking  enforcement 
workforce.  Public  education  and  prevention  activities  were  competing  for  attention 
and  resources  with  an  expanding  number  of  worthy  causes.  NHTSA  believed  that 
without  a  new  emphasis,  from  the  highest  levels,  the  alcohol-related  fatality  propor- 
tion would  not  decrease  further,  and  might  in  fact  rise.  We  believe  the  43%  goal 
could  be  achieved,  but  not  by  "business  as  usual". 

With  regard  to  safety  belts,  and  enactment  of  mandatory  safety  belt  usage  laws 
in  37  states  and  the  District  of  Columbia  from  1984  to  1990,  resulted  in  an  increase 
in  usage  from  abut  15  percent  to  nearly  50  percent.  However,  progress  in  the  last 
three  years  of  this  period  averaged  only  2-3  percentage  points  per  year,  since  fewer 
states  were  left  to  enact  such  legislation.  A  major  enforcement  and  public  informa- 
tion program  in  1991-92  boosted  national  usage  to  62  percent,  but  progress  again 
slowed  toward  the  end  of  that  emphasis  period  as  other  safety  priorities  (and  crime 
concerns)  competed  for  state  resources. 

Eighteen  states  have  now  reached  or  exceeded  70  percent  usage  and  five  have 
reached  75  percent  or  greater  usage.  In  order  to  reach  75  percent  national  usage, 
many  more  will  have  to  reach  this  milestone.  This  will  require  a  major  effort  on 
the  part  of  state  and  local  communities,  including  public  information,  enhanced  en- 
forcement, and  legislative  upgrades.  It  is  not  a  "business  as  usual"  situation. 

NHTSA  is  working  with  state  and  regional  personnel  to  develop  a  new  program 
which  will  combine  impaired  driving  and  occupant  protection  efforts  to  maximize 
their  potential  and  their  efficiency.  This  program  will  promote  quarterly  action  pro- 
grams and  periodic,  highly  visible  enforcement  efforts.  To  the  extent  that  a  large 
number  of  states  pajticipate  in  the  program,  the  goals  set  in  1993  should  be  attain- 
able. 

BELT  USE  IN  FOREIGN  COUNTRIES 

Mr.  Carr.  Several  countries,  like  Canada,  Australia  and  Great 
Britain,  are  now  achieving  seat  belt  use  rates  in  the  80  percent 
range.  I  wonder  why  can't  we  accomplish  the  same? 

[The  information  follows:] 

We  can  achieve  high  usage  rates  such  as  those  found  in  the  countries  which  you 
mention.  The  first  requirement  for  such  rates  is  the  presence  of  a  mandatory  usage 
law.  Most  of  the  countries  you  mention  enacted  such  laws  8-10  years  before  the  first 
state  law  became  effective  in  the  U.S.  in  1984. 
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Clearly,  there  appear  to  be  societal  differences  in  some  of  these  nations.  In  Great 
Britain  and  Australia,  for  example,  usage  rates  climbed  to  very  high  levels  almost 
immediately  after  mandatory  use  laws  were  enacted  and  remained  at  those  levels 
without  any  special  enforcement  efforts.  Why  this  happened  is  unclear  but  it  is  a 
very  different  experience  from  that  of  North  American  nations. 

The  experience  in  the  U.S.  is  perhaps  most  similar  to  that  of  Canada.  Both  are 
large  nations,  consisting  of  relatively  independent  states  (or  provinces),  many  of 
which  are  larger  than  the  European  nations. 

In  Canada  and  the  U.S.,  early  efforts  focused  on  increasing  "voluntary"  safety  belt 
usage  through  pubUc  information  and  education  programs.  These  programs  had  lit- 
tle impact  and  were  followed  by  laws  requiring  safety  belt  use  in  the  individual 
states  and  provinces.  These  state  and  provincial  laws  generally  resulted  in  usage 
rates  of  50-60  percent,  but  without  enforcement,  rates  stabilized  at  these  levels  or 
lower. 

Canada  took  the  lead  in  implementing  periodic,  highly  publicized  enforcement  ef- 
forts in  the  early-to-mid  1980's.  These  programs  have  increased  the  national  usage 
rate  by  30-35  percentage  points  over  the  past  decade,  to  its  current  level  of  86  per- 
cent. 

In  the  U.S.,  enforcement  efforts  began  in  earnest  in  1991  and  it  can  be  expected 
that  it  will  take  a  similar  period  of  time  (i.e.  8-10  years)  to  reach  a  national  usage 
rate  of  85  percent  or  greater.  In  order  to  achieve  this  higher  rate,  several  things 
must  happen.  First,  periodic,  highly  publicized  enforcement  programs,  such  as  those 
used  in  Canada,  will  have  to  be  implemented  by  more  states.  Second,  states'  usage 
laws  wUl  have  to  be  upgraded  to  permit  primary  police  enforcement.  Third,  more 
substantial  fines,  including  demerit  points,  may  be  needed,  as  in  Canada. 

The  time  is  right  to  move  ahead  with  a  more  aggressive  effort  in  the  U.S.,  and 
that  is  why  NHTSA  is  launching  a  new  campaign  to  urge  the  states  to  place  greater 
emphasis  on  periodic,  highly  publicized  police  enforcement  of  usage  laws  and  pas- 
sage of  primary  enforcement  laws. 

BELT  USE  SUCCESSES  IN  STATES 

Mr.  Carr.  Some  states  like  California  and  North  Carolina  have 
recently  achieved  use  rates  exceeding  75  percent.  Could  you  com- 
ment on  some  of  the  strategies  used  successfully  in  those  states 
and  whether  these  strategies  can  be  applied  in  other  states? 

[The  information  follows:] 

Cahfomia  and  North  Carolina  have  had  long  term,  aggressive  programs  to  in- 
crease safety  belt  usage.  Their  success  has  resulted  from  a  of  primary  enforcement 
law,  coupled  with  vigorous,  highly  visible  enforcement  efforts. 

North  Carolina  was  one  of  the  first  states  to  enact  a  safety  belt  law  which  allows 
for  primary  enforcement.  The  State  enforced  its  law  aggressively  over  the  years,  re- 
sulting in  a  relatively  high  usage  rate  of  60-65  percent  by  1990. 

In  1993,  following  NHTSA's  two-year  effort  to  encourage  more  aggressive  safety 
belt  law  enforcement  by  the  states.  North  Carolina  undertook  a  project  to  dem- 
onstrate that  periodic,  highly  publicized  enforcement,  like  the  Special  Traffic  En- 
forcement Programs  (STEPs)  used  in  Canada,  would  result  in  significant  increases 
in  statewide  usage.  In  these  STEPs,  enforcement  was  carefully  coordinated  with 
pubUc  advertising  and  media  events  to  make  the  effort  more  visible  to  the  public, 
thus  increasing  the  perceived  risk  of  being  cited  for  a  violation. 

The  North  Carolina  program,  which  was  supported  by  Sections  402,  403  and  153 
plus  private  sector  funding,  resulted  in  a  rapid  15  percentage  point  increase  in 
statewide  usage.  The  most  recent  survey  in  the  state  showed  80  percent  usage  for 
passenger  car  drivers. 

California  until  recently  had  a  secondary  enforcement  law  which  was  enforced  vig- 
orously as  part  of  other  traffic  law  enforcement  efforts.  Coupled  with  public  informa- 
tion programs,  this  effort  resvdted  in  a  relatively  high  statewide  usage  rate  of  70 
percent  by  the  end  of  1992. 

In  1993  California  put  into  effect  an  upgraded  primary  enforcement  law,  accom- 
panied by  large  press  coverage.  This  change  in  law  resulted  in  a  13  percentage  point 
increase  in  the  statewide  usage  rate  by  the  end  of  1993.  The  safety  belt  usage  rate 
as  of  March  1994  was  83  percent  of  drivers  and  front  seat  passengers. 

As  in  North  Carolina,  the  combination  of  a  primary  enforcement  law  and  vigorous, 
highly  publicized  enforcement  was  key  to  achieving  a  high  usage  rate.  While  North 
Carolina's  most  recent  increase  resulted  from  highly  publicized  STEP  enforcement 
of  an  existing  primary  enforcement  law,  California's  most  recent  increase  resulted 
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from  a  highly  publicized  change  in  its  primary  enforcement  law,  amid  an  ongoing 
aggressive  enforcement  effort. 

Primary  enforcement  laws  and  periodic,  highly  visible  enforcement  efforts  are  key 
to  NHTSA's  new  initiative  to  increase  the  national  safety  belt  usage  rate. 

STRATEGY  TO  ACHIEVE  ALCOHOIVbELT  GOALS 

Mr.  Carr.  Fiscal  year  1995  funding  for  NHTSA  operations  is  pro- 
jected to  increase  by  only  1  percent  over  1994  levels,  while  fiscal 
year  1995  funding  for  state  highway  safety  grants  would  decrease 
by  13  percent  largely  because  the  three-year  authorization  for  the 
Section  153  safety  belt  program  expires  at  the  end  of  fiscal  year 
1994.  Given  NHTSA's  declining  budget  overall,  how  will  you  accom- 
modate your  increased  emphasis  on  seat  belt  and  alcohol  initia- 
tives, and  what  will  you  do  differently  over  the  next  two  years  to 
achieve  your  new  safety  belt/alcohol  goals? 

[The  information  follows:] 

NHTSA's  primary  strategy  is  to  encourage  states  to  apply  their  existing  resources 
in  a  more  cost-effective  manner.  NHTSA's  national  campaign  to  reduce  alcohol-relat- 
ed fatalities  and  increase  the  national  safety  belt  use  rate  emphasizes  combining 
program  efforts  whenever  possible. 

For  example,  when  conducting  enhanced  traffic  law  enforcement  efforts  such  as 
sobriety  checkpoints,  enforcement  agencies  are  being  urged  to  make  svu-e  that  safety 
belt  violations  are  included  as  part  of  the  overall  enforcement  activity.  Similarly, 
states  are  being  encouraged  to  follow  the  example  of  some  existing  statewide  media 
campaigns  that  include  multiple  safety  messages,  such  as  "Buckle  Up  Sober." 

In  addition  to  combining  program  activities,  states  are  being  urged  to  plan  for 
periodic  (e.g.  quarterly)  emphasis  programs.  These  programs,  which  run  for  a  lim- 
ited period  of  time,  but  wluch  are  repeated  over  the  course  of  the  year,  generally 
receive  much  media  and  public  visibility. 

Finally,  states  are  being  urged  to  conduct  the  most  effective  combinations  of  en- 
forcement and  public  information  campaigns  possible.  Wherever  possible,  they  will 
be  urged  to  conduct  the  Canadian-type  Special  Traffic  Enforcement  Programs 
(STEPs)  as  part  of  their  quarterly  action  programs. 

This  combination  of  combined  programs,  quarterly  action,  periods,  and  periodic, 
highly  visible  enforcement  (including  selective  traffic  enforcement  projects)  can  be 
expected  to  result  in  an  effective  and  efficient  action  program. 

SECTION  153  INCENTIVE  GRANT  PROGRAM 

Mr.  Carr.  Fiscal  year  1994  was  the  last  year  of  the  three-year 
authorization  for  the  Section  153  program  which  was  intended  to 
encourage  States  to  enact  mandatory  safety  belt  and  motorcycle 
helmet  use  laws.  Was  the  grant  program  a  success?  To  what  extent 
did  States  strengthen  their  safety  belt  laws,  including  establishing 
meaningful  fines  for  violations,  providing  primary  enforcement  au- 
thority, and  covering  occupants  of  back  seats,  pickup  trucks  and 
vans? 

[The  information  follows:] 

The  agency  believes  that  section  153  incentive  program  has  been  successful.  To 
date,  eight  States  have  enacted  safety  belt  or  motorcycle  helmet  laws  since  the  in- 
ception of  the  incentive  program:  There  are  now  safety  belt  laws  in  Nebraska,  North 
Dakota,  West  Virginia,  Vermont,  Massachusetts,  South  Dakota  and  Kentucky. 
There  is  now  a  universal  motorcycle  helmet  law  in  Maryland. 

Two  States,  Ohio  and  Connecticut  amended  their  existing  safety  belt  use  laws  to 
remove  unacceptable  air  bag  exemptions. 

Over  the  three  years  of  the  Section  153  incentive  program,  nineteen  States  (in  ad- 
dition to  Maryland)  introduced  legislation  to  enact  a  universal  motorcycle  helmet 
law. 

The  statute  and  its  implementing  regulation  are  limited  to  the  coverage  of  safety 
belt  use  in  the  front  seat  of  passenger  motor  vehicles.  Neither  the  incentive  program 
nor  the  penalty  provisions  direct  the  States  to  adopt  or  modify  their  safety  belt  laws 
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in  the  areas  of  severity  of  fines,  primary  police  enforcement,  use  by  back  seat  occu- 
pants, and  usage  in  vehicles  such  as  pickup  trucks  and  vans. 

STATES  WITHOUT  BELT  LAWS 

Mr.  Carr.  What  states  still  do  not  have  a  mandatory  safety  belt 
use  law? 

[The  information  follows:] 

Maine  and  New  Hampshire  are  the  only  two  states  that  have  never  enacted  a 
mandatory  safety  belt  law.  North  Dakota  enacted  a  belt  law,  but  suspended  its  ef- 
fective date  pending  the  outcome  of  a  June  1994  State  vote. 

SECTION  153 — STATES  SUBJECT  TO  FEDERAL  AID  TRANSFER 

Mr.  Carr.  ISTEA  provides  that  states  which  did  not  enact  both 
a  mandatory  seat  belt  and  a  motorcycle  helmet  law  by  October  1, 

1993,  will  be  subject  to  the  transfer  of  a  portion  of  their  fiscal  year 
1995  Federal-aid  highway  allocations  to  highway  safety  programs. 
How  many  states  are  subject  to  the  transfer  of  their  fiscal  year 
1995  federal  aid  highway  allocations? 

[The  information  follows:] 

Twenty-eight  (28)  states  will  have  one  and  one  half  (IV2)  percent  of  their  fiscal 
year  1995  appropriated  funds  under  the  National  Highway  System,  Surface  Trans- 
portation, and  the  Congestion  Management  and  Air  Quality  Programs  transferred 
to  their  apportionments  for  the  highway  safety  program  authorized  by  23  U.S.C. 
§  402.  A  proportional  amount  of  obligation  limitation  will  accompany  this  transfer. 

Mr.  Carr.  How  will  NHTSA  and/or  FHWA  enforce  these  provi- 
sions? 

[The  information  follows:] 

NHTSA  and  FHWA  will  jointly  carry  out  the  administrative  responsibilities  of  the 
penalty  provisions.  While  NHTSA  has  the  lead  in  terms  of  determining  non-comply- 
ing States,  FHWA  will  transfer  the  funds  fi-om  the  highway  programs  to  the  States' 
highway  safety  programs.  Both  agencies  will  provide  administrative  oversight  to  as- 
sure that  the  funds  are  used  as  Congress  had  intended  and  that  appropriate  Section 
402  regulations  and  guidelines  are  followed. 

SECTION  153 — PROPOSED  DELAY  TO  FEDERAL  AID  TRANSFER 

PROVISION 

Mr.  Carr.  Last  year,  the  House  passed  legislation  to  give  states 
one  more  year  (until  October  1,  1994)  to  pass  mandatory  seat  belt 
and  motorcycle  laws  before  sanctions  kick  in.  Similar  legislation 
has  been  introduced  in  the  Senate.  Does  NHTSA  support  granting 
states  additional  time  to  pass  safety  belt  and  motorcycle  helmet 
laws? 

[The  information  follows:] 

The  agency  supports  the  retention  of  the  Section  153  transfer  of  certain  federal 
aid  ftinds  to  encourage  passage  of  safety  belt  and  motorcycle  helmet  use  laws,  and 
also  supports  retention  of  the  October  1,  1994,  date  for  initiating  the  transfers. 

NHTSA  supports  the  House-passed  ISTEA  Technical  Corrections  bill  (H.R.  3276) 
which,  if  enacted,  would  amend  Section  153  to  give  the  states  until  September  30, 

1994,  to  put  both  belt  and  helmet  use  laws  into  effect  before  imposing  the  iy2  per- 
cent penalty  transfer  on  October  1,  1994.  Three  states  (Vermont,  Massachusetts  and 
Kentucky)  now  have  both  laws;  but  since  they  did  not  have  these  laws  in  effect  on 
October  1,  1993,  they  are  subject  to  the  transfer  in  fiscal  year  1995.  The  Technical 
Corrections  bill,  if  enacted,  would  amend  this  process. 
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SECTION  153 — STATE  COMPLIANCE 

Mr,  Carr.  a  number  of  state  legislatures  are  currently  in  session 
or  have  concluded  their  1994  sessions.  Did  any  additional  states 
pass  the  required  safety  belt  and  motorcycle  helmet  use  laws,  or 
appear  likely  to  pass  such  laws,  during  1994? 

[The  information  follows:] 

As  of  late  March  1994,  three  states  (Kentucky,  Massachusetts,  and  South  Dakota) 
had  enacted  safety  belt  use  laws.  In  the  two  states  which  do  not  have  such  laws 
(Maine  and  New  Hampshire),  no  belt  use  laws  have  been  introduced  in  the  1994 
session.  Motorcycle  hehnet  use  legislation  has  been  introduced  in  nine  states.  The 
legislation  has  died  in  two  of  these  states,  and  the  prognosis  is  not  good  in  the  oth- 
ers. 

AUTOMATIC  SAFETY  BELT  PROBLEMS 

Mr.  Carr.  In  past  years,  we  have  talked  about  the  terrible  inju- 
ries that  have  occurred  in  automobiles  equipped  with*  automatic 
safety  belts  and  manual  lap  belts,  when  the  passenger  does  not  fas- 
ten the  manual  lap  belt.  Are  you  seeing  any  more  evidence  of  prob- 
lems with  these  particular  restraint  systems? 

[The  information  follows:] 

Automatic  occupant  protection,  state  belt  laws,  and  greater  voluntary  belt  use 
amount  to  a  'winning  combination'  that  saves  lives  and  reduces  injury  severity.  The 
agency  has  always  encouraged  consumers  to  utilize  all  safety  belts  installed  in  their 
vehicle.  Although  the  automatic  belt  functions  to  provide  protection  without  any  ac- 
tion on  the  part  of  the  occupant,  the  occupant  must  take  an  active  part  in  budding 
the  manual  lap  belt  to  achieve  the  maximum  protection.  Should  buckling  the  lap 
belt  be  overlooked  or  ignored  when  first  starting  the  automobile,  the  belt  system 
will  not  deliver  its  full  Ufe  saving  potential. 

The  agency's  Consumer  Information  Bulletins  (pubUshed  annually  from  1987) 
stress  that: 

No  matter  what  kind  of  automatic  system  your  car  has,  if  it  has  a  manual  lap 
belt,  you  must  buckle  it  for  maximum  protection.  Use  the  complete  system  the  man- 
ufacturer installed  in  yovu*  car  and  foUow  the  manufacturer's  instructions  listed  in 
yoxir  car  owner's  manual. 

Other  agency  publications  (such  as  "Sudden  Impact,"  a  consumer  booklet  that  de- 
scribes crash  protection)  also  stress  the  importance  of  buckling  up. 

The  agency  collects  accident  data  through  a  nimiber  of  formalized  data  gathering 
systems,  including  the  National  Accident  Sampling  System  (NASS),  the  Fatal  Acci- 
dent Report  System  (FARS),  and  other  special  case  investigation  systems.  Reports 
are  submitted  to  Congress  periodically  on  the  findings  of  these  systems,  especially 
in  the  evaluation  of  the  effectiveness  of  occupant  protection.  In  is  difficult  to  assess 
whether  certain  reported  specific  cases  represent  a  "trend"  toward  increasing  fre- 
quency. However,  from  the  more  unified  perspective  of  global  crash  statistics,  using 
all  of  the  data  represented  in  the  agency's  NASS  and  FARS  data  bases,  automatic 
safety  belts  with  manual  lap  belts,  provide  a  great  potential  for  reducing  moderate 
and  greater  injuries. 

LABELS  ON  SAFETY  BELTS 

Mr.  Carr.  How  many  cars  currently  on  the  road  are  equipped 
with  automatic  shoulder  belts  and  manual  lap  belts,  or  automatic 
shoulder  belts  and  no  lap  belts?  Should  warning  labels  be  required 
on  cars  equipped  with  these  belt  combinations?  Should  we  require 
that  these  cars  be  retrofitted  before  being  sold  or  resold? 

[The  information  follows:] 

The  agency  estimates  there  are  13.5  million  passenger  cars  with  automatic  2- 
point  belts  on  the  road  as  of  September  1,  1993.  The  agency  estimated  the  effective- 
ness of  these  systems,  as  well  as  the  3-point  automatic  belt  and  air  bags  in  the 
"Evaluation  of  the  Effectiveness  of  Occupant  Protection,  Federal  Motor  Vehicle  Safe- 
ty Standard  208",  Interim  Report,  June  1992.  The  best  estimate  of  effectiveness,  rel- 
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ative  to  manual  belts  at  1983  use  rates,  in  fatality  reduction  was  16  percent  for  mo- 
torized 2-point  belts  without  disconnect,  7  percent  for  motorized  2-point  belts  with 
disconnect,  8  percent  for  nonmotorized  2-point  belts,  and  10  percent  for  non- 
motorized  3  point  belts  with  disconnect.  Thus,  2-point  automatic  belts  had  about  the 
same  fatality  effectiveness  as  3-point  automatic  belts. 

The  agency  does  not  believe  it  should  require  warning  labels  on  cars  equipped 
with  these  belt  combinations.  Automatic  belts  are  a  regulatory  success  story,  saving 
thousands  of  lives  and  injuries,  as  the  above  mentioned  numbers  show.  Also,  these 
belts  are  being  phased-out  of  production  and  air  bags  with  manual  lap/shoulder 
belts  will  soon  be  standard  in  all  passenger  cars  and  light  trucks,  even  before  the 
dates  required  by  Congress.  By  the  time  the  agency  issued  a  final  rule,  assuming 
it  were  inclined  to  do  so,  and  provided  a  reasonable  period  of  leadtime,  a  warning 
label  would  be  of  no  value  because  no  new  vehicles  would  have  automatic  belts. 

The  agency  has  required  for  many  years  warning  lights  and  buzzers  for  manual 
lap/shoulder  belts  and  automatic  belts.  In  addition,  many  of  these  passenger  cars 
have  warning  systems,  warning  lights  and/or  buzzers,  to  remind  occupants  to  fasten 
their  manual  lap  belts.  These  were  voluntarily  installed  by  the  automobile  manufac- 
turers. While  there  were  a  few  models  that  did  not  include  manual  lap  belts,  every 
manufacturer  began  voluntarily  installing  manual  lap  belts  for  2-point  automatic 
belt  systems  a  few  years  ago. 

The  agency  also  does  not  believe  it  should  require  these  cars  to  be  retrofitted  as 
they  comply  with  our  safety  standards  and  they  do  not  contain  a  safety  defect. 
These  belt  systems  have  been  shown  to  have  safety  benefits  comparable  to  other 
automatic  belt  systems.  In  addition,  the  agency  does  not  have  the  authority  to  re- 
quire retrofitting  of  warning  labels  or  manual  lap  belts  on  used  vehicles. 

LABELS  ON  REAR  FACING  CHILD  SEATS 

Mr.  Carr.  NHTSA  recently  amnounced  final  regulations  requir- 
ing that  new  rear  facing  child  safety  seats  be  labeled  by  the  manu- 
facturers with  a  visible  warning  label  that  the  safety  seats  should 
not  be  used  in  the  front  seat  of  automobiles  equipped  with  a  pas- 
senger side  air  bag.  NHTSA  first  issued  a  consumer  advisory  on 
this  subject  as  early  as  December  1991.  Why  has  it  taken  the  agen- 
cy so  long  to  complete  the  rulemaking? 

[The  information  follows:] 

In  December  1991,  based  on  the  preliminary  findings  of  the  agency's  research  on 
child  safety,  the  agency  issued  a  consumer  advisory  warning  owners  of  rear-facing 
infant  safety  seats  not  to  use  them  in  the  fi-ont  seats  of  vehicles  equipped  with  a 
passenger-side  air  bag.  Upon  completion  of  the  testing  and  evaluation  program,  in 
Spring  1992,  the  agency  initiated  a  rulemaking  activity  to  require  manufacturers  of 
child  restraint  systems  to  label  rear-facing  child  seats  with  a  warning  against  using 
them  in  seating  positions  in  proximity  to  front  seat  air  bags.  On  April  16,  1993,  a 
notice  of  proposed  rulemaking  was  published  in  the  Federal  Register  seeking  com- 
ment from  the  public  on  the  proposed  requirements.  Sixteen  comments  were  re- 
ceived by  June  15,  1993,  the  date  of  the  end  of  the  comment  period.  The  received 
comments  were  analyzed  and  evaluated  leading  to  the  final  rule  that  was  published 
on  February  16,  1994. 

CHILD  SEATS  WITH  AIR  BAGS 

Mr.  Carr.  News  reports  on  whether  parents  should  use  child 
safety  seats  at  all  in  the  front  seat  of  a  vehicle  equipped  with  a 
passenger  side  air  bag  have  been  somewhat  confusing.  In  1991, 
NHTSA  advised  consumers  that  "The  safest  position  for  any  type 
of  child  seat  is  in  the  rear  seat,  even  if  a  car  is  not  equipped  with 
a  passenger  side  air  bag."  In  1994,  NHTSA  advised  that  "air  bags 
do  not  pose  a  threat  to  toddlers  using  forward  facing  safety  seats, 
including  convertible  seats  that  work  both  ways."  Would  you  clarify 
what  the  agency's  advice  is  concerning  where  child  safety  seats 
should  be  used? 

[The  information  follows:] 
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The  agency  still  maintains  that  the  safest  position  to  place  any  child  seat  is  in 
the  rear  seat  of  a  vehicle  regardless  of  whether  the  vehicle  is  equipped  with  an  air 
bag.  Federal  Motor  Vehicle  Safety  Standard  213,  Child  Restraint  Systems,  requires 
manufacturers  of  child  restraint  systems  to  include,  in  the  printed  instructions  ac- 
companying the  child  restraints,  the  statement  that:  "In  a  vehicle  with  rear  des- 
ignated seating  positions,  the  instructions  shall  alert  vehicle  owners  that,  according 
to  accident  statistics,  children  are  safer  when  properly  restrained  in  the  rear  seating 
positions  than  in  the  front  seating  positions." 

The  agency  has  also  stated  pubUcly  that  research  has  indicated  that  the  air  bag 
does  not  pose  an  additional  threat  to  children  restrained  in  forward-facing  seats. 
This  information  does  not  change  the  agency's  long  standing  position  that  the  safest 
position  for  children  is  in  rear-seat  child  restraints.  The  focus  of  the  March  1994 
notice  in  the  Federal  Register  was  on  air  bag  interaction  with  child  restraint  sys- 
tems. The  objective  of  the  agency  was  to  highlight  the  negative  interaction  between 
air  bags  and  rear-facing  infant  seats. 

USAGE  RATES  ON  CHILD  SEATS 

Mr.  Carr.  Past  NHTSA  surveys  have  shown  child  safety  seat  use 
rates  to  be  about  80  percent;  however,  about  one-fourth  of  the  chil- 
dren riding  in  child  seats  or  wearing  belts  are  improperly  re- 
strained. What  are  the  most  recent  statistics  regarding  child  safety 
seat  use  and  misuse? 

[The  information  follows:] 

The  80  percent  usage  rate  figure  came  fit)m  the  19-City  Survey  conducted  by  the 
agency.  This  national  index  of  child  seat  usage  was  derived  from  observational  sur- 
veys conducted  in  the  parking  lots  of  shopping  centers  in  major  cities  across  the  na- 
tion. The  rate  derived  from  this  procedure  was  quite  reliable  and  useful  as  an  index 
of  change.  However,  use  of  the  results  of  this  sxirvey  as  a  national  estimate  of  child 
seat  usage  received  criticism  from  child  passenger  safety  advocates  in  the  states. 
They  claimed  that  usage  rates  in  their  state  surveys,  conducted  in  a  variety  of  loca- 
tions, often  including  intersections,  were  much  lower.  Their  siu^eys  also  showed 
misuse  to  be  a  problem. 

Since  the  state  siuT^eys  are  not  probability  samples,  it  is  not  possible  to  derive 
a  composite  national  estimate  using  an  aggregate  of  such  surveys  (as  was  done  in 
the  safety  belt  area). 

A  relatively  unbiased  estimate  of  child  restraint  usage  can  be  obtained  by  cal- 
CTilating  the  use  of  child  safety  seats  and  seat  belts  in  potentially  fatal  crashes.  This 
estimate  is  derived  by  adjusting  the  known  percentage  of  restraint  use  by  children 
in  fatal  crashes  by  the  estimated  number  of  children  saved  from  death  due  to  re- 
straint use.  This  estimate  of  use  increased  from  48  percent  in  1988  to  59.8  percent 
in  1992,  a  25  percent  increase.  This  is  the  estimate  currently  being  used  by  the 
agency  to  monitor  child  restraint  use. 

NHTSA  has  awarded  a  new  contract  to  study  child  safety  seat  misuse.  This  con- 
tract will  study  use  and  misuse  information  for  the  purpose  of  developing  and  test- 
ing an  effective  instrument  to  measure  child  safety  seat  misuse  in  the  future. 

CHILD  SEAT  MISUSE  RISK 

Mr.  Carr.  Which  "misuse  modes"  are  potentially  most  dangerous 
to  children  restrained  in  child  safety  seats? 
[The  information  follows:] 

Three  misuse  modes  common  to  child  seats  are:  1)  improper  installation  of  the 
child  seat  initially,  2)  improper  fastening  of  the  restraint  within  the  child  safety 
seat,  and  3)  unbuckling  of  either  the  vehicle's  occupant  belt  system  which  attaches 
the  chUd  safety  seat  or  the  restraint  within  the  child  safety  seat  by  the  child  during 
travel.  The  child  safety  seat  standard  (FMVSS  No.  213)  requires  a  minim  vim  release 
force  of  9  pounds  while  the  vehicle's  occupant  belt  buckle  has  no  minimum  require- 
ment. 

Another  possible  misuse  problem  is  the  child  slipping  out  of  the  belts,  most  com- 
monly with  seats  which  use  cUps  to  keep  the  belts  together.  From  the  agency's  "19 
City  Study,"  in  1990  the  most  prevalent  misuse  problem  was  improper  installation 
of  the  child  safety  seat. 
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These  misuse  modes  may  cause  the  child  to  impact  interior  siirfaces  or,  worse,  be 
ejected  from  the  vehicle  diuing  a  coUision  and,  ^us,  are  all  potentially  dangerous 
situations. 

BELT  USE  FOR  CHILDREN  AGES  &-12 

Mr.  Carr.  Previous  data  has  also  indicated  that  the  safety  belt 
use  rate  for  children  ages  5  to  12  who  have  outgrown  toddler  seats 
is  poor.  What  variables  lead  parents  not  to  use  safety  belts  for  this 
age  group  and  what  are  the  current  use  statistics? 

[Tlie  information  follows:] 

The  most  recent  statistics,  based  on  direct  observations  of  restraint  use  by  young 
children,  are  those  fi*om  the  19-City  Svuvey  in  1990.  These  data  show  a  use  rate 
of  49.1  percent  for  the  5-12  age  group,  compared  with  a  use  rate  of  80  percent  for 
children  age  4  and  imder  and  49  percent  for  all  passengers  over  the  age  of  4.  Thus, 
while  the  5-12  age  group  has  a  usage  rate  similar  to  that  of  adults,  it  is  much  lower 
than  the  rate  for  yotinger  children. 

A  number  of  factors  may  contribute  to  this  lower  rate,  which  occurs  at  about  the 
same  time  children  outgrow  child  safety  seats.  Parents  may  have  difficulty  in  get- 
ting older  children  to  respond  to  their  demands  for  safe  behavior.  Developmentally, 
children  at  this  age  test  the  Umits  of  new-found  freedoms,  making  constant  remind- 
ers to  buckle  up  a  necessity.  Parents  may  relax  their  vigilance  as  they  see  their 
child  assuming  greater  responsibility  for  their  own  behavior. 

Further,  if  parents  do  not  use  safety  belts  themselves,  children  are  likely  to  follow 
suit.  Children  in  this  age  group  are  also  more  likely  to  be  transported  to  school  or 
to  extra-curricular  activities  by  someone  other  than  a  parent.  These  persons  may 
not  feel  as  comfortable  as  parents  would  in  demanding  safety  behavior. 

Finally,  due  to  the  wide  variance  in  height  and  weight  of  children  in  this  age 
range  (especially  at  the  younger  ages),  parents  may  find  it  more  difficult  to  adjust 
lap  and  shoulder  belts  to  fit  appropriately. 

CHILD  RESTRAINT  USAGE  GOALS 

Mr.  Carr.  What  specific  goals  has  NHTSA  set  to  increase  the 
proper  use  of  child  restraints  and  to  enhance  child  passenger  safe- 
ty? 

[The  information  follows:] 

NHTSA  is  considering  a  national  occupant  restraint  survey  to  measure  safety  belt 
use,  automatic  protection  use  and  child  safety  seat  use.  If  that  survey  is  conducted, 
the  agency  will  be  in  a  far  better  position  to  set  a  national  use  goal. 

NHTSA  has  a  number  of  goals  for  program  efforts  to  increase  child  safety  seat 
use.  NHTSA  intends  to  conduct  major  outreach  efforts  with  national  organizations 
including  child  passenger  safety  awareness  training  for  pediatricians  and  other 
health  care  professionals;  training  of  law  enforcement  officers  to  increase  child  pas- 
senger safety  law  enforcement  efforts;  training  of  fire  and  rescue  personnel  to  be- 
come child  restraint  technical  experts;  and  increasing  public  information  and  edu- 
cation efforts  to  support  enforcement  activity.  Efforts  will  also  be  conducted  with  ap- 
propriate national  organizations  to  reach  high-risk,  low-use  populations. 

CHILD  SEATS — REASONS  FOR  DEFECT  RECALLS 

Mr.  Carr.  Between  1989  and  1993,  NHTSA  initiated  53  recalls 
involving  nearly  20  million  child  safety  seats.  What  are  the  most 
significant  reasons  for  defective  seats,  and  which  manufacturers 
seem  to  be  most  responsible  for  recalled  seats? 

[The  information  follows:] 

The  most  significant  safety  defects  appear  to  involve  the  integrity  or  operation  of 
the  harness  of  the  restraining  dexdce,  in  partioilar  the  buckle  assembly. 

Child  safety  seat  problems  do  not  appear  to  be  particular  to  any  manufacturer. 
Those  manufactvu-ers  who  produce  more  seats  sustain  more  safety  recalls  than  the 
less  voliuninous  manufacturers. 
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INCREASING  RECALLED  CHILD  SEAT  RESPONSES 

Mr.  Carr.  On  average,  only  27  percent  of  child  safety  seats  that 
are  recalled  are  repaired  or  replaced.  Please  discuss  NHTSA's  ef- 
forts to  improve  the  response  rate  to  recalls  of  defective  safety  seat 
models  and  describe  any  additional  initiatives  that  NHTSA  will  un- 
dertake during  fiscal  year  1995  to  improve  child  safety  seat  recall 
completion  rates. 

[The  information  follows:] 

As  discussed  in  NHTSA's  recent  report  to  Congress,  "Efforts  by  the  National 
Highway  Traffic  Safety  Administration  to  Improve  Child  Safety  Seat  Recall  Comple- 
tion Rates,"  the  most  significant  program  to  increase  recall  completion  rates  of  fu- 
ture recalls  is  child  safety  seat  registration.  In  addition  to  the  registration  of  child 
safety  seats  manufactiired  on  or  after  March  9,  1993,  NHTSA  has  asked  the  child 
seat  manufacturers  to  voluntarily  maintain  owner  records  on  child  seats  manufac- 
tured prior  to  March  1993.  The  manufacturers  have  agreed  to  maintain  and  use  this 
information  in  future  recalls,  and  NHTSA  is  facihtating  the  collection  of  owner 
names  and  addresses  for  these  seats.  The  collected  registration  data  will  be  provided 
to  the  respective  manufacturers. 

NHTSA  plans  to  survey  child  seat  owners  to  ascertain  why  they  responded  or 
failed  to  respond  to  safety  recalls.  NHTSA  also  will  improve  child  seat  recall  notifi- 
cation by  working  closer  with  retails,  consiuner  groups,  doctors'  offices  and  hos- 
pitals, and  specialized  media.  NHTSA  will  develop  a  child  safety  seat  brochure  that 
describes  the  proper  use  of  the  seats,  and  describes  how  a  consumer  can  report  a 
safety  defect  to  NHTSA  and  inquire  about  safety  recalls. 

IMPACT  OF  MANUFACTURER  RECORDS  ON  CHILD  SEATS 

Mr.  Carr.  What  has  been  the  impact  of  the  new  requirement 
that  manufacturers  maintain  child  safety  seat  owner  information 
submitted  by  seat  purchasers  for  child  safety  seats  manufactured 
on  or  after  March  9,  1993? 

[The  information  follows:] 

Since  there  has  not  been  a  child  safety  seat  recall  that  involves  seats  manufac- 
tured after  March  9,  1993,  it  is  not  possible  to  measxire  the  impact  of  child  safety 
seat  registration.  Nonetiieless,  the  registration  program  appears  to  be  generating  in- 
terest among  owners  of  new  child  safety  seats.  Based  on  an  informal  survey  of  child 
safety  seat  manufacturers,  an  average  of  20  percent  of  purchasers  of  seats  manufac- 
tured with  registration  cards  have  retiuned  the  registration  cards  (ranging  from  a 
high  of  40  percent  to  a  low  of  7  percent  per  manufacturer). 

AIR  BAG  EFFECTIVENESS 

Mr.  Carr.  About  90  percent  of  all  new  cars  now  come  equipped 
with  driver  side  air  bags  and  by  model  year  1998,  all  new  cars  are 
required  to  have  both  driver  gind  passenger  side  air  bags.  What  is 
the  current  picture  regarding  both  the  effectiveness  of  air  bags  and 
the  types  of  injuries  that  they  cause?  What  new  developments  have 
occurred  to  improve  their  effectiveness  and  safety? 

[The  information  follows:] 

Air  bags,  in  combination  with  increased  belt  use  significantly  reduce  the  driver's 
risk  of  fatality  and  serious  injury  in  a  crash.  The  fatahty  risk  of  drivers  in  cars 
equipped  with  air  bags  plus  manual  belts  (at  1991  use  rates)  is  23  percent  lower 
than  in  "baseline"  cars  equipped  only  with  manual  belts  (at  1983  use  rates). 

An  air  bag  deployment  is  a  rapid,  forceful  event.  This  is  necessary  to  counteract 
the  violent  forces  to  which  humans  are  subjected  in  a  serious  crash.  Sometimes  the 
air  bag  itself  may  cause  an  injiuy,  but  typically  these  are  minor  in  comparison  to 
the  injuries  that  would  occur  if  vehicles  were  not  eqviipped  with  air  bags. 

Air  bags  are  designed  to  prevent  serious  internal  and  skeletal  injuries  but  have 
occasionally  produced  cases  of  minor  skin  abrasion  injuries. 
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Some  early  air  bag  designs  had  vents  for  dispersion  of  gases  generated  during  in- 
flation, which  caused  a  few,  relatively  minor  hand  bums.  Newer  designs  have  relo- 
cated the  vents  in  order  to  reduce  the  change  of  these  injuries. 

AIR  BAG  IMPROVEMENTS 

Mr.  Carr.  What  improvements  in  air  bag  design  are  the  car  com- 
panies making  to  make  them  more  sensitive  to  crash  severity,  belt 
use  and  the  proximity  of  occupants  to  the  air  bag  before  deploy- 
ment? 

[The  information  follows:] 

Air  bag  inflation  rates,  air  bag  folding  designs  for  storage  in  air  bag  modules,  and 
the  air  bag  decorative  protecting  cover  designs  are  being  improved  to  reduce  injuries 
to  occupants  during  deployments. 

Sensors  and  instruments  within  the  passenger  compartment  to  establish  occupant 
status  (size,  position  relative  to  air  bag)  are  being  developed  to  allow  tailored,  auto- 
matically adjusted  air  bag  inflations  best  suited  for  the  crash  circumstances. 

Both  multiple,  sequential  ignitions  of  soUd  propellant  inflators  and  hybrid  air  bag 
inflators,  emplojdng  high  pressure  stored  gases  with  supplementary  pyrotechnics, 
could  be  used  for  tailoring  aggressiveness  of  £dr  bag  inflation  in  response  to  occu- 
pant status  information. 

IIHS  DATA  ON  AIR  BAG  EFFECTIVENESS 

Mr.  Carr.  The  Insurance  Institute  for  Highway  Safety  has  found 
that  air  bags  are  more  effective  in  large  cars  compared  with 
midsize  and  smaller  cars.  Are  these  findings  consistent  with  those 
ofNHTSA? 

[The  information  follows:] 

NHTSA  has  not  analyzed  the  eff"ectiveness  of  air  bags  separately  for  large, 
midsize,  and  small  cars.  The  agency  does  not  dispute  the  results  in  the  IIHS  study, 
which  used  essentially  the  same  analysis  method  as  NHTSA's  Interim  Report  on  the 
effectiveness  of  occupant  protection  (June  1992). 

However,  NHTSA  is  not  sure  that  the  effectiveness  differences  found  in  the  IIHS 
report  are  statistically  significant.  Even  if  they  were  significant,  it  is  not  clear  that 
the  differences  would  be  attributable  to  car  size.  The  large  cars  equipped  with  air 
bags  are  quite  different  make-models  than  the  small  cars,  with  older  drivers  and 
a  different  distribution  of  crashes  (fewer  rollovers).  The  agency  intends  to  explore 
this  issue  in  its  future  analyses  of  air  bag  effectiveness. 

NISSAN  MAXIMA  AIR  BAGS 

Mr.  Carr.  NHTSA  has  under  way  an  investigation  into  the  inad- 
vertent deplo3rment  of  air  bags  in  1992  and  1993  model  year  Nissan 
Maximas.  What  can  you  tell  us  about  your  investigation  and  what 
you  have  learned? 

[The  information  follows:] 

This  defect  investigation  was  opened  on  July  12,  1993,  based  on  complaints  of  in- 
advertent deployment  of  the  driver-side  air  bag  in  1992  and  1993  Nissan  Maximas. 
The  incidents  of  inadvertent  deployment  were  due  to  relatively  minor  underbody  im- 
pact in  most  of  the  complaint  vehicles.  During  the  investigation,  it  was  learned  that 
Nissan  made  a  design  change  to  the  tunnel  sensor  in  the  subject  air  bag  system 
in  September  1992.  The  sensitivity  of  the  sensor  was  decreased  to  reduce  the  possi- 
bility of  air  bag  deployment  caused  by  underbody  impacts. 

On  January  10,  1994,  Nissan  notified  NHTSA  that  it  would  recall  approximately 
65,000  Nissan  Maximas  (Recall  Number  94V-007)  to  replace  the  old  tunnel  sensor 
with  the  revised,  less  sensitive  tunnel  sensor.  The  recall  involves  approximately 
45,700  model  year  1992  Maximas  equipped  with  optional  air  bags  and  approxi- 
mately 19,300  early  production  model  year  1993  Maximas  equipped  with  tunnel  sen- 
sors produced  before  the  design  change  in  September  1992.  Owners  were  notified 
of  the  recall  during  the  early  part  of  March  1994. 
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SIDE  AIR  BAG  BENEFITS 

Mr.  Carr.  Volvo  recently  announced  that  it  will  offer  side  impact 
air  bags  on  some  of  its  1995  model  year  cars.  The  Volvo  side  air 
bag  apparently  will  be  contained  in  the  front  seats.  At  least  two 
automobile  manufacturers  (GM  and  Mercedes)  are  working  on  side 
impact  air  bags  that  would  deploy  from  the  door  frame.  Has 
NHTSA  studied  these  new  technologies?  What  can  you  tell  us 
about  their  reliability  and  potential  safety  benefits? 

[The  information  follows:] 

The  new  technologies  represented  in  side  impact  air  bags  are  truly  complex  and 
varied.  For  example,  side  air  bags  could  deploy  from  the  roof  to  protect  the  head, 
or  from  the  seat  and/or  door  to  protect  the  thorax  and  abdomen.  NHTSA  has  kept 
abreast  of  the  technology  efforts  through  the  literature,  technical  paper  presen- 
tations, and  technical  discussions  with  the  manufacturers  and  suppliers.  Some  of 
the  earliest  efforts  on  side  impact  air  bag  development  were  conducted  about  five 
years  ago  by  Warner  Associates  in  Utah,  using  government  funding. 

Since  the  available  interval  after  onset  of  using  a  crash  for  timely  air  bag  deploy- 
ment is  minimal,  the  details  of  post  crash  contact  deployment  sensor  design  are 
uniquely  dependent  on  the  car  interior,  side  structure,  seat  structure,  seat  location, 
and  door  design  of  the  subject  vehicle.  The  automotive  industry  is  pursviing  designs 
to  suit  particular  car  lines,  such  as  Volvo  has  already  done.  General  Motors,  Mer- 
cedes-Benz, and  Toyota  also  have  researched,  demonstrated,  and/or  patented  various 
side  air  bag  concepts.  Because  a  side  impact  air  bag  is  necessarily  close  to  the  occu- 
pant and  must  deploy  very  quickly,  potential  deployment  injury  to  occupants,  par- 
ticularly infants  and  children,  must  be  carefully  considered  in  the  designs.  Most 
technical  experts  agree  that  the  ideal  air  bag  deployment  activator  woiild  supply 
precrash  warning  to  allow  a  more  gentle  air  bag  deployment.  NHTSA  is  actively  re- 
searching anticipatory  crash  sensing  systems  development. 

While  they  are  complex  in  design,  the  potential  safety  benefits  of  inflatable  side 
air  bags  could  be  high.  However,  until  real  world  experience  is  available,  these  bene- 
fits and  any  associated  sensing  or  deplojrment  risks  cannot  be  quantified. 

REAR  AIR  BAG  BENEFITS 

Mr.  Carr.  What  about  rear  seat  air  bags?  Nissan  is  now  offering 
a  rear  seat  air  bag  on  certain  luxury  vehicles.  Have  you  studied  the 
safety  impact  of  this  technology? 

[The  information  follows:] 

In  NHTSA  programs  of  the  early  1970's,  rear  seat  air  bags  were  developed  and 
tested.  The  simultaneous  inflation  of  air  bags  for  protection  of  front  and  rear  seat 
occupants  would  pose  new  considerations  in  design.  Because  of  the  large  total  vol- 
ume of  deplojring  air  bags  in  the  front  and  rear,  considerations  of  passenger  com- 
partment overpressure  must  be  addressed  to  assure  that  occupant  hearing  impair- 
ment does  not  occur.  The  effluent  from  current  air  bag  gas  generator  designs  could 
also  constitute  a  threat  to  a  portion  of  our  population  suffering  from  asthma  or 
other  respiratory  deficits,  if  front  and  rear  air  bags  are  implemented  without  addi- 
tional compartment  venting  provisions.  The  threat  to  out-of-position  occupants  and 
infants  in  rearward  facing  child  restraints  could  be  similar  to  that  currently  present 
in  the  front  passenger  air  bag  installations.  Rear  seat  occupants  are  normally  well 
protected  in  frontal  crashes  by  wearing  their  lap  and  shoulder  belts  and  by  padding 
the  back  of  the  front  seats. 

DEMOGRAPHICS  IMPACT  ON  ALCOHOL-RELATED  FATALITIES 

Mr.  Carr.  During  the  1980s,  declines  in  alcohol-related  fatalities 
occurred  not  only  in  the  United  States,  but  also  in  other  industri- 
alized countries,  including  Great  Britain,  Germany,  Canada,  and 
Australia.  Is  it  possible  that  the  improvements  we  have  witnessed 
in  the  incidence  of  alcohol-impaired  driving  in  the  United  States 
are  due  as  much  to  societal  and  global  trends  in  alcohol  consump- 
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tion,  shifting  demographics  and  economic  conditions  as  to  any  spe- 
cific initiatives  or  efforts  of  NHTSA? 
[The  information  follows:] 

The  recent  reduction  in  alcohol-related  fatalities  in  many  industrialized  countries 
was  documented  and  studied  in  a  session  organized  by  the  Transportation  Research 
Board  in  The  Hague,  the  Netherlands,  on  September  23,  1993.  The  session  report 
noted  that  the  patterns  and  reasons  for  the  reduction  varied  from  country  to  coun- 
try. Some  countries  (including  the  United  States)  reported  large  reductions  among 
young  drivers,  while  others  did  not.  Some  countries  reported  reductions  in  pedes- 
trian alcohol-related  fatalities,  while  others  did  not.  Some  countries  reported  de- 
creases in  alcohol  consumption,  while  others  did  not. 

The  reasons  for  these  reductions  also  differed  in  various  countries.  Various  coun- 
tries adopted  different  measures  to  deal  with  their  traffic  alcohol  problems,  based 
on  the  specific  natvu"e  of  the  problem  in  each  country,  resources  available,  and  the 
respective  country's  societal  and  cultural  framework  within  which  its  alcohol  pro- 
gram had  to  operate.  Countries  used  different  legislative,  enforcement,  public  edu- 
cation, and  prevention  strategies.  The  majority  of  countries  reported  changed  public 
attitudes  regarding  drinking  and  driving,  but  this  likely  was  influenced  by  each 
country's  specific  measures. 

In  short,  whUe  societal  trends  undoubtedly  influenced  alcohol-related  fatalities,  it 
is  extremely  unlikely  that  they  were  solely  responsible  for  the  observed  inter- 
national decUnes. 

secretary's  BELT  GOAL 

Mr.  Carr.  Secretary  Peiia  has  announced  a  goal  of  reducing  the 
proportion  of  highway  accidents  related  to  alcohol  by  3  percent  to 
43  percent  by  1997.  How  did  you  determine  that  a  43  percent  tar- 
get would  be  a  reasonable  goal?  Should  we  be  aiming  for  a  lower 
target? 

[The  information  follows:] 

When  the  alcohol  goal  of  43  percent  was  set,  alcohol-related  traffic  fatalities  were 
already  at  the  historic  low  of  46%.  Further  progress  required  additiongd  effort.  Po- 
Uce  resources  for  impaired  driving  enforcement  were  diminishing,  as  crime,  violence, 
and  drugs  placed  increased  demands  on  a  shrinking  enforcement  workforce.  Public 
education  and  prevention  activities  were  competing  for  attention  and  resources  with 
an  expanding  number  of  worthy  causes.  NHTSA  believed  that  without  a  new  em- 
phasis, from  the  highest  levels,  the  alcohol-related  fatality  proportion  would  not  de- 
crease further,  and  might  in  fact  rise. 

The  43%  goal  was  NHTSA's  best  estimate  of  the  improvement  that  might  be 
achieved  with  a  renewed  emphasis  on  alcohol-impaired  driving.  NHTSA  did  not  be- 
lieve that  it  could  be  reached  by  "business  as  usual".  NHTSA  set  the  43%  goal  to 
be  challenging,  but  possible. 

At  the  annual  Lifesavers  Symposium  in  Washington  D.C.  on  March  10,  1994,  Sec- 
retary Peiia  suggested  that  a  lower  goal  might  be  within  reach.  An  assessment  of 
how  much  progress  has  been  made  will  be  possible  after  all  states  have  had  a 
chance  to  establish  individual  goals  and  after  1993  data  are  avgiilable. 

TARGET  DRIVERS  TO  REDUCE  ALCOHOL  RELATED  FATALITIES 

Mr.  Carr.  Last  year,  the  National  Transportation  Safety  Board 
identified  teenage  drinking  as  a  significant  problem,  particularly 
with  regard  to  enforcement  of  underage  drinking  laws.  More  re- 
cently, the  National  Commission  Against  Drunk  Driving  has  advo- 
cated that  NHTSA  should  focus  its  efforts  on  young  adults,  ages  21 
to  34,  because  they  cause  more  than  50  percent  of  all  alcohol-relat- 
ed traffic  fatalities.  Others  have  said  that  the  focus  should  be  on 
repeat  offenders  and  drivers  with  high  blood  alcohol  concentration 
levels.  Where  should  NHTSA  place  the  greatest  emphasis  in  order 
to  achieve  the  biggest  gains? 

[The  information  follows:] 
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All  four  areas  deserve  emphasis.  Teenagers  continue  to  be  over-represented  in  al- 
cohol-related crashes,  despite  substantial  recent  reductions.  More  important,  reduc- 
tion in  youthfal  drinking  and  driving  can  carry  lifetime  benefits.  Drivers  ages  21 
and  34  do  contribute  the  largest  percentage  of  all  alcohol-related  traffic  fatalities 
and  have  received  little  specific  attention.  Repeat  offenders  and  high  BAG  drivers 
are  over-represented  in  alcohol-related  fatality  data.  However,  they  are  frequently 
problem  drinkers,  and  it  is  difficult  to  affect  their  behavior  without  dealing  first 
with  their  alcohol  problem. 

Mr.  Carr.  How  does  your  budget  request  reflect  that  emphasis? 
[The  information  follows:] 

NHTSA's  budget  supports  activities  in  all  four  target  areas.  It  continues  an  active 
youth  alcohol  program,  including  provisional  licensing  demonstrations,  worksite  pro- 
grams, and  improved  law  enforcement,  to  continue  the  reductions  achieved  in  recent 
years.  If  funds  research  and  development  activities  specifically  directed  at  high-risk 
drinker  drivers  in  the  21-34  age  range,  to  learn  how  their  attitudes  and  behavior 
can  be  influenced  through  prevention  and  enforcement  activities.  It  will  dem- 
onstrate newly-validated  screening  instruments  for  detecting  problem  drinkers  who 
should  be  referred  to  alcohol  treatment.  And  it  will  complete  a  demonstration  of  so- 
briety checkpoints  to  detect  and  deter  repeat  offenders  who  drink  and  drive. 

To  address  several  of  these  priority  area,  NHTSA's  budget  will  support  the  Sec- 
retary's combined  alcohol-safety  belt  initiative  by  assisting  states  to  pass  key  drink- 
ing and  driving  laws,  supporting  active  law  enforcement  and  sanctions,  and  conduct- 
ing prevention  and  public  information  activities  directed  both  at  specific  cultural 
groups  and  at  the  general  driving  population. 

UNDERAGE  DRINKING  ENFORCEMENT 

Mr.  Carr.  What  progress  has  been  made  since  last  year  regard- 
ing tougher  state  enforcement  of  underage  drinking  laws? 
[The  information  follows:] 

Enforcing  underage  drinking  laws  continues  to  be  a  low  priority  with  many  poUce 
and  alcohol  control  agencies.  Although  all  states  now  have  set  21  as  the  legal  age 
for  purchase  and  possession  of  adcoholic  beverages  and  13  states  and  the  District 
of  Columbia  have  enacted  "zero  tolerance"  laws  for  drivers  under  age  21,  there  is 
little  evidence  to  suggest  that  these  laws  are  being  enforced  at  a  significantly  higher 
level,  nationally,  than  last  year.  Limited  manpower  and  other  resources  and  com- 
petition with  other  high  visibility  crime,  such  as  youth  violence,  are  partial  reasons 
for  this  low  enforcement  rate. 

There  are  success  stories.  Some  jurisdictions  throughout  the  nation  have  con- 
ducted sting  operations  and  "cops  in  shops"  programs  to  apprehend  sellers  and  pur- 
chasers, respectively.  Some  police  agencies  have  initiated  special  task  groups  that 
target  keg  parties  and  other  drinking  events  popular  with  young  people.  Keg  reg- 
istration laws,  which  assist  police  in  identifying  retailers  who  are  selling  to  youth, 
are  gaining  in  popularity. 

NHTSA  has  developed  and  delivered  training  for  police  management  to  address 
the  problem  of  enforcing  impaired  driving  and  drinking  by  young  people.  NHTSA 
is  developing  a  technical  assistance  capability  to  assist  police  agencies  in  enforcing 
underage  drinking  and  impaired  driving  laws.  In  partnership  with  the  Department 
of  Justice,  NHTSA  is  identifying  sites  to  demonstrate  effective  coordination  between 
police,  prosecutors  and  judges  to  increase  enforcement  of  these  offenses.  Finally, 
NHTSA  will  be  testing  the  feasibility  of  using  "Teen  Courts"  as  a  method  to  encour- 
age enforcement,  adjudication  and  follow-up  of  teenage  drinking  law  offenders. 

ADMINISTRATIVE  LICENSE  SUSPENSION  LAWS 

Mr.  Carr.  The  NTSB  has  placed  on  its  "Most  Wanted"  list  of 
safety  improvements  the  enactment  of  state  laws  allowing  adminis- 
trative suspension  of  licenses  when  drivers  fail  or  refuse  an  alcohol 
test.  Do  you  agree  that  these  laws  should  be  the  highest  priority 
for  state  activity  against  drunk  driving? 

[The  information  follows:] 

NHTSA  agrees  completely  with  the  NTSB.  Together  with  the  NTSB,  the  agency 
formed  a  coalition  of  more  than  40  public  and  private  sector  organizations  to  pro- 
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mote  the  passage  of  administrative  license  suspension  or  revocation  laws.  NHTSA 
has  conducted  educational  workshops  and  provided  expert  testimony  in  support  of 
these  laws,  and  has  developed  and  distributed  fact  sheets,  research  reports,  and 
evaluations  that  support  administrative  license  suspension  laws.  Through  a  coopera- 
tive agreement  with  the  American  Association  of  Motor  Vehicle  Administrators, 
NHTSA  provides  technical  assistance  to  states  that  are  implementing  administra- 
tive license  suspension  laws. 

CALIFORNIA  SAFETY  BELT  LAW 

Mr.  Carr.  In  California,  traffic  officials  have  indicated  that  the 
state's  seat  belt  law  has  been  the  major  contributor  to  reducing  al- 
cohol-related highway  deaths.  Is  California  unique  in  this  regard, 
or  is  this  result  consistent  with  what  is  occurring  in  other  states? 

[The  information  follows:] 

While  belt  use  laws  have  helped  reduce  alcohol-related  highway  deaths  through- 
out the  United  States,  they  are  not  the  major  contributor.  Even  in  California,  Dep- 
uty California  Highway  Patrol  Commissioner  D.O.  Helmick  confirms  that  the  belt 
law  is  only  one  factor  influencing  alcohol-related  fatalities.  In  1991,  California  Attor- 
ney General  Dan  Lungren  stated  that  "This  15  percent  reduction  in  alcohol-involved 
fatalities  [during  a  one-year  period  ending  June  1991]  is  the  sharpest  annual  decline 
over  the  past  decade.  We  can  attribute  tJiis  in  part  to  the  adoption  last  year  of  the 
state's  lower  .08  blood  alcohol  limit  and  the  new  'On-the-Spot'  license  suspension 
law." 

Nationwide,  alcohol-related  traffic  fatalities  dropped  20  percent  from   1990  to 

1992,  while  traffic  fatalities  with  no  alcohol  involved  dropped  only  4  percent.  In 

1993,  alcohol-related  traffic  fatahties  continued  to  decline  while  non-alcohol-related 
fatalities  rose,  according  to  preliminary  estimates.  If  safety  belt  laws  and  increased 
belt  use  were  the  major  factor  in  reducing  alcohol-involved  fatalities,  then  fatalities 
not  related  to  alcohol  should  have  dropped  a  similar  amount. 

ALCOHOL  REPEAT  OFFENDER  PROGRAMS 

Mr.  Carr.  What  portion  of  the  annual  18,000  alcohol-related 
highway  fatalities  is  caused  by  repeat  offenders,  and  what  success- 
ful strategies  have  been  implemented  to  get  repeat  offenders  off  the 
roads? 

[The  information  follows:] 

In  national  FARS  data,  repeat  offenders  (those  who  have  a  recorded  DWI  convic- 
tion within  the  past  3  years)  account  for  approximately  10-15%  of  drinking  drivers 
in  fatal  crashes  each  year. 

There  is  evidence  tiiat  severe  sanctions  for  repeat  offenders  (lengthy  license  rev- 
ocation, substantial  fines,  jail,  etc.),  coupled  with  tough  impaired  driving  legislation 
such  as  administrative  license  revocation  and  lower  BAC  limits,  have  reduced  the 
number  of  repeat  offenders.  However,  many  repeat  offenders  continue  to  drink  and 
drive.  Several  states  have  implemented  actions  against  the  vehicles  of  repeat  offend- 
ers, such  as  special  license  plates,  interlock  systems,  vehicle  immobilization,  im- 
poundment and  confiscation  that  may  show  promise.  In  addition,  many  repeat  of- 
fenders are  problem  drinkers  who  require  an  alcohol  problem  assessment  and  appro- 
priate treatment. 

PUBLIC  EDUCATION  AND  LAW  ENFORCEMENT  IN  REDUCING  DRINKING 

DRIVERS 

Mr.  Carr.  What  is  known  about  the  efficacy  of  public  education 
versus  tough  law  enforcement  in  reducing  drinking  and  driving  and 
what  relative  emphasis  will  NHTSA  be  placing  on  public  education 
efforts  versus  tougher  law  enforcement  measures? 

[The  information  follows:] 

Public  education  and  law  enforcement  are  complementary,  not  competitive.  Nei- 
ther has  demonstrated  much  success  in  isolation;  both  together  have  reduced  drink- 
ing and  driving  substantially.  NHTSA's  research  and  programs  support  a  com- 
prehensive approach  including  both  public  education  and  law  enforcement. 
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Many  drinking  and  driving  laws  have  demonstrated  their  effectiveness  in  evalua- 
tion studies  (for  example:  administrative  license  revocation,  zero  tolerance  laws  for 
youth,  minimum  drinking  age  21).  Public  education  is  crucial  to  this  success  in  two 
ways.  First,  laws  cannot  be  passed  unless  public  attitudes,  as  expressed  through 
state  legislature,  support  these  laws.  Public  education  influences  these  attitudes. 
This  was  demonstrated  in  the  early  1980s,  when  extensive  public  education  efforts 
by  MADD  and  others  led  to  hundreds  of  stronger  drinking  and  driving  laws.  Second, 
laws  serve  their  pvupose  only  when  they  are  well-publicized,  so  that  the  driving 

EubUc  knows  the  potential  consequences  of  drinking  and  driving  and  changes  its  he- 
avier as  a  result.  Again,  evaluation  studies  show  that  extensive  pubUcity  for  laws 
increases  their  effectiveness  (zero  tolerance  laws  and  sobriety  checkpoints  are  two 
examples). 

Traffic  safety  public  education  seeks  to  change  knowledge,  attitudes,  and  behav- 
ior. Its  effectiveness  improves  the  more  it  is  based  on  detailed  knowledge  of  the  tar- 
get audience's  knowledge,  values,  and  attitudes.  NHTSA  is  actively  addressing  tar- 
geted public  education  through  basic  research  on  the  values  of  drinking  drivers, 
marketing  research  on  high-risk  young  male  drinkers,  and  program  development 
with  ethnic  and  cultviral  groups. 

DRIVER  EDUCATION  ACTIVITIES 

Mr.  Carr.  Would  you  brief  us  on  what  NHTSA  has  done  in  the 
area  of  driver  education  during  the  past  year? 
[The  information  follows:] 

NHTSA  is  involved  with  two  major  activities  that  were  initiated  within  the  past 
year.  In  April  1993  the  agency  convened  a  two-day  workshop  to  identify  training  re- 
quirements designed  to  reduce  young  driver  risk  taking  and  improve  decision  mak- 
ing skills.  Eleven  national  and  international  experts  in  traffic  safety  education  and 
decision  making  attended.  The  agency  published  a  final  report  on  the  proceedings 
in  February  1994.  The  results  were  used  for  the  Congressional  report  (see  below) 
and  will  be  integrated  into  our  on-going  young  driver  risk  taking  research. 

A  second  major  activity  was  the  preparation  of  a  report  to  the  Committee  on  the 
agenc^s  research  agenda  for  improving  novice  driver  education.  This  report  is  ciu-- 
rently  being  reviewed  by  NHTSA's  senior  management.  Proposed  activities  would  be 
initiated  in  fiscal  year  1995. 

In  addition,  NHTSA  staff  regularly  interacts  with  other  professionals  in  driver  li- 
censing and  driver  education.  Staff  is  involved  in  various  related  working  commit- 
tees of  professional  organizations  such  as  the  American  Driver  and  Traffic  Safety 
Education  Association,  and  works  with  private  organizations  such  as  the  American 
Automobile  Association. 

DRIVER  EDUCATION  WORKSHOP 

Mr.  Carr.  What  did  you  learn  from  the  workshop  you  held  last 
April  on  how  driver  education  for  the  young  driver  could  be  im- 
proved? 

[The  information  follows:] 

The  workshop  resulted  in  a  number  of  general  findings  and  recommendations. 
The  following  summarizes  the  findings  of  this  group  related  to  driver  education: 

No  one  traffic  safety  countermeasure  will  drastically  reduce  the  crashes  of  young 
drivers.  A  "systems"  approach  is  needed.  Such  a  system  should  include  driver  licens- 
ing, driver  education,  traffic  law  enforcement,  and  pubhc  information  and  education. 

Novice  driver  education  (30  classroom  hours  &  6  behind-the-wheel)  does  result  in 
most  students  getting  a  driver  Ucense;  however,  it  does  not  develop  safe  driving  be- 
haviors that  reduce  the  crashes  of  young  drivers. 

Driver  education  should  be  an  integrated  part  of  a  graduated  driver  licensing  sys- 
tem. Keeping  a  driver  license  will  provide  the  student  with  the  motivation  to  learn 
safe  driving  behaviors.  Being  part  of  a  graduated  license  system  will  require  the 
student  to  practice  safe  driving. 

Teaching  a  new  driver  to  be  a  safe  driver  needs  to  be  done  over  an  extended  pe- 
riod. Instruction  should  be  self-paced,  where  possible,  with  appropriate  feedback, 
and  with  progress  being  determined  by  skill  ana  knowledge  testing. 

Training  that  emphasizes  safe  driving  skills  should  only  be  given  after  the  stu- 
dent has  some  amount  of  basic  behind-the-wheel  experience. 

Novice  driver  training  must  include  all  tjrpes  of  driving  situations  that  will  be  en- 
countered by  the  new  driver. 
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State-of-art  PC-based  simvilation  technology  may  be  useful  for  some  aspects  of 
training  and  educating  new  drivers. 

Development  of  a  new  driver  education  program  will  likely  require  changes  in  ma- 
terials for  and  preparation  of  teachers  and  instructors.  Administrative  and  develop- 
ment processes  for  upgrading  the  driver  education  program  may  also  be  necessary. 

CONTINUING  DRIVER  EDUCATION 

Mr.  Carr.  You  may  recall  that  my  interest  in  driver  education 
is  not  limited  to  young  drivers,  but  extends  to  the  older  driver  as 
well.  Does  the  action  plan  that  you  are  working  on  address  the 
issue  of  making  driver  education  a  lifetime  learning  process? 

[The  information  follows:] 

The  research  agenda  that  is  proposed  only  deals  with  a  new  driver  education  sys- 
tem for  the  novice  driver.  Because  of  their  over  involvement  in  crashes,  it  is  critical 
to  provide  a  sound  basis  for  educating  new  drivers.  Once  NHTSA  has  developed 
suc5i  a  system,  resovuxes  can  be  ejctended  to  determine  how  to  most  efficiently  de- 
velop education  programs  for  a  lifetime  of  learning  safe  driving  behaviors.  Major  is- 
sues concern  how  to  reach  the  adult  driver  with  educational  material  and  how  to 
motivate  the  adult  to  learn  the  material.  Possible  channels  include  driver  licensing 
renewals,  and  various  forms  of  public  information  and  education.  NHTSA's  research 
program  on  older  drivers  addresses  many  of  these  issues  and  will  provide  the  foun- 
dations for  developing  suitable  information  and  education  programs. 

DRIVER  EDUCATION  PROGRAM  GOALS 

Mr.  Carr.  What  specific  goals  and  objectives  have  you  estab- 
lished for  NHTSA's  driver  education  program? 
[The  information  follows:] 

The  goal  of  NHTSA's  program  in  driver  education  is  to  produce  a  lifetime  of  im- 
proved safety,  beginning  with  young  novice  drivers,  through  increasing  knowledge, 
improving  attitudes,  and  enhancing  decision-making  skills.  NHTSA's  research  and 
program  plans  will  be  described  in  detail  in  the  agency's  report  to  Congress. 

DRIVER  EDUCATION  AND  IVHS  TECHNOLOGIES 

Mr.  Carr.  To  what  extent  will  your  driver  education  agenda  ad- 
dress advances  in  intelligent  vehicle  highway  system  technologies? 
Do  driver  education  programs  offer  one  of  the  best  avenues  avail- 
able for  advising  a  large  number  of  drivers  about  the  availability 
and  potential  of  IVHS  technologies? 

[The  information  follows:] 

As  rVHS  technologies  that  affect  safe  driving  become  operational,  these  advances 
should  be  considered  for  driver  education  programs.  However,  driver  education  pro- 
grams currently  do  not  offer  a  very  good  avenue  for  advising  drivers  of  IVHS  be- 
cause the  vast  majority  of  drivers,  including  new  drivers,  do  not  participate  in  any 
type  of  formal  driver  education.  "The  extent  to  which  driver  education  can  include 
rS^S  issues  will  be  limited  by  the  balance  of  time  and  monetary  resources  across 
all  the  requirements  placed  on  the  ciuriculum. 

NCAP  PUBLIC  PLANNING  MEETING 

Mr.  Carr.  Last  year,  NHTSA  changed  the  format  of  the  New  Car 
Assessment  Program  (NCAP)  press  release  to  a  "star"  rating  sys- 
tem to  make  it  more  user  friendly.  Five  stars  indicates  the  best 
safety  rating  and  one  star  indicates  the  worst  safety  rating. 

NHTSA  recently  published  a  notice  in  the  Federal  Register  solic- 
iting comments  on  the  desirability  of  holding  a  public  meeting  to 
discuss  NCAP  activities.  I  wonder  why  you  did  not  hold  such  a 
meeting  before  undertaking  a  restructuring  of  the  NCAP  format 
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and  proposing  the  inclusion  of  side  impact  tests,  rather  than  after 
the  fact.  Would  you  comment? 
[The  information  follows:] 

With  respect  to  the  addition  of  side  impact  testing  to  the  NCAP  program,  the 
agency  has  long  considered  such  an  addition  as  a  logical  step  since  side  impact  fa- 
talities are  second  to  only  frontal  impact  deaths. 

On  January  18,  1991,  at  a  public  meeting  following  the  quarterly  industry  meet- 
ing, the  agency  announced  its  desire  and  intention  to  conduct  a  Side  Impact  NCAP. 
Subsequent  to  this,  NHTSA  Docket  No.  91-02  was  opened  to  receive  public  com- 
ments on  the  issue.  This  was  almost  three  years  before  the  notice  in  question.  In 
FY  1992,  funds  were  appropriated  by  Congress  for  developmental  testing.  In  FY 
1993,  the  funds  were  appropriated  and  the  agency  completed  the  steps  necessary 
to  establish  the  requirements  and  procedures  for  a  possible  Side  Impact  NCAP. 

With  respect  to  restructuring  the  NCAP  format,  the  agency  and  the  Congress 
have  both  fostered  continual  improvement  of  the  NCAP  program  to  make  the  avail- 
able information  more  easily  understandable  by  consumers  and  more  useful  as  a 
market  incentive.  The  October  1991  Conference  Report  provided  an  allowance  of  not 
less  than  $150,000  for  NHTSA  to  use  for  the  purpose  indicated  above  during  FY 

1992.  In  order  to  provide  a  comprehensive  and  timely  response  to  the  Congress,  the 
agency  transmitted  a  report  to  Congress  in  February  1992  which  outUned  our  plan 
for  responding  to  the  Congressional  directives.  That  plan  proposed  the  use  of  focus 
groups  to  evaluate  various  presentation  methods  on  the  car  buying  public.  The  re- 
port to  Congress  was  made  publicly  available,  and  placed  in  our  docket.  The  most 
recent  restructuring  of  the  NCAP  format  is  an  outgrowth  of  the  information  ob- 
tained from  the  focus  groups. 

The  proposed  restructured  NCAP  format  was  discussed  at  length  before  its  imple- 
mentation at  a  public  NHTSA/Industry  meeting  in  Detroit,  Michigan,  on  October  13, 

1993.  At  that  meeting,  a  draft  of  the  proposed  changes  was  handed  out  and  com- 
ment solicited.  In  addition,  representatives  of  the  agency  later  met  with  the 
A.A.M.A.  at  their  request  to  discuss  the  proposal  and  agree  upon  suggested  revi- 
sions. 

Thus,  although  a  separate  public  meeting  was  not  held  prior  to  restructuring  the 
NCAP  format  and  proposing  the  inclusion  of  side  impact  tests,  ample  opportunity 
for  public  comment  and  suggestion  was  provided.  The  proposed  consideration  of  a 
formal  public  meeting  is  intended  to  evsduate  the  success  of  the  changes  NHTSA 
has  implemented  thus  far  and  to  solicit  further  suggestions  for  modifying  and/or  ex- 
panding NCAP. 

NCAP  PUBLIC  MEETING  GOALS 

Mr.  Carr.  What  are  your  goals  for  such  a  public  meeting  and 
what  response  to  your  proposal  have  your  received? 
[The  information  follows:] 

The  major  goal  is  to  solicit  suggestions  for  how  the  agency  might  best  provide  ve- 
hicle safety  information  to  consumers. 

Responses  to  the  notice  which  requested  comments  on  whether  the  agency  should 
have  a  public  meeting  were  received  from  two  automobile  manufacturer  associations 
(American  Automobile  Manufacturers  Association  and  the  Association  of  Inter- 
national Automobile  Manufactures),  three  individual  automobile  manufacturers 
(Toyota,  Volkswagen,  and  Volvo),  one  insurance  group  (the  Insurance  Institute  for 
Highway  Safety),  and  four  consumer  advocacy  groups  (Advocates  for  Highway  and 
Auto  Safety,  Center  for  Auto  Safety,  Public  Citizen,  and  Institute  for  Injury  Reduc- 
tion). Of  those  ten  respondents,  all  except  Toyota  and  Volkswagen  supported  such 
a  public  meeting.  Toyota  and  Volkswagen  indicated  objections  to  the  existing  NCAP, 
but  did  not  state  whether  they  were  for  or  against  the  proposed  public  meeting. 

CLEAN  CAR — ^NHTSA  PARTICIPATION 

Mr.  Carr.  In  recent  months,  we  have  heard  more  about  the  ad- 
ministration's new  clean  car  initiative  to  accelerate  the  develop- 
ment of  ultra-fuel  efficient,  ultra-clean  vehicles.  As  I  understand  it, 
the  program  will  be  a  cooperative  research  program  between  pri- 
marily the  U.S.  Department  of  Energy  and  the  three  major  domes- 
tic automakers  with  a  goal  of  producing  a  family  car  with  three 
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times  the  fuel  efficiency  of  today's  car.  Is  NHTSA  participating  in 
this  government  industry  initiative  and,  if  so,  what  are  the  specific 
goals  for  your  involvement? 
[The  information  follows:] 

Yes,  NHTSA  is  involved.  NHTSA's  Associate  Administrator  for  Research  and  De- 
velopment represents  the  Department  Transportation  on  the  government's  Technical 
Committee,  which  is  chaired  by  the  Department  of  Commerce. 

NHTSA's  role  is  to  insure  generally  that  improved  safety  is  pursued  in  the  pro- 
gram NHTSA  will  work  within  the  partnership  to  find  innovative  solutions  to  as- 
sure that  vehicles  resulting  from  this  program,  which  could  be  the  basis  for  vehicles 
offered  for  sale  in  about  10  years,  (1)  contain  the  same  improved  safety  levels  that 
will  be  required  by  regulation  of  all  other  vehicles  produced  at  that  time,  (2)  include 
the  appropriate  advanced  structural  and  occupant  protection  systems  needed  for 
equivalent  safety  compared  to  comparable,  conventional  mid-size  sedans,  and  (3) 
contain  the  same  safety  features,  such  as  collision  avoidance  IVHS  systems,  as  con- 
tained on  other  vehicles  produced  at  that  time.  NHTSA  also  will  work  within  the 
partnership  to  insure  the  safety  of  advanced  energy  storage  and  energy  conversion 
technologies  selected  for  use  in  the  program. 

CLEAN  CAR  PROGRAM — IMPACT  ON  CAFE 

Mr.  Carr.  Does  the  clear  car  initiative  represent  a  change  in  the 
administration's  policy  approach  to  fuel  economy?  Is  the  adminis- 
tration rethinking  the  regulatory  approach  of  the  CAFE  standards 
in  light  of  this  new  initiative? 

[The  information  follows:] 

The  Clean  Car  program  is  a  cooperative  research  program  with  the  auto  industry; 
it  does  not  represent  a  change  in  Administration  policy  relative  to  fuel  economy.  We 
currently  have  no  plans  to  propose  changes  in  the  regulatory  approach  of  the  CAFE 
standards  in  light  of  the  Clean  Car  program. 

FUEL  ECONOMY  TECHNOLOGY  STUDIES 

Mr.  Carr.  The  fiscal  year  1995  request  for  NHTSA  includes 
$785,000  for  NHTSA  to  study  various  emerging  technologies  that 
show  promise  of  significantly  improving  the  fuel  economy  of  vehi- 
cles in  the  next  five  to  10  years.  Last  year,  we  denied  this  request. 
Why  did  you  decide  to  renew  your  request  this  year? 

[The  information  follows:] 

One  of  the  statements  in  the  National  Academy  of  Sciences  (NAS)  1992  report. 
Automotive  Fuel  Economy — How  Far  Should  We  Go?,  was: 

In  the  committee's  opinion,  if  the  federal  government  intends  to  continue  regulat- 
ing automotive  fuel  economy,  it  must  take  a  more  substantial  investment  in  under- 
standing the  technical  issues,  costs,  benefits,  and  risks  of  such  regulation. 

Towards  this  end,  the  agency  initiated  in  FY  1993  a  database  providing  details 
of  U.S.,  Canada,  and  Mexico  automotive  manufacturing  facilities.  The  database  will 
provide  details  of  plant  capacities,  products,  and  product  plans,  along  with  financial 
information.  The  maintenance  of  this  database  requires  an  annual  commitment  of 
$60  thousand. 

The  subjects  of  technical  issues,  costs,  and  benefits  of  fuel  economy  technology 
mentioned  by  the  NAS  have  not  been  addressed  in  any  agency  studies  due  to  lack 
of  fiinding.  The  last  study  of  this  type  was  a  small  study  on  engine  friction  reduction 
completed  in  1988.  This  technology  has  now  been  largely  implemented  throughout 
the  automotive  industry.  Without  new  studies,  the  agency  will  continue  to  rely  on 
industry  submissions  and  media  articles  which  do  not  provide  an  independent  view 
of  potential  technological  advances. 

The  agency  is  proposing  to  establish  light  truck  fuel  economy  standards  through 
model  year  2006  in  one  rulemaking  to  provide  long  leadtime  to  the  industry.  There- 
fore, NHTSA  desires  to  conduct  independent  studies  of  technology  to  insure  integ- 
rity to  these  future  rulemaking  efforts. 
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CLEAN  CAR  PROGRAM  FUEL  ECONOMY  INITIATIVES 

Mr.  Carr.  How  does  this  fuel  economy  initiative  relate  to  the 
government  industry  clean  car  initiative? 
[The  information  follows:] 

This  request  is  not  related  to  the  "Clean  Car"  initiative.  The  fiscal  year  1995  fuel 
economy  initiative  is  intended  to  support  the  agency's  statutory  responsibility  for 
the  fiiel  economy  regulatory  program.  The  primary  goal  of  the  "Clean  Car"  initiative 
is  to  explore  the  use  of  radically  different  energy  storage  and  energy  conversion 
technology  in  addition  to  other  radically  different  automotive  technology  in  order  to 
achieve  a  three  times  improvement  in  fiiel  economy  while  maintaining  utility  com- 
pared to  today's  conventional  mid-size  sedans.  If  this  goal  can  be  reached,  it  is  envi- 
sioned that  resulting  vehicles  will  be  in  demand  by  the  pubUc  and  sell  in  high  quan- 
tities, thus  reducing  the  Nation's  use  of  energy  through  the  demand  for  cars  that 
meet  consumer  needs. 

ALTERNATIVE  FUELS  PROGRAM 

Mr.  Carr.  Would  you  update  the  subcommittee  on  NHTSA's 
work  pertaining  to  the  electric  car  and  vehicles  fueled  with  com- 
pressed natural  gas? 

[The  information  follows:] 

Regarding  research  on  electric  vehicles,  NHTSA  testing  conducted  in  Fall  1993  in- 
dicated potential  safety  issues  that  may  merit  further  investigation,  involving  elec- 
troljrte  spillage  and  post-crash  shock  hazard.  NHTSA  crash-tested  two  converted 
electric  vehicles  equipped  with  lead  acid  batteries,  conducting  frontal  barrier  crash- 
es at  48  km/h.  In  both  crashes,  the  batteries  sustained  serious  damage.  Large 
amounts  of  electrolyte  were  spUled  (10.4  hters  and  17.7  Uters)  when  the  batteries 
were  crushed.  The  potential  toxicity  of  the  acid  in  the  electrolji«  solution  makes  this 
an  area  of  potential  concern,  regarding  injury  to  both  vehicle  occupants  and  individ- 
uals outside  the  vehicle.  Electric  shock  is  a  second  potential  hazard  with  electric  ve- 
hicles. Several  arcs  were  evident  under  the  hood  of  one  vehicle  during  NHTSA's 
electric  vehicle  crash  tests.  Shock  hazard  can  occur  at  crash  sites,  with  danger  to 
occupants,  emergency  medical  technicians,  and  other  first  responders.  There  also  is 
the  danger  of  electronic  shock  to  mechanics  during  repair  of  the  vehicle. 

Regarding  compressed  natural  gas  (CNG)  vehicles,  NHTSA  crash  tested  a  con- 
verted CNG  vehicle  to  assess  its  fuel  system  integrity  performance,  in  support  of 
the  agency's  CNG  rulemaking  in  this  area.  In  1994,  the  agency  plans  to  initiate  a 
study  of  anecdotal  information  which  alternative  fuel  fleet  operators,  including  CNG 
and  electric  vehicles,  can  provide  regarding  the  safe  performance  of  their  vehicles. 
These  fleet  operators  have  day-to-day  contact  with  the  vehicles,  and  their  accumu- 
lated experience  will  hopefully  provide  a  useful  real-world  perspective  on  safety 
problems  to  supplement  the  agency's  other  sources  of  information. 

ELECTRIC  VEHICLE  SAFETY 

Mr.  Carr.  What  unique  safety  issues  are  presented  by  the  auto- 
mobile industr^s  ongoing  development  of  electric  vehicles,  £ind 
where  is  NHTSA  placing  its  research  emphasis? 

[The  information  follows:] 

Potential  safety  issues  that  merit  investigation  include  electrolyte  spillage  and 
post-crash  shock  hazard.  In  the  Fall  of  1993,  NHTSA  performed  crash  tests  on  two 
commercially  available  electric  conversion  vehicles.  These  tests  resulted  in  the  loss 
of  substantial  quantities  of  electrolyte  from  the  lead  acid  battery  packs.  The  poten- 
tial toxicity  of  the  acid  in  the  electrolyte  solution  makes  this  an  area  of  concern, 
regarding  injury  to  both  vehicle  occupants  and  individuals  outside  the  vehicle.  Addi- 
tionally, arcing  was  observed  under  the  hood  of  one  vehicle,  raising  a  concern  re- 
garding electric  shock.  Shock  hazard  can  occur  at  crash  sites,  with  danger  to  occu- 
pants, emergency  medical  technicians,  and  other  first  responders.  There  also  is  the 
danger  of  electric  shock  to  mechanics  during  repair  of  the  vehicle.  NHTSA's  research 
emphasis  will  be  to  support  the  agency's  efforts  to  address  these  issues,  as  further 
defined  based  on  information  provided  by  commenters  in  response  to  NHTSA's  an- 
ticipated electric  vehicle  safety  Request  for  Comment,  to  be  published  later  this 
year. 
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ELECTRIC  VEHICLE  RULEMAKING 

Mr.  Carr.  Where  do  you  stand  on  rulemaking  activities? 
[The  information  follows:] 

Regarding  electric  vehicles,  NHTSA  in  1992  determined  that  new  safety  stand- 
ards for  electric  vehicles  were  not  required  at  that  time.  Based  on  subsequent  re- 
search the  agency  has  determined  that  further  investigation  is  merited,  particularly 
in  the  areas  of  electrolyte  spillage  and  post-crash  shock  hazard.  Therefore,  in  1994, 
the  agency  plans  to  publish  a  Notice  for  Comment  to  seek  public  participation  in 
its  effort  to  better  understand  the  extent  and  severity  of  these  problems,  and  to 
learn  what  steps  manufacturers,  voluntary  industry  groups,  and  others  are  taking 
to  address  them.  With  this  broadened  perspective,  NHTSA  can  better  determine  if 
federal  involvement  is  merited. 

With  respect  to  compressed  natiu-al  gas  (CNG)  vehicles,  the  agency  expects  to 
issue  two  final  rules.  One  would  regulate  CNG  vehicles  to  assiu-e  fuel  system  integ- 
rity performance  in  crashes,  and  would  apply  to  vehicles  of  10,000  pounds  or  less 
gross  vehicle  weight  rating  (GVWR)  and  all  school  buses.  The  second  final  rule 
would  regulate  the  initial  strength,  durabihty,  and  pressure  relief  performance  of 
CNG  fuel  containers.  In  addition,  in  1994  the  agency  expects  to  issue  a  supple- 
mental notice  of  proposed  rulemaking  for  CNG  fuel  containers  to  regulate  their  per- 
formance regarding  corrosion,  brittle  fi-acture,  and  external  damage.  Finally,  the 
agency  expects  to  issue  a  Federal  Register  notice  seeking  public  comment  on  CNG 
vehicle  fuel  system  integrity  performance  needs  for  transit  buses  and  other  vehicles 
of  over  10,000  pounds  GVWR. 

NADS — NON-FEDERAL  MATCHING  FUNDS 

Mr.  Carr.  Your  fiscal  year  1995  budget  estimate  includes  $2.0 
million  toward  the  construction  cost  of  the  national  advanced  driv- 
ing simulator  (NADS).  As  you  know,  the  conferees  on  the  California 
earthquake  emergency  supplemental  bill  agree  to  rescind  unobli- 
gated balances  previously  appropriated  for  NADS  unless  the  Uni- 
versity of  Iowa  raises  $7.75  million  of  the  required  non-Federal 
matching  funds  by  the  time  of  conference  on  the  fiscal  year  1995 
bill.  What  specific  actions  have  been  taken  by  NHTSA  and  the  Uni- 
versity of  Iowa  to  raise  the  required  matching  funds  for  the  driving 
simulator? 

[The  information  follows:] 

NHTSA  has  met  with  senior  executives  of  the  domestic  auto  industry  on  nine  sep- 
arate occasions  seeking  their  financial  participation  in  the  NADS  project.  In  addi- 
tion, NHTSA  has  written  a  total  of  114  letters  to  the  heads  of  the  U.S.  auto  and 
truck  manufacturers  and  their  suppliers  soUciting  their  support.  The  University  of 
Iowa  has  made  well  over  500  industrial  contacts.  As  a  result,  119  separate  private 
companies  have  visited  the  University  of  Iowa  to  discuss  NADS  participation.  In  ad- 
dition the  University  of  Iowa  has  had  multiple  meetings  with  major  U.S.  and  Japa- 
nese manufacturers.  NHTSA  also  has  initiated  efforts  with  the  medical  and  health 
sciences  community  to  establish  the  potential  of  simulation  in  medical  research  re- 
lated to  driving.  This  past  year  NHTSA  sponsored  a  conference  at  the  University 
of  Virginia  He^th  Sciences  Center  on  this  subject  and  in  the  coming  year  the  agen- 
cy, together  with  the  University  of  Iowa  Medical  School,  will  jointly  sponsor  a  fol- 
low-on national  conference.  A  major  goal  of  this  conference  will  be  to  seek  financial 
support  for  the  NADS  development. 

Mr.  Carr.  How  much  has  been  raised  to  date,  beyond  the  $5.25 

million  initially  committed  by  the  University  of  Iowa? 

[The  information  follows:] 

NHTSA  and  the  University  of  Iowa  have  made  a  major  effort  to  encourage  the 
domestic  auto  industry  to  participate  in  the  NADS  development.  In  addition,  the 
agency  and  the  University  of  Iowa  have  initiated  efforts  to  encourage  the  medical 
and  health  science  community  to  support  the  project  financially.  Although  these  ef- 
forts have  not  resulted  in  firm  commitments  to  date,  we  are  hopeful  that  the  auto 
industry,  research  community,  and  health  sciences  community  will  ultimately  join 
NHTSA  in  supporting  the  project. 
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NADS — ^VEHICLE  MANUFACTURER  RESPONSE 

Mr.  Carr.  a  May  1993  letter  from  the  American  Automobile 
Manufacturers  Association  indicated  that: 

The  vehicle  simulation  needs  of  our  member  companies  are  being  adequately  met 
through  the  use  of  special  purpose  simulators.  Nevertheless,  we  intend  to  monitor 
closely  the  NHTSA  experience  with  NADS  in  the  future.  After  the  NADS  program 
is  operational  and  some  experience  base  is  developed,  we  will  be  in  a  better  position 
to  evaluate  its  potential  use  by  our  members. 

Have  you  had  a  further,  more  positive  response  from  the  auto- 
mobile industry  regarding  their  financial  support  for  the  construc- 
tion of  the  simulator? 

[The  information  follows:] 

NHTSA  is  continuing  its  discussions  with  senior  auto  industry  executives  concern- 
ing NADS  cost  sharing.  Although  no  commitments  have  yet  been  received,  we  be- 
Ueve  that  they  will  ultimately  be  forthcoming,  along  with  other  sources  we  are  pur- 
suing. 

NADS — ^ACQUISITION  COST  CONTRIBUTORS 

Mr.  Carr.  Who  would  be  the  most  likely  contributors  to  the  ac- 
quisition costs  of  the  simulator  at  this  point? 
[The  information  follows:] 

It  is  NHTSA's  opinion  that  the  most  likely  contributors  of  NADS  cost  sharing  are 
the  domestic  and  transplant  auto  manufacturers,  auto  importers,  the  Department 
of  Defense,  and  the  Department  of  Health  and  Human  Services. 

NADS — CONTRACT  AWARD  STATUS 

Mr.  Carr.  Please  update  us  on  the  status  of  the  NADS  project, 
and  indicate  what  contracts  have  been  awarded  for  system  engi- 
neering, design  and  fabrication,  software  development,  and  com- 
puter support. 

[The  information  follows:] 

The  Request  For  Proposal  (RFP)  for  the  National  Advanced  Driving  Simulator 
(NADS)  was  released  to  industry  on  July  14,  1993.  Proposals  were  received  on  Au- 
gust 27,  1993,  from  Contraves,  Inc.,  Science  Applications  International  Corporation 
(SAIC),  and  TRW,  Inc.  TRW,  Inc.,  and  Contraves,  Inc.,  were  selected  and  awarded 
a  Design  Competition  contract  on  January  27,  1994.  TRW  and  Contraves  are  cur- 
rently executing  their  firm  fixed-price  contracts. 

NADS — ^ACTIVITIES  PLANNED 

Mr.  Carr.  What  are  your  planned  activities  for  the  NADS  project 
for  the  remainder  of  fiscal  year  1994? 
[The  information  follows:] 

The  two  competitive  NADS  design  contracts  were  awarded  to  TRW  and  Contraves 
on  January  27,  1994.  During  the  remainder  of  FY  1994,  NHTSA  will  manage  these 
contracts  with  the  two  major  milestones  being  the  System  Design  Review  and  Pre- 
liminary Design  Review  in  preparation  for  the  selection  of  the  winning  design  in  ac- 
cordance with  the  provisions  of  the  contracts.  Contract  deliverables  will  be  evalu- 
ated and  formal  responses  provided. 

NADS — ^FUND  OBLIGATION  SCHEDULE 

Mr.  Carr.  Your  fiscal  year  1995  request  includes  $2.0  million  for 
partial  funding  of  the  cost  of  building  the  driving  simulator.  Please 
explain  why  the  funds  are  needed  in  fiscal  year  1995  and  indicate 
when  you  anticipate  obligating  the  funds. 

[The  information  follows:] 
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The  NADS  Phase  I,  Design  Competition  is  a  13-month  contract  which  was  award- 
ed to  two  contractors  in  January  1994  and  which  will  be  completed  in  February 
1995.  At  the  conclusion  of  the  two  design  contracts,  NHTSA  will  select  a  single  con- 
tractor to  proceed  with  the  Phase  II,  system  development,  fabrication,  integration, 
testing,  and  installation  at  the  University  of  Iowa.  The  final  contractor  selection 
process  will  be  completed  by  the  middle  of  calendar  year  1995.  Funds  will  then  be 
required  to  implement  the  Phase  II  contract. 

rVHS  PROGRAM  STATUS 

Mr.  Carr.  Please  bring  the  Committee  up  to  date  on  the  status 
of  your  IVHS  program  and  the  major  milestones  you  have  achieved. 
[The  information  follows:] 
The  following  is  a  status  report  on  IVHS  in  NHTSA: 
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A  STATUS  REPORT  ON  IVHS  IN  NHTSA 


The  NHTSA  IVHS  program  made  significant  progress  in  1993  in 
implementing  the  agency's  strategic  plan  to  facilitate 
development  and  early  deployment  of  cost-effective,  user- friendly 
collision  avoidance  systems  and  to  ensure  no  loss  of  safety  as 
these  systems  are  introduced  into  motor  vehicles. 

The  program  includes  an  expanding  crash  avoidance  knowledge  base; 
development  of  a  vital  set  of  research  tools,  including  the 
National  Advanced  Driving  Simulator;  identification  of  crash 
avoidance  opportunities;  examination  of  key  human  factors  and 
system  design  issues;  and  development  of  performance 
specifications  for  crash  avoidance  products  and  systems.   These 
specifications  will  define  performance  characteristics  in 
engineering  and  human  factors  terms  and  will  help  guide  product 
development  toward  achievement  of  maximum  safety  potential. 

The  most  significant  accomplishments  were  the  award  of  four 
multi-year  contracts  worth  $16.5  million  to  develop  performance 
guidelines  for  collision  avoidance  systems,  the  award  of  the 
competitive  design  contracts  for  the  National  Advanced  Driving 
Simulator  (NADS) ,  and  the  impending  award  of  cooperative 
agreement  with  multiple  industrial  partners  to  accelerate  the 
development  of  needed  enabling  technologies  and/or  collision 
avoidance  systems. 

The  NHTSA  strategic  plan  is  comprised  of  five  major  elements. 
Each  element  is  described  below  in  the  context  of  on-going 
projects  contributing  to  the  element  goals. 

RESEARCH  TOOLS  AND  KNOWLEDGE  BASE  -  The  agency  has  defined  goals 
for  obtaining  the  research  and  analysis  tools  necessary  to 
evaluate  crash  avoidance  concepts  and  products  and  using  these 
tools  to  develop  a  greatly  expanded  knowledge  base  of  driver- 
vehicle  performance  and  behavior  needed  to  support  safety  system 
development.   These  tools/data  are  vital  to  understanding  and 
documenting  the  safety  benefits  and  potential  liabilities 
associated  with  the  design  and  deployment  of  IVHS  products. 

o  The  Oak  Ridge  National  Laboratory  is  developing  a  portable 
driver  performance  data  acquisition  system  for  acquiring 
driver- vehicle  performance  data  in- situ 

o  The  University  of  Michigan  Transportation  Research 
Institute  is  developing  a  data  acquisition/analysis  system 
which  can  be  used  to  characterize  the  vehicle  motion 
environment,  i.e.,  quantify  normal  vehicle  motion  in  traffii 
relative  to  the  other  vehicles  present  on  the  roadway. 
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o  The  Jet  Propulsion  Laboratory  is  assessing  the  needs  for  a 
variable  dynamic  testbed  vehicle  for  use  in  supporting  IVHS, 
AHS,  and  NADS. 

o  Design  teams  led  by  TRW  and  Contraves  are  developing 
competitive  designs  for  the  National  Advanced  Driving 
Simulator  (NADS) .   The  team  with  the  winning  design  will  be 
selected  to  construct  the  NADS. 

o  Battelle  is  developing  a  workload  assessment  protocol  for 
use  in  establishing  today's  baseline  workload  and  in 
evaluating  the  effects  of  the  addition  of  high  technology 
systems  on  driver  safety  performance. 

o  COMSIS  is  identifying  requirements  for  effective  in- 
vehicle  warning  system  design.   A  draft  guideline  document 
has  been  completed. 

o  Millitech  Corporation  is  assessing  the  potential  health 
hazard  from  IVHS- induced  electro-magnetic  radiation 
resulting  from  the  widespread  usage  of  IVHS  collision 
avoidance  systems. 

o  Catholic  University  is  addressing  crash  avoidance  and  the 
older  driver,  i.e.,  analyzing  their  crash  experience, 
assessing  their  capabilities/limitations,  and  evaluating 
design  features  to  ensure  safety  while  maintaining  their 
mobility 

DEFINING  CRASH  AVOIDANCE  OPPORTUNITIES  -  NHTSA  is  helping  to 
guide  the  development  of  crash  avoidance  technology  by 
identifying  the  types  of  countermeasures  that  are  likely  to  give 
major  benefit  to  the  public.   By  careful  analyses  of  the  precrash 
circumstances  associated  with  various  crash  modes,  critical 
driving  hazards  can  be  identified.   Countermeasures  that  address 
these  hazards  can  then  be  specified  in  performance  terms  that 
match  real  needs . 

o  A  series  of  reports  have  been  published  (or  are  currently 
being  published)  characterizing  the  following  crash  types 
rear-end,  backing,  and  lane  change.   In  review  are  reports 
addressing  single-vehicle  run-off-road  and  intersection 
crashes.   Planned  are  head-on  and  drowsy  driver.   For  each 
crash  type,  two  reports  are  prepared  -  a  problem  size 
assessment  and  statistical  description  and  a  countermeasure 
assessment. 

DEMONSTRATING  PROOF  OF  CONCEPT  -  A  key  responsibility  of  NHTSA  is 
to  demonstrate  that  advanced  technology  can  practicably  enhance 
the  crash  avoidance  performance  of  motor  vehicles.   The  agency  is 
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currently  developing  performance  guidelines  for  systems  to 
address  the  following  crash  types. 

o  Lane  change,  merging  and  backing  collisions  (TRW) 

o  Rear-end  collisions  (Frontier  Engineering) 

o  Intersection  collisions  (Calspan) 

o  Roadway  departure  collisions  (Carnegie -Mellon  University) 

o  Vision  enhancement  system  (Carnegie-Mellon  Research 

Institute) 

o  Detection  of  driver  drowsiness  (Virginia  Polytechnic 

Institute  and  State  University) 

o  Systems  to  automatically  notify  emergency  medical  services 

(EMS)  dispatcher  of  the  occurrence  and  location  of  a  crash 

(Johns  Hopkins  Applied  Physics  Laboratory) 

FACILITATING  COMMERCIAL  DEVELOPMENT  -  Public  benefits  come  only 
through  actual  commercialization  of  safety-effective  products. 
NHTSA  is  working  with  industry  to  facilitate  the  development  and 
early  deployment  of  collision  avoidance  systems. 

NHTSA  has  awarded  three  cooperative  agreements  with  industrial 
partners  in  the  following  areas: 

o  Automatic  braking  for  heavy  vehicles  (Eaton) 
o  Forward  looking  radar  sensors  (TRW  and  ERIM) 
o  Vehicle-based  lane  detection  (Rockwell) 

Final  negotiations  are  underway  with  two  additional  industrial 
partners  in  the  following  areas: 

o  Forward  crash  avoidance  systems 

o  Human  factors  aspects  of  intelligent  cruise  control 

ASSESSING  SAFETY  OF  OTHER  SYSTEMS  -  There  are  many  IVHS  concepts 
which  entail  functions  other  than  crash  avoidance,  but 
nevertheless  influence  the  driving  task.   A  fundamental  goal  of 
this  work  is  to  ensure  that  mobility-  and  productivity- enhancing 
systems  do  not  degrade  motor  vehicle  safety. 

NHTSA  continues  to  work  with  FHWA  to  ensure  that  systems  for 
improving  mobility  and  productivity  do  not  degrade  motor  vehicle 
safety. 

o  Travtek 
o  Travelaid 
o  ADVANCE 
O  FAST-TRAC 
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IVHS — ^AUTOMOBILE  INDUSTRY  COMMITMENT 

Mr.  Carr.  Many  of  the  IVHS  technologies  that  NHTSA  seeks  to 
advance  do  not  depend  on  communication  with  the  highway  infra- 
structure, but  are  autonomous  in  vehicle  devices  whose  introduc- 
tion into  the  marketplace  will  be  determined  by  the  automobile 
manufacturers  and  the  driving  public.  How  do  you  respond  to  some 
observers  who  believe  that  one  of  the  barriers  to  IVHS  implementa- 
tion is  a  lack  of  commitment  by  the  automobile  industry? 

[The  information  follows:] 

The  automotive  industry  includes  major  vehicle  manufacturers  plus  an  extensive 
supplier  industry.  NHTSA's  view  is  that  there  are  many  companies  that  are  commit- 
ted to  development  of  IVHS  products  which  will  improve  motor  vehicle  safety.  This 
assessment  is  based  on  the  agency's  understanding  of  the  research  and  product  de- 
velopment projects  which  companies  have  shared  with  the  agency  and  on  their  in- 
terest in  participating  cooperative  projects  with  the  agency.  Another  indication  of 
their  commitment  is  membership  and  active  in  participation  in  the  activities  of  the 
Intelligent  Vehicle  Highway  Society  of  America  (IVHS  America). 

IVHS — INDUSTRY  INTEREST  IN  TECHNOLOGIES 

Mr.  Carr.  What  is  NHTSA's  assessment  of  the  extent  of  the 
automobile  industry's  interest  in  vehicle  IVHS  technologies? 
[The  information  follows:] 

The  automotive  industry  is  not  a  homogenous  entity.  In  our  judgment,  the  auto- 
mobile industry's  interest  in  developing  in-vehicle  technologies  is  generally  high. 
However,  all  companies  do  not  have  the  same  priorities;  for  example,  some  compa- 
nies are  developing  safety-related  products  such  as  inteUigent  cruise  control  systems 
while  others  have  placed  a  higher  priority  on  systems  such  as  route-guidance  and 
navigation.  This  difference  in  priority  is  related  to  the  fact  that  the  automotive  in- 
dustry is  very  competitive  and  market-driven  and  that  each  company  has  unique 
assessments  of  market  opportunities,  liability  issues,  and  other  considerations. 

IVHS — COMMERCIAL  VEHICLE  INNOVATIONS 

Mr.  Carr.  Some  in-vehicle  IVHS  innovations,  such  as  the  Grey- 
houndA^ORAD  system  which  provides  Greyhound  bus  drivers  with 
information  about  distance  and  closing  rate  between  vehicles,  are 
now  in  use.  What  other  in-vehicle  innovations  are  most  likely  to  be 
commercially  available  in  the  near  future? 

[The  information  follows:] 

The  following  collision  avoidance  products  and  activities  are  available  today  or 
should  be  available  in  the  near-term:  radar-,  infrared-,  and/or  ultrasonic-based  near 
object  detection  systems  looking  to  the  side  and  rear  are  available  today  as 
aftermarket  products;  forward  looking  sensors  are  available  for  incorporation  into 
collision  avoidance  systems,  e.g.,  the  Vorad-based  system  on  Greyhound  buses;  ac- 
tive work  within  the  industry  to  develop  intelligent  cruise  control  systems  and  night 
vision  enhancement  systems;  and  Delco  FOREWARN  system  that  monitors  the  area 
around  and  under  school  buses  for  the  presence  of  children. 

IVHS — COOPERATIVE  AGREEMENTS  WITH  INDUSTRY 

Mr.  Carr.  NHTSA's  IVHS  plan  states  that  "In  general,  the  high- 
ly uncharted  nature  of  IVHS  concepts  suggests  that  cooperation 
with  industry  will  be  essential  if  the  full  potential  of  technology  is 
to  be  realized."  What  cooperative  agreements  have  been  signed, 
and  how  does  NHTSA  plan  to  work  with  industry  to  facilitate  the 
commercial  development  and  introduction  of  in  vehicle  IVHS  tech- 
nologies? 

[The  information  follows:] 
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The  agency  is  aggressively  pursuing  several  approaches  to  working  with  industry 
to  facilitate  the  commercial  development  and  early  deployment  of  in-vehicle  IVHS 
technologies.  One  of  these  approaches  is  the  development  of  formal  cooperative 
agreements  on  topics  of  mutual  interest.  The  agency  has  recently  entered  into  three 
cooperative  agreements  and  expects  to  finalize  two  additional  cooperative  agree- 
ments within  the  next  month.  The  three  that  have  been  initiated  are: 

A  project  to  demonstrate  the  feasibility  of  automatic  braking  on  heavy  vehicles 
(Eaton  Corporation) 

A  project  to  study  problems  of  target  acquisition  when  using  radar  systems  (Envi- 
ronmental Research  Institute  of  Michigan  and  TRW) 

Forward-looking  crash  avoidance  systems  (Rockwell) 

The  other  two  cooperative  agreements  will  address: 

Human  factors  aspects  of  intelligent  cruise  control  systems 

Vehicle-based  lane  detection  systems 

Other  approaches  include  support  for  the  IVHS  IDEA  program  which  is  adminis- 
tered by  the  National  Academy  of  Sciences,  partnerships  to  assess  the  performance 
of  emerging  technologies  in  operational  tests,  and  working  jointly  with  industry  rep- 
resentatives in  technical  committees  of  professional  organizations  such  as  the  Soci- 
ety of  Automotive  Engineers  and  IVHS  America. 

rVHS — CRASH  AVOIDANCE  TECHNOLOGY 

Mr.  Carr.  The  NHTSA  IVHS  plan  suggests  that  "NHTSA  will 
encourage  the  development  of  a  crash  avoidance  technology  when 
its  apparent  ssdfety  benefit  is  compellingly  high,  but  where  ade- 
quate market  incentives  do  not  exist  for  industry  development." 
Can  you  give  us  any  examples  of  any  potential  IVHS  technologies 
that  might  fall  into  this  category? 

[The  information  follows:] 

It  is  too  early  in  the  program  to  identify  which,  if  any,  IVHS  technologies  will  fall 
in  this  category.  The  agency,  however,  is  not  aware  of  any  companies  that  currently 
have  product  development  plans  in  areas  such  as  intersection  collision  avoidance 
systems  and  systems  for  automatically  informing  emergency  medical  service  dis- 
patchers of  the  occurrence  of  a  collision. 

IVHS — ^ADDRESSABLE  SAFETY  HAZARDS 

Mr.  Carr.  What  critical  driving  hazards  and  accident  modes  has 
NHTSA  identified  as  being  the  most  promising  to  be  addressed 
through  rVHS  technologies? 

[The  information  follows:] 

Agency  analysis  and  an  assessment  of  industry  activity  has  identified  the  follow- 
ing seven  collision  types  as  the  targets  for  initial  emphasis:  rearend  collisions;  lane- 
change  and  merge  collisions;  collisions  while  backing;  road-departure  collisions;  colli- 
sions at  intersections;  collisions  associated  with  drowsy  drivers;  and  collisions  asso- 
ciated with  conditions  or  reduced  vision.  The  agency  has  work  underway  to  address 
each  of  these  t3T)es. 

IVHS — CRASH  AVOIDANCE  TECHNOLOGY  BENEFITS 

Mr.  Carr.  Have  you  determined  the  safety  benefits  of  any  spe- 
cific collision  avoidance  IVHS  technologies,  such  as  intelligent 
cruise  control  systems,  automatic  braking  devices,  et  cetera? 

[The  information  follows:] 

The  agency  has  completed  preliminary  problem  size  definition  studies  for  a  vari- 
ety of  collision  types,  i.e.,  assessed  the  target  of  opportunity  for  IVHS-based  collision 
avoidance  systems.  However,  in  order  to  predict  safety  benefits,  one  needs  to  define 
system  effectiveness  and  market  penetration.  Since  collision  avoidance  systems  are 
not  yet  available,  the  agency  does  not  have  the  information  necessary  to  determine 
safety  benefits.  Estimation  of  benefits  is  a  major  aspect  of  NHTSA's  IVHS  program, 
and  steps  are  being  taken  to  acquire  the  necessary  tools  and  data  to  be  able  to  carry 
out  that  analyses. 
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rVHS — ^TRAVTEK  EVALUATION 

Mr.  Carr.  NHTSA  is  currently  working  with  FHWA  on  the  eval- 
uation of  several  large  scale  FVHS  operational  tests.  One  of 
NHTSA's  roles  is  to  evaluate  whether  in  vehicle  route  guidance/ 
navigation  systems  result  in  driver  overload  to  the  detriment  of 
safety.  Can  you  share  with  us  any  preliminary  findings  regarding 
your  safety  evaluation  of  the  TravTek  operational  test  which  is 
scheduled  to  be  completed  by  mid  year? 

[The  information  follows:] 

The  analysis  of  data  from  the  TravTek  operational  test  has  not  yet  been  com- 
pleted. Preliminary  analysis  suggests  that  the  collision  rate  of  the  test  vehicles  was 
not  different  than  the  national  average.  The  preliminary  analysis  also  indicates  that 
visual  tum-by-tum  instructions  with  voice  backup  results  in  the  safest  driving  per- 
formance relative  to  other  driving  conditions  (e.g.,  moving  map  displays  without 
voice  backup)  and  that  the  level  of  safety  was  not  the  same  for  all  display  configura- 
tions. Finally,  the  preliminary  analysis  of  data  from  questionnaires  suggests  that 
drivers  believed  they  had  fewer  close-calls  with  the  TravTek  system  than  with  their 
own  vehicle.  However,  a  subset  of  drivers  perceived  that  some  of  the  close-calls  may 
have  been  related  to  use  of  the  TravTek  system. 

FUEL  SYSTEM  INTEGRITY — REQUEST  FOR  COMMENTS 

Mr.  Carr.  In  December  of  1992,  the  agency  published  a  request 
for  comments  regarding  standard  301  on  fuel  integrity.  Could  you 
tell  me  what  was  the  purpose  of  the  request  and  where  you  are  in 
the  process? 

[The  information  follows:] 

On  December  14,  1992,  the  agency  published  a  Request  for  Comments  notice  re- 
lated to  possible  rulemaking  to  upgrade  Federal  Motor  Vehicle  Safety  Standard 
(FMVSS)  No.  301,  "Fuel  System  Integrity,"  indicating  that  the  agency  is  considering 
initiating  rulemaking  to  upgrade  the  protection  currently  provided  by  this  standard. 
The  agency  issued  this  notice  because  of  its  continmng  desire  to  reduce  the  number 
of  fire-related  casualties  to  occupants  of  passenger  cars  and  light  trucks,  and  be- 
cause of  the  results  of  an  agency  report  on  the  effectiveness  of  FMVSS  No.  301. 
While  earlier  evaluation  studies  had  indicated  that  FMVSS  No.  301  had  been  effec- 
tive in  reducing  post-crash  fires  and  fatalities,  the  most  recent  evaluation  report 
("Motor  Vehicle  Fires  in  Traffic  Crashes  and  the  Effects  of  the  Fuel  System  Integ- 
rity Standard;"  DOT  HS  807675)  reached  different  conclusions.  Although  the  study 
found  that  FMVSS  No.  301  reduced  post-cash  fires  for  passenger  cars,  it  did  not  find 
any  statistically  significant  reductions  in  fire-related  injiuies  or  fatalities.  For  light 
trucks,  the  evaluation  found  that  implementation  of  the  standard  may  have  had  no 
effiect  at  all. 

Commenters  raised  issues  regarding  safety  need,  the  adequacy  of  the  current  test 
procedures,  the  availability  and  necessity  of  developing  new  test  procedures,  and  the 
existence  and  feasibility  of  countermeasvu*es.  Based  on  the  comments  received  in  re- 
sponse to  the  notice  and  agency  analyses,  the  agency  initiated  several  research 
tasks.  The  agency  has  completed  some  of  the  planned  tasks  which  include  7  baseline 
vehicle  tests  with  experimental  test  procedures.  The  agency  has  also  conducted  de- 
tailed analyses  of  accident  files  to  identify  potential  areas  for  upgrading  the  stand- 
ard. Based  on  these  research  results,  the  agency  hopes  to  make  a  decision  before 
September  1994  on  future  rulemaking  directions  for  this  standard. 

ELECTRICAL  FUEL  PUMP/LINE  FIRES 

Mr.  Carr.  Are  you  examining  the  issue  of  electrical  fuel  pumps 
and  ruptured  fuel  lines  and  how  that  may  increase  the  risk  of  fires 
and  casualties? 

[The  information  follows:] 

On  December  14,  1992,  the  agency  published  a  Request  for  Comments  notice  re- 
lated to  possible  i-ulemaking  to  upgrade  Federal  Motor  Vehicle  Safety  Standard 
(FMVSS)  No.  301,  "Fuel  System  Integrity,"  for  all  types  of  crash  modes. 
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The  agency  is  conducting  laboratory  crash  testing  and  accident  data  analyses  to 
better  define  the  fire  safety  problem  and  to  identify  possible  mitigation  concepts. 
These  efforts  should  help  clarify  directions  for  future  regulatory  actions.  These  may 
include  modifying  the  full-scale  crash  tests  presently  used  in  the  standard  to  ad- 
dress higher  crash  severities  and  the  use  of  different  test  barriers.  In  addition,  spe- 
cific performance  criteria  may  be  developed  for  individual  components  such  as  the 
fiiel  pump  and  fuel  lines. 

NHTSA  is  aware  of  different  commercially  available  safety  devices  including  elec- 
trical fuel  pump  shut-off  valves  and  frangible  fuel  line  valves  that  could  improve 
fiiel  system  integrity.  The  agency  will  be  examining  these  and  other  counter- 
measures  along  with  alternative  crash  test  conditions  in  evaluating  the  feasibihty 
of  upgrading  the  standard. 

ADVANCED  TECHNOLOGY  FOR  FMVSS  301  COMPLIANCE 

Mr.  Carr.  I  understand  that  the  various  automakers  use  dif- 
ferent strategies  to  meet  the  current  standard.  Have  there  been  ad- 
vances in  the  technology  that  would  reduce  the  risk  of  ruptured 
fuel  lines  and  are  you  considering  further  regulations  in  this  re- 
gard? 

[The  information  follows:] 

On  December  14,  1992,  the  agency  published  a  Request  for  Comments  notice  re- 
lated to  possible  rulemaking  to  upgrade  Federal  Motor  Vehicle  Safety  Standard 
(FMVSS)  No.  301,  "Fuel  System  Integrity,"  for  all  types  of  crash  modes. 

The  agency  is  conducting  laboratory  crash  testing  and  accident  data  analyses  to 
better  define  the  fire  safety  problem  and  to  identify  possible  mitigation  concepts. 
These  efforts  should  help  clarify  directions  for  future  regulatory  actions.  These  may 
include  modifying  the  full-scale  crash  tests  presently  used  in  the  standgird  to  ad- 
dress higher  crash  severities  and  the  use  of  different  test  barriers.  In  addition,  spe- 
cific performance  criteria  may  be  developed  for  individual  components  such  as  the 
fuel  pump  and  fuel  lines. 

NHTSA  is  aware  of  different  commercially  available  safety  devices  including  elec- 
trical fiiel  pump  shut-off  values  and  frangible  fuel  line  values  that  could  improve 
fuel  system  integrity.  The  agency  will  be  examining  these  and  other  counter- 
measures  along  with  alternative  crash  test  conditions  in  evaluating  the  feasibility 
of  upgrading  the  standard. 

AMERICAN  AUTOMOBILE  LABELING  ACT — COMPLIANCE  PENALTY 

Mr.  Carr.  A  new  law  requiring  automobile  manufacturers  to 
label  the  domestic  and  foreign  content  of  new  vehicles  becomes  ef- 
fective October  1,  1994.  As  you  know,  I  was  the  author  of  that  law. 
The  law  states  that,  "The  regulations  shall  be  promulgated  prompt- 
ly in  order  to  provide  adequate  lead  time  for  all  manufacturers  to 
comply  with  this  section."  NHTSA  has  issued  a  notice  of  proposed 
rulemaking  but  not  a  final  rule. 

It  seems  to  me  that  you  have  created  a  major  problem  for  the 
manufacturers  by  delaying  final  action.  The  manufacturers  are  now 
faced  with  a  situation  where  they  need  information  from  their  sup- 
pliers, which  in  some  cases  number  in  the  thousands,  and  you  have 
not  told  them  what  information  they  need  to  comply  with  the  law. 

What  is  the  penalty  for  noncompliance? 

[The  information  follows:] 

In  answering  this  question,  it  must  be  emphasized  that  NHTSA  has  not  delayed 
final  action  on  this  rulemaking.  Rather,  the  time  being  spent  on  completing  the 
rulemaking  is  a  reflection  of  several  factors.  One  is  the  mandate  of  the  American 
Automobile  Labeling  Act  for  extensive  and  complicated  reporting  and  calculation 
procedures.  Another  is  the  complexity  and  number  of  the  pubUc  comments  chsdleng- 
ing  the  appropriateness  of  particular  aspects  of  the  proposal  and,  in  many  cases, 
making  specific  suggestions  for  alternative  regulatory  language.  The  agency  must 
address  the  merits  of  not  only  those  suggestions,  but  also  the  underlying  challenges. 
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NHTSA  is  fully  aware  that  several  commenters  on  the  notice  of  proposed  rule- 
making, including  the  American  Automobile  Manufacturers  Association  (AAMA), 
have  argued  that  manufacturers  and  suppliers  will  not  be  able  to  comply  with  all 
the  data  collection  and  calculation  requirements  by  the  October  1994  implementa- 
tion date.  AAMA  recommended  that  alternative  requirements  be  established  for  the 
first  year.  The  agency  can  assure  you  that  it  is  seriously  considering  this  comment, 
as  well  as  all  other  significant  comments,  in  the  final  rule. 

The  penalty  for  manufactvu*ers  which  will  fully  fail  to  affix  the  required  label  to 
their  vehicles  and  for  dealers  which  fail  to  maintain  the  label  is  a  civil  penalty  of 
"not  more  than  $1,000."  Each  such  failure  with  respect  to  each  vehicle  constitutes 
a  separate  offense,  (section  210(e)  of  the  Motor  Vehicle  Information  and  Cost  Sav- 
ings Act).  Also,  anyone,  including  suppliers,  who  fails  to  comply  with  rules  pre- 
scribed under  the  American  Automobile  Labeling  Act  is  subject  to  a  civil  penalty 
"not  to  exceed  $1,000  for  each  violation"  (sections  206,  208,  and  210(d)  of  the  Motor 
Vehicle  Information  and  Cost  Savings  Act). 

AUTO  LABELLING — ^MANUFACTURER  COMPLIANCE 

Mr.  Carr.  I  want  to  keep  all  manufacturers'  feet  to  the  fire  and 
ensure  that  the  label  is  as  accurate  as  possible.  But,  at  the  same 
time,  I  believe  that  manufacturers  should  not  be  penalized  for  your 
lack  of  action. 

What  consideration  have  you  given  to  ways  to  recognize  the  man- 
ufacturers "best  efforts"  to  comply  with  the  law,  including  a  pos- 
sible grace  period  before  enforcement  begins? 

[The  information  follows:] 

The  agency  recognizes  the  short  leadtime  being  provided  in  implementing  the  la- 
beling system  and  will  not  strictly  enforce  the  regulation  the  first  year. 

AUTO  LABELING — NHTSA  CONTACT  WITH  MAISTUFACTURERS 

Mr.  Carr.  I  understand  that  several  manufacturers  have  sought 
a  meeting  with  NHTSA  in  the  past  several  months  to  further  ex- 
plain their  concerns  about  the  proposed  rule,  and  that  NHTSA  has 
refused  to  meet  with  them.  Is  that  accurate?  If  so,  why  aren't  you 
talking  with  the  parties  affected  by  the  rule? 

[The  information  follows:] 

In  the  labelling  rulemaking,  the  agency  has  provided  a  greater  than  usual  oppor- 
tunity for  input  from  the  manufacturers  and  other  parties.  Because  of  the  complex- 
ity of  the  rulemaking,  the  agency  voluntarily  sought  early  on  to  initiate  a  dialogue 
with  the  public  by  inviting  all  interested  persons  to  submit  written  suggestions  re- 
garding the  implementing  regulations  before  it  even  began  to  draft  a  proposal.  The 
agency  went  even  further  and  voluntarily  held  a  public  meeting  at  that  time  so  that 
interested  persons  could  make  oral  as  well  as  written  comments.  Information  and 
understanding  gained  from  this  active  dialogue  with  the  manufacturers  and  other 
parties  aided  us  in  developing  a  proposal  for  implementing  the  AALA's  extensive 
and  complicated  reporting  and  calculation  procedures. 

However,  with  the  closing  of  the  comment  period,  concerns  related  to  actual  and 
perceived  fairness  and  to  the  Administrative  Procediu"e  Act  required  that  NHTSA 
protect  the  integrity  of  the  rulemaking  proceeding  by  curtailing  its  communication 
with  the  public.  Pursuant  to  those  concerns,  the  DOT  General  Counsel's  Office  has 
consistently  and  strongly  discouraged  oral  communication  with  the  public  regarding 
a  proposal  after  its  comment  period.  An  exception  to  this  policy  exists  for  instances 
in  which  an  agency  discerns,  on  its  own  initiative,  a  need  to  ask  a  commenter  to 
clarify  particular  aspects  of  its  written  comments. 

Thus,  when  Ford  Motor  Company  submitted  its  written  comments  at  the  end  of 
the  comment  period  for  the  labelUng  proposal  and  simultaneously  sought  a  meeting 
with  the  agency  to  explain  its  comments,  NHTSA  declined  to  do  so.  The  agency  saw 
no  need  to  seek  clarification  from  Ford. 

It  should  be  noted  that  Ford,  and  aU  other  interested  persons,  remained  free 
under  the  express  terms  of  the  proposal  to  submit  written  comments  after  the  com- 
ment period.  Ford  could  have  supplemented  its  initial  written  comments  with  what- 
ever explanatory  written  comments  it  wished.  However,  NHTSA  has  not  received 
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any  further  written  comments  from  Ford  since  the  closing  of  the  comment  period 
in  mid-January. 

AUTO  LABELLING — ^NHTSA  "OPEN  DOOR"  POLICY 

Mr.  Carr.  Can  I  get  your  commitment  to  having  an  "open  door" 
policy  in  terms  of  communicating  with  the  manufacturers  or  other 
organizations  if  such  a  meeting  might  clarify  or  improve  NHTSA's 
information  base? 

[The  information  follows:] 

NHTSA  is  committed  to  an  open  dialogue  with  the  public  regarding  its  rule- 
making, to  the  full  extent  appropriate  and  permissible.  The  extent  to  which  oral 
contacts  are  permissible  varies  with  the  stage  of  the  rulemaking.  Generally,  such 
contacts  become  increasingly  less  permissible  as  a  inlemaking  proceeding  advances 
through  its  various  stages.  Such  contacts  are  the  least  permissible  after  the  com- 
ment closing  date. 

When  the  agency  finds  a  need  to  contact  a  party  after  a  comment  closing  date 
to  seek  clarification  of  written  comments  submitted  by  that  party,  it  may  do  so.  In 
this  case,  NHTSA  found  no  need  to  contact  Ford  Motor  Company  regarding  its  writ- 
ten comments  on  the  labeling  proposal. 

AUTO  LABELLING — LABEL  ON  COSTS 

Mr.  Carr.  What  is  the  reason  for  the  proposed  addition  of  an  ex- 
planatory note  on  the  label  itself,  pointing  out  that  only  parts  costs 
are  included  in  the  calculation  content?  This  seems  confusing  and 
also  contrary  to  your  proposed  rule  which  permits  the  inclusion  of 
other  types  of  costs.  Would  you  comment? 

[The  information  follows:] 

The  Notice  of  Proposed  Rulemaking  for  Vehicle  Content  Labeling,  published  in  the 
Federal  Register  on  November  19,  1993  (58  FR  61042)  proposed  the  addition  of  an 
explanatory  note  on  the  label.  This  proposed  note  was  intended  to  clarify  what  the 
label  represented.  It  was  proposed  in  response  to  comments  to  the  agency's  request 
pubhshed  in  the  Federal  Register  (57  FR  54351)  on  November  18,  1992.  The  actual 
wording  or  the  inclusion  of  this  note  in  the  final  rule  has  not  yet  been  resolved  by 
the  agency. 

HIGHWAY  LOSS  DATA  INSTITUTE  STUDY  ON  ANTILOCK  BRAKES 

Mr.  Carr.  During  the  past  few  years,  vehicle  manufacturers 
have  added  antilock  brake  systems — ^ABS^as  standard  equipment 
on  many  cars  and  light  trucks.  However,  several  months  ago,  the 
Highway  Loss  Data  Institute — HLDI — released  the  results  of  a 
study  which  concluded  that  antilock  brakes  on  passenger  cars  are 
less  effective  in  reducing  crashes  than  previously  thought. 

The  HLDI  found  that  antilock  brakes  are  not  reducing  either  the 
frequency  or  the  cost  of  on  the  road  crashes  that  result  in  insur- 
ance claims  for  vehicle  damage. 

According  to  press  accounts,  some  insurance  companies  are  con- 
sidering dropping  their  ABS  discounts  because  of  the  HLDI  results. 
Has  NHTSA  analyzed  the  HLDI  study  and  do  you  agree  with  its 
conclusions?  Do  other  studies  confirm  the  HLDI  findings? 

[The  information  follows:] 

We  believe  that  it  is  premature  to  evaluate  the  benefits  of  ABS  for  passenger  cars. 
The  HLDI  data  mix  all  types  of  crashes,  contain  only  a  few  makes  and  models,  and 
contain  a  large  percentage  of  low-speed  collisions  that  are  unlikely  to  be  affected  by 
ABS.  Additional  analyses  are  needed  for  specific  types  of  crashes  where  ABS  is  most 
likely  to  have  a  significant  effect.  NHTSA  data  bases  do  not  yet  contain  a  sufficient 
number  of  accident  cases  involving  late-model  passenger  cars  equipped  with  ABS. 
A  preliminary  evaluation  will  be  undertaken  later  this  year  when  additional  data 
become  available. 
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NHTSA  issued  a  preliminary  evaluation  of  rear-wheel  ABS  for  light  trucks  in  De- 
cember 1993.  Although  ABS  had  significant  effects  in  certain  t3T)es  of  crashes,  the 
study  did  not  show  clear  overall  benefits  for  ABS.  While  ABS-equipped  vehicles 
have  performed  impressively  on  the  test  track,  NHTSA  believes  that  the  effect  of 
ABS  on  actual  crashes  remains  unknown  at  this  time. 

ANTILOCK  BRAKES — RISK-TAKING  ACTIONS 

Mr.  Carr.  Some  observers  have  argued  that  the  benefits  of 
antilock  brakes  on  cars  and  trucks  are  lost  because  drivers  of  vehi- 
cles with  ABS  take  more  risks,  and  also  that  they  do  not  know  how 
to  use  ABS  correctly.  What  is  your  assessment  of  these  factors? 

[The  information  follows:] 

Despite  the  growing  amount  of  speculation  on  the  subject,  there  have  been  no  for- 
mal studies  of  how  drivers  of  ABS-equipped  vehicles  use  the  systems,  either  prop- 
erly or  improperly.  There  is  substantial  past  evidence,  however,  that  in  many  crash- 
imminent  situations,  drivers  slam  on  their  brakes  so  hard  they  lock  them,  thereby 
losing  stable  control  of  the  vehicle.  ABS,  if  properly  used,  should  eliminate  braking- 
induced  loss-of-control  crashes,  while  providing  drivers  an  opportunity  to  steer  out 
of  crash-imminent  situations.  NHTSA  is  aware,  for  example,  that  during  the  agen- 
cy's recently-completed  fleet  evaluation  of  200  ABS-equipped  heavy  trucks,  drivers 
reported  34  incidents  in  which  they  felt  ABS  helped  them  avoid  crashes.  Despite 
these  positive  findings  in  the  case  of  heavy  trucks,  many  passenger  car  drivers  may 
not  properly  use  their  ABSs  because  they  are  unfamiliar  or  uncomfortable  with  ei- 
ther the  dynamic  response  of  the  vehicle  or  the  brake  pedal  sensations,  noises,  or 
other  feedback  cues  they  receive  when  the  ABS  activates.  NHTSA  is  aware  of  pri- 
vate sector  plans  to  address  some  of  these  concerns  by  producing  driver  educational 
materials  on  the  operation  and  proper  use  of  ABS. 

ANTILOCK  BRAKES — COST  VS.  BENEFITS 

Mr.  Carr.  The  widespread  availability  of  antilock  brakes  in  pas- 
senger cars  is  a  relatively  new  phenomenon.  Do  you  have  sufficient 
data  to  assess  the  safety  benefits  and  to  judge  whether  those  bene- 
fits might  outweigh  the  $300-400  cost  of  ABS  per  vehicle? 

[The  information  follows:] 

The  agency  is  currently  conducting  a  study  in  order  to  quantify  the  safety  benefits 
of  antilock  braking  systems  on  passenger  cars  and  other  light  vehicles.  This  data 
analysis  is  not  yet  complete,  and  therefore  the  agency  is  unable  to  make  a  judgment 
on  whether  the  anticipated  benefits  would  outweigh  the  per  vehicle  cost  of  antilock 
brakes.  In  the  recently  published  advance  notice  of  proposed  rulemaking  on  light 
vehicle  antilock  braking  systems,  the  agency  is  soliciting  information  on  the  safety 
benefits  of  antilock  brakes. 

ANTILOCK  BRAKES — V.S.  SALES 

Mr.  Carr.  What  percentages  of  new  light  trucks  and  passenger 
cars  sold  in  the  United  States  are  equipped  with  antilock  brakes? 
[The  information  follows:] 

Approximately  80  percent  of  model  year  1993  light  trucks  sold  in  the  United 
States  were  equipped  with  an  antilock  brake  system  (ABS).  Among  model  year  1993 
domestic  light  trucks,  83  percent  were  equipped  with  an  ABS  system  (52  percent 
with  rear- wheel  ABS  and  31  percent  with  all-wheel  ABS).  Approximately  40  percent 
of  model  year  1993  passenger  cars  sold  in  the  U.S.  were  equipped  with  all-wheel 
antilock  brakes. 

ANTILOCK  BRAKES  RULEMAKING  ISSUES 

Mr.  Carr.  What  specific  issues  are  you  considering  in  your  ad- 
vanced notice  of  rulemaking  regarding  antilock  brakes  in  passenger 
cars  and  light  trucks? 

[The  information  follows:] 
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The  Advance  Notice  of  Proposed  Rulemaking  requests  comments  on  the  following 
issues  relating  to  antilock  braking  systems  on  light  vehicles;  anticipated  safety  ben- 
efits from  requiring  light  vehicles  to  be  equipped  with  antilock  braking  systems;  po- 
tential regulatory  approaches  to  improve  the  lateral  stability  and  control  of  light  ve- 
hicles during  braking,  including  a  requirement  for  an  antilock  braking  system  and 
any  anticipated  performance  requirements  and  test  procedures;  types  of  vehicles  to 
which  these  requirements  would  apply,  and  whether  all  vehicles  should  be  equipped 
with  an  all-wheel  antilock  braking  system;  schedule  for  implementing  the  antilock 
braking  system  requirement  to  maximize  their  benefits  at  a  reasonable  cost;  and 
costs  of  requiring  light  vehicles  to  be  equipped  with  antilock  braking  systems  that 
would  comply  with  the  anticipated  requirements. 

TRUCK  ANTILOCK  BRAKES  COST/BENEFIT  RATIOS 

Mr.  Carr.  NHTSA  also  has  rulemaking  that  is  further  along 
mandating  antilock  brakes  for  medium  and  heavy  trucks.  You  have 
estimated  that  these  ABS  systems  could  increase  the  cost  of  truck 
tractors  by  about  $1,661  and  truck  trailers  by  about  $1,359. 

What  benefit/cost  ratios  do  you  estimate  to  justify  these  projected 
costs? 

[The  information  follows:] 

The  anticipated  safety  benefits  of  requiring  antilock  braking  systems  on  medium 
and  heavy  vehicles  include  preventing  about  480  fatalities  and  27,000  injuries,  an- 
nually. The  anticipated  economic  benefits  include  reducing  property  damage  by 
about  $600  million,  annually,  and  this  would  result  in  a  net  consumer  cost  of  requir- 
ing antilock  braking  systems  to  be  about  $470  million,  annually.  The  agency  does 
not  base  its  regulatory  decisions  on  costAtenefit  grounds  but  instead  examines  the 
cost  to  the  public  of  saving  a  life.  In  this  case,  considering  only  fataUties,  the  pro- 
posed rule  would  cost  about  $1  million  for  each  life  saved,  making  it  extremely  cost- 
efiective  compared  to  most  safety  and  health  rules  issued  by  the  Federal  Govern- 
ment. 

TRUCK  ANTILOCK  BRAKE  SAFETY  BENEFITS 

Mr.  Carr.  What  are  the  safety  benefits  you  estimate  in  terms  of 
crashes  prevented,  lives  saved  and  injuries  reduced? 
[The  information  follows:] 

A  preliminary  regulatory  impact  analysis  was  performed  using  data  for  1990.  The 
results  estimate  that  annually  between  372  and  589  fatalities  will  be  prevented;  be- 
tween 19,825  and  34,517  injuries  will  be  prevented;  and  that  between  $541  million 
and  $650  million  in  property  damage  will  be  saved.  An  updated  analysis  using  sta- 
tistics for  1992  is  being  prepared  in  support  of  rulemaking  activities. 

TRAILER  ANTILOCK  BRAKE  PHASE-IN  SCHEDULE 

Mr.  Carr.  NHTSA  has  proposed  a  phased  implementation  sched- 
ule of  1996  for  truck  tractors,  1997  for  truck  trailers,  and  1998  for 
single  unit  trucks.  The  American  Trucking  Association  has  re- 
quested a  longer  transition  period  to  ensure  that  the  technology  is 
reliable,  safe  and  cost-effective. 

What  was  your  reason  for  rejecting  ATA's  request? 

[The  information  follows:] 

The  American  Trucking  Associations  (ATA)  proposed  an  effective  date  after  year 
1999,  in  a  comment  to  the  notice  of  proposed  rulemaking  for  equipping  truck  trac- 
tors and  trucks  with  antilock  braking  systems.  The  agency  believes  that  this  effec- 
tive date  is  too  protracted,  given  that  the  current  generation  of  antilock  braking  sys- 
tems has  been  proven  to  be  reliable  by  its  successful  use  on  several  fleets  in  the 
U.S.,  and  through  the  agency's  own  fleet  testing.  Similar  antilock  braking  systems 
have  been  available  on  heavy  vehicles  in  Europe  since  1981.  We  see  no  need  to 
delay  the  significant  safety  benefits  associated  with  antilock  brakes  as  would  occur 
with  adoption  of  the  ATA  recommendation. 
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COMMERCIAL  MOTOR  CARRIER  USE  OF  ANTILOCK  BRAKES 

Mr.  Carr.  In  1992,  NHTSA  recommended  that  motor  carriers 
voluntarily  add  antilock  brake  equipped  vehicles  to  their  commer- 
cial fleets,  based  on  the  results  of  a  NHTSA  study  of  200  heavy 
truck  tractors  equipped  with  antilock  brake  systems. 

To  what  extent  have  commercial  motor  carriers  done  so? 

[The  information  follows:] 

Several  large  fleets  such  as  KLLM,  Manfredi  Motor  Transit  Co.,  Chrysler  Trans- 
port, Inc.,  and  Super  Valu  Stores,  Inc.,  are  in  the  process  of  equipping  100  percent 
of  their  tractors  with  antilock  brake  systems  (ABS).  Matlack,  Inc.,  a  large  tank  car- 
rier, has  just  bought  700  ABS-equipped  tractors.  Prior  to  1992,  ABS-equipped  heavy 
truck  tractor  sales  accounted  for  under  1  percent  of  total  tractor  sales.  By  March 
1994,  ABS-equipped  heavy  truck  tractor  sales  represented  4-15  percent,  depending 
on  the  manufacturer  and  the  models  available.  Navistar  and  Freightliner  are  offer- 
ing ABS  as  standard  equipment  on  most  of  their  heavy  truck  tractor  models  and 
Peterbilt  expects  to  do  the  same  by  July  1994.  The  combined  sales  of  these  compa- 
nies represent  approximately  52  percent  of  the  heavy  truck  tractor  sales  in  the  U.S. 
The  remaining  heavy  truck  tractor  manufacturers  are  offering  ABS  as  an  option. 

SCHOOL  AND  TRANSIT  BUS  ANTILOCK  BRAKE  REQUIREMENTS 

Mr.  Carr.  Will  school  and  transit  buses  be  required  to  have 
antilock  brakes  under  NHTSA's  proposed  rulemaking?  What  are 
the  expected  benefits  and  costs? 

[The  information  follows:] 

Under  the  agency's  proposal,  school  and  transit  buses  would  be  required  to  be 
equipped  with  antilock  braking  systems  (ABS).  The  agency  estimated  that  the  ABS 
unit  cost  for  buses  is  $2,350  to  the  vehicle  purchaser.  However,  the  agency  was  not 
able  to  segregate  the  accident  data  on  buses  in  the  database  because  these  vehicles 
are  classified  differently  when  reported  by  each  state.  In  the  regulatory  analysis,  the 
percentage  of  single  unit  truck  crashes  avoided,  6. 1  percent,  was  used  as  an  esti- 
mate of  the  benefits  for  school  buses,  since  school  buses  are  typically  built  on  the 
same  chassis  used  for  single  unit  trucks. 

The  agency  is  currently  updating  the  economic  benefits  with  more  recent  cost  data 
from  the  agency's  cost  study  on  heavy  vehicle  antilock  braking  systems.  The  prelimi- 
nary estimates  on  which  these  costs  are  based  wiU  be  revised  significantly  to  reflect 
the  lower  ABS  unit  cost  estimates  from  this  study. 

TRUCK  ANTILOCK  BRAKE  RULEMAKING  SCHEDULE 

Mr.  Carr.  Last  year,  NHTSA  told  the  Subcommittee  that  it 
planned  to  complete  the  rulemaking  on  heavy  truck  antilock  brakes 
by  the  end  of  calendar  year  1993.  However,  you  recently  announced 
a  six-month  delay  in  the  rulemaking  which  was  first  initiated  two 
years  ago. 

What  is  the  reason  for  the  delay  and  what  is  your  current  sched- 
ule for  a  final  rule? 

[The  information  follows:] 

The  great  level  of  interest,  as  evidenced  by  the  large  nvimber  of  docket  comments, 
and  the  complexity  of  the  issues  related  to  the  rulemaking,  made  the  initial  rule- 
making schedule  impossible  to  meet.  The  Agency  needed  additional  time  to  review 
the  docket  comments  and  to  consider  several  of  the  issues  related  to  requiring 
antilock  bralcing  systems  on  heavy  vehicles.  These  issues  included  1)  the  need  to  re- 
quire antilock  braking  systems;  2)  an  appropriate  definition  of  antilock  braking  sys- 
tems that  is  sufficiently  broad  to  cover  all  antilock  systems  that  would  significantly 
improve  a  vehicle's  lateral  stability  and  control  by  preventing  wheel  lock;  3)  the 
need  to  include  performance  tests;  4)  compatibility  issues  between  tractors  and  trail- 
ers; and  5)  the  appropriate  implementation  schedule  for  different  types  of  medium 
and  heavy  vehicles. 

The  Agency  expects  the  final  rule  for  the  ABS  on  medium  and  heavy  vehicles  to 
be  issued  by  June  8,  1994. 
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HEAD  INJURY  RULEMAKING — NPRM  RESULTS 

Mr.  Carr.  NHTSA's  proposed  rule  on  interior  head  injury  protec- 
tion has  been  very  controversial.  As  you  know,  the  automobile 
manufacturers  are  very  concerned  about  whether  the  rule  will  re- 
quire the  costly  redesign  of  cars  that  they  are  working  on  now,  and 
whether  there  will  be  adequate  lead  time  for  compliance.  Last  year, 
you  reopened  the  comment  period  and  also  held  a  public  meeting 
on  the  interior  head  protection  rulemaking. 

What  issues  were  discussed  at  the  public  meeting  and  what  have 
you  learned  since  the  notice  of  proposed  rulemaking  was  issued  in 
February  1993? 

[The  information  follows:] 

On  November  15,  1993,  the  agency  held  a  public  meeting  on  head  injury  protec- 
tion rulemaking.  Representatives  from  the  American  Automobile  Manufacturers  As- 
sociation, Chrysler,  General  Motors,  Ford  Motor  Company,  Liability  Research  Group 
and  Advocates  for  Highway  and  Auto  Safety,  and  Mr.  Griswold,  a  private  citizen, 
gave  presentations  at  the  meeting.  Many  issues,  such  as  the  lead-time/phase-in 
plan,  the  effect  of  padding  on  neck  injuries  and  on  driver's  forward  vision,  potential 
limits  of  the  proposed  test  device/procedure,  and  components  to  be  excluded,  were 
discussed  at  the  meeting. 

The  agency  has  conducted  additional  accident  data  analyses  and  analjdical/experi- 
mental  studies  in  response  to  comments  on  the  February  1993,  notice  of  proposed 
rulemaking.  The  agency  conducted  airbag  data  analysis  to  determine  the  effect  of 
airbags  on  head  impacts  against  the  A-pillar/front  header  components.  The  agency 
also  examined  the  effect  of  padding  on  neck  injuries  using  real  world  crash  data  and 
a  finite  element  neck  model.  Other  issues,  such  as  test  device/procedure,  lead-time/ 
phase-in  plan,  driver's  forward  vision,  etc.,  also  were  studied  by  the  agency  using 
appropriate  methods.  The  results  of  the  studies  will  be  used  in  arriving  at  our  final 
decision. 

HEAD  INJURY  RULEMAKING — LIGHT  TRUCKS  AND  VANS 

Mr.  Carr.  The  February  1993  proposed  rule  would  require  pro- 
tection for  the  occupant's  head  against  hard  interior  surfaces,  such 
as  the  roof,  side  rails,  et  cetera.  What  was  the  rationale  for  includ- 
ing light  trucks,  buses  and  vans  in  the  proposed  rule  as  well  as 
passenger  cars? 

[The  information  follows:] 

In  the  National  Highway  Traffic  Safety  Administration  Authorization  Act  of  1991, 
the  Congress  directed  the  agency  to  issue  regulations  on  improved  protection  for 
head  impact  against  upper  interior  components  for  passenger  cars.  On  February  8, 
1993,  the  agency  published  a  notice  of  proposed  rulemaking  proposing  head  impact 
requirements  for  passenger  cars,  light  trucks,  buses  and  vans.  The  agency  decided 
to  include  light  trucks,  buses  and  multi-purpose  passenger  vehicles  in  the  final  rule 
for  the  following  reasons: 

(1)  Approximately  3,350  fatalities  and  6,700  serious  head  injuries  are  estimated 
to  occur  annually  in  1995  and  beyond,  resulting  from  head  contacts  with  vehicle 
upper  interior  components.  Approximately  12  percent  of  these  fatalities  and  injuries 
are  to  occupants  of  light  trucks,  buses  and  multi-purpose  passenger  vehicles. 

(2)  With  a  few  exceptions,  the  Federal  Motor  Vehicle  Safety  Standards  prescribe 
the  same  levels  of  safety  protection  for  all  light  passenger  vehicles,  regardless  of  ve- 
hicle tjrpes  and  seating  positions.  Several  standards  that  applied  only  to  passenger 
cars  were  extended  recently  to  cover  light  trucks,  buses  and  multi-purpose  pas- 
senger vehicles. 

(3)  Most  light  trucks  and  vans  are  used  today  for  private  transportation  purposes, 
as  are  passenger  cars.  Therefore,  these  vehicles  should  have  the  same  types  of  im- 
proved safety  protection  as  do  cars. 
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HEAD  INJURY  RUELMAKING — REAR  PROTECTION  BENEFITS 

Mr.  Carr.  What  comments  has  NHTSA  received  concerning  pro- 
posed padding  requirements  for  the  rear  seating  positions  of  pas- 
senger cars  and  light  trucks?  What  do  you  project  the  safety  bene- 
fits to  be? 

[The  information  follows:] 

The  automobile  industry  recommended  that  the  upper  interior  components  behind 
the  B-pillar  be  excluded  from  the  final  rule  because  of  the  low  occupancy  rates  in 
rear  seats.  However,  two  safety  organizations  advocated  that  all  pillars,  side  rails 
and  headers  be  included  in  the  final  rule,  regardless  of  occupancy  rates. 

Based  on  the  Preliminary  Regulatory  Impact  Analysis  that  accompanied  the  Feb- 
ruary 1993  notice  of  proposed  rulemaking,  the  agency  estimated  that  approximately 
36  to  44  lives  would  be  saved  annually  by  padding  the  components  behind  the  B- 
pillar. 

HEAD  INJURY  RULEMAKING — LEAD-TIME  ISSUES 

Mr.  Carr.  What  is  NHTSA's  current  thinking  with  regard  to  lead 
time  issues  and  the  potential  phase-in  of  the  new  requirements  for 
interior  head  impact  protection? 

[The  information  follows:] 

After  reviewing  all  comments  in  response  to  the  February  1993  notice  of  proposed 
rulemaking,  the  agency  is  convinced  that  some  manufacturers  need  a  long  lead-time 
because  they  produce  a  variety  of  vehicles,  many  of  which  will  require  extensive 
modification  to  meet  the  proposed  requirements.  The  agency  is  considering  adopting 
a  phase-in  plan  but  has  not  yet  decided  on  its  details. 

SIDE  IMPACT — LIGHT  TRUCIWAN  CRASHES 

Mr.  Carr.  Side  impact  protection  for  light  trucks  and  vans.  As 
you  know,  ISTEA  requires  NHTSA  to  consider  issuing  a  rule  re- 
quiring dynamic  side  impact  testing  of  light  trucks  and  vans. 

What  are  the  fatality  and  injury  statistics  regarding  side  impact 
accidents  involving  light  trucks  and  vans? 

[The  information  follows:] 

In  1992,  side  impacts  involving  hght  trucks  and  vans  resulted  in  an  estimated 
1,560  fatalities  and  132,000  injuries.  Due  to  the  growing  number  of  light  trucks  and 
vans,  it  is  estimated  that  side  impacts  will  result  in  1,750  fatalities  annually  by  the 
mid-1990's.  The  extension  of  Standards  No.  214  dynamic  requirements  to  hght 
trucks  and  vans  would  address  one  portion  of  this  problem: — occupant  fatalities  and 
serious  injuries  that  result  from  contact  between  the  side  interior  of  the  light  truck/ 
van  and  the  shoulder,  chest,  abdomen,  back  and  pelvis.  By  the  mid-1990's,  it  is  esti- 
mated that  this  portion  of  the  side  impact  problem  (thoracic  and  pelvic  injiiries)  will 
account  each  year  for  250  light  truck/van  occupant  fatalities  and  an  additional  950 
serious  injuries. 

SIDE  IMPACT — LIGHT  TRUCK/VAN  RULEMAKING 

Mr.  Carr.  The  issuance  of  a  notice  of  rulemaking  concerning  side 
impact  protection  for  light  trucks  and  vans  is  being  debated  within 
NHTSA.  Since  light  trucks  and  vans  are  safer  in  side  crashes  than 
cars,  why  do  you  believe  that  a  more  rigorous  standard  may  be  nec- 
essary? 

[The  information  follows:] 

Since  a  majority  of  light  trucks  and  vans  are  used  for  private  transportation  pur- 
poses, these  vehicles  serve  the  same  purpose  as  passenger  cars.  The  agency's  philos- 
ophy calls  for  not  imposing  a  more  rigorous  standard  to  light  trucks  and  vans,  but 
rather  requiring  safety  improvements  when  cost-effective. 
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SIDE  IMPACT  RULEMAKING  BENEFITS 

Mr.  Carr.  In  a  December  1993  NHTSA  meeting  with  the  auto- 
mobile industry,  the  associate  administrator  for  rulemaking  indi- 
cated that  the  benefits  of  dynamic  side  impact  testing  for  light 
trucks  and  vans  are  likely  to  be  small — from  20  to  90  lives  saved 
a  year.  Is  that  your  current  assessment? 

[The  information  follows:] 

Yes.  The  estimated  safety  benefit  of  dynamic  side  impact  testing  for  light  trucks 
and  vans  is  20  to  90  lives  saved  each  year. 

SIDE  IMPACT  REQUIREMENTS  FOR  LIGHT  TRUCKS  AND  VANS 

Mr.  Carr.  Beginning  with  the  1994  model  year,  a  dynamic  side 
impact  test  standard  is  being  phased  in  for  all  passenger  cars. 
Would  it  be  wise  to  wait  until  the  safety  benefits  of  this  require- 
ment can  be  fully  analyzed  and  understood  before  the  requirement 
is  extended  to  light  trucks  and  vans? 

[The  information  follows:] 

The  dynamic  side  impact  requirements  for  passenger  cars  will  affect  100  percent 
of  these  vehicles  starting  September  1,  1996.  It  is  doubtful  that  sufficient  accident 
data  can  be  collected  before  1999  for  a  rulemaking  evaluation  study  on  the  dynamic 
side  impact  requirements  for  passenger  cars  because  there  will  not  be  a  sufficient 
number  of  vehicles  in  the  fleet  until  that  time.  However,  the  agency  is  confident 
that  the  passenger  car  rule  will  yield  significant  safety  benefits  and  believes  these 
will  carry  over  into  light  trucks.  Since  the  agency  has  already  identified  the  primary 
source  of  occupant  injuries  in  side  crashes,  we  believe  it  is  appropriate  to  proceed 
with  rulemaking  activities  on  dynamic  side  impact  requirements  for  light  trucks  and 
vans. 

ROLLOVER  DEATHS  AND  INJURIES 

Mr.  Carr.  Would  you  update  us  on  the  most  recent  figures  re- 
garding rollover  injuries  and  fatalities? 
[The  information  follows:] 

The  most  recent  data  for  which  the  agency  has  detailed  tabulations  is  1991.  There 
were  approximately  220,000  rollover  crashes  involving  passenger  cars,  light  trucks, 
vans  and  sport  utility  vehicles.  Ninety-four  percent  were  single  vehicle  crashes  and 
93  percent  occurred  off  the  road.  The  Fatal  Accident  Reporting  System  contains 
9,186  fatalities  resulting  from  rollover  crashes.  And  approximately  56,000  vehicle  oc- 
cupants received  serious,  incapacitating  injuries. 

There  has  been  little  variation  in  these  numbers  over  the  past  six  years.  The 
agency  will  perform  detailed  analyses  of  rollover  crashes  following  implementation 
of  any  new  regulations,  in  order  to  evaluate  their  effectiveness. 

ROLLOVER  SUSCEPTIBILITY  ANALYSIS 

Mr.  Carr.  What  have  you  learned  in  your  statistical  analysis  of 
accident  data  regarding  the  vehicle  types  most  susceptible  to  roll- 
overs? 

[The  information  follows:] 

Based  on  analysis  of  the  proportion  of  all  single-vehicle  accidents  that  became 
rollovers  in  Michigan  in  1986-1990  it  can  be  said  that,  in  general,  sport  utility  vehi- 
cles are  most  likely  to  roll  over,  followed  by  pickup  trucks,  vans  and  passenger  cars. 
There  are  exceptions  to  the  general  trend,  on  a  make/model  level.  One  particular 
make  of  car  may  be  more  likely  to  roll  than  one  particular  make  of  pickup  tnick. 

The  average  annual  fatality  rate  (rollover  fatalities  per  million  registered  vehicles) 
by  vehicle  type  for  1985-1991  shows  the  rate  highest  in  sport  utility  vehicles,  fol- 
lowed by  smgill  pickups,  standard  pickups,  small  cars,  standard  vans,  medium  cars, 
small  vans,  and  large  cars.  However,  the  largest  absolute  number  of  rollover  fatali- 
ties is  associated  with  small  cars. 


I 


371 

DRIVER  FACTORS  IN  ROLLOVER  CRASHES 

Mr.  Carr.  What  driver  characteristics  are  most  associated  with 
rollover  accidents? 

[The  information  follows:] 

Driver  age  and  alcohol  or  drug  use.  Younger  drivers  and  impaired  drivers  are 
more  likely  to  be  involved  in  a  single-vehicle  rollover.  However,  these  characteristics 
are  less  powerful  in  determining  whether  a  single-vehicle  crash  becomes  a  rollover 
than  the  location  of  the  road  where  the  crash  ocoirred,  the  vehicle  stability,  and 
whether  the  road  was  curved  or  not.  In  a  model  containing  cars,  trucks,  vans,  and 
sport-utility  vehicles,  using  variables  describing  roadway,  driver  and  vehicle  charac- 
teristics, the  three  most  powerful  variables  in  determining  rollover  likelihood  were: 
rural  road  location,  vehicle  stability  measure  (whether  static  or  dynamic),  and  a 
curved  road.  The  vehicle  stability  measures  used  were  tilt  table  ratio  (a  static  meas- 
ure) and  critical  sliding  velocity  (a  dynamic  measure). 

ROLLOVER  PREVENTION  PROGRAMS 

Mr.  Carr.  Now  that  a  year  has  passed  since  the  development  of 
NHTSA's  rollover  prevention  program,  please  provide  an  update  on 
where  you  stand  in  your  overall  approach  to  addressing  driver, 
driving  environment  and  road  conditions,  and  vehicle  design  factors 
that  affect  rollover  crashes. 

[The  information  follows:] 

On  September  23,  1992  the  agency  released  the  "Planning  Document  for  Rollover 
Prevention  and  Injury  Mitigation."  Its  availabiUty  was  announced  in  the  Federal 
Register  September  29,  1992  (57  FR  44721).  The  agency  announced  its  intention  to 
pursue  rulemaking  in  seven  areas  and  presented  a  schedule  of  actions.  These  areas 
are  Usted  below  sdong  with  the  action  and  date  announced  in  the  Planning  Docu- 
ment, and  the  current  status  of  the  rulemaking: 


Alternative 


Action/date  in  planning  docu- 
ment 


Status 


Crash  avoidance,  stability  requirement Regulatory  decision  by 

Winter  1992-93. 

Crash  avoidance,  ABS  requirements  Regulatory  decision  by 

Fall  1993. 

Crashworthiness,  interior  padding NPRM  by  Jan.  31,  1993 

Crashworthiness,  improved  roof  crush  Regulatory  decision  by 

Spring  1994. 

Crashworthiness,  side  window  glazing Regulatory  decision  by 

Fall  1993. 

Crashworthiness,  improved  door  latches Regulatory  decision  by 

early  1994. 

Consumer  Information Continuous 


Publication  of  NPRM  ex- 
pected in  April  1994 

ANPRM  published  Jan.  4, 
1994 

NPRM  published  Feb.  8, 
1993 

On  schedule 

Decision  to  continue  re- 
search for  1996  NPRM 

Regulatory  decision  by 
Summer  1994 

"Vince  and  Larrysw  ad- 
vertisements on  belt 
use  and  rollovers  avail- 
able March  1994. 


ROLLOVER  RULEMAKING  SCHEDULE  

Mr.  Carr.  ISTEA  suggests  but  does  not  mandate  that  the  agency 
issue  a  final  rule(s)  dealing  with  rollover  propensity.  What  is  your 
current  schedule  for  issuing  proposed  rules  addressing  vehicle  sta- 
bility and  consumer  information  pertaining  to  rollovers? 

[The  information  follows:] 

The  agency  anticipates  a  Notice  of  Proposed  Rulemaking  concerning  Rollover  Sta- 
bility will  be  pubUshed  in  April  1994.  "Vince  and  LarrySM  "  public  service  advertise- 
ment concerning  the  benefits  of  seat  belt  use  in  rollover  crashes  have  been  produced 
for  television  and  radio.  The  television  and  radio  spots  were  made  available  to  sta- 
tions in  March  1994. 
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5  MPH  BUMPER  STANDARD 

Mr.  Carr.  Senator  John  Danforth  has  introduced  legislation  to 
require  NHTSA  to  reinstate  the  5  mph  bumper  standard,  which 
was  lowered  in  1982  to  a  2.5  mph  standard  for  front  and  rear 
bumpers. 

Does  NHTSA  have  a  position  on  this  legislation? 

[The  information  follows:] 

The  Department  is  currently  formulating  its  views  on  S.  1848,  a  bill  requiring  a 
5-mph  bumper  standard  for  passenger  cars  and  minivans  and  the  disclosure  of  the 
bumper  impact  capability  of  such  vehicles.  NHTSA  will  provide  you  with  the  agen- 
cy's views  on  S.  1848  when  the  Department's  position  on  this  legislation  is  deter- 
mined. 

Mr.  Carr.  What  research  and  analysis  has  NHTSA  conducted  on 
the  relative  effectiveness  of  5  mph  and  2.5  mph  bumpers,  and  what 
would  be  the  safety  benefits  of  increasing  the  bumper  standard? 

[The  information  follows:] 

In  1987  the  agency  evaluated  the  lowering  of  the  bumper  standard  from  5  mph 
to  2.5  mph.  It  was  based  on  a  number  of  actual  teardown  studies  of  bumpers  in  pro- 
duction after  the  standard  was  lowered,  analysis  of  1981-84  insurance  claims  and 
a  nationwide  household  survey  of  unreported  collisions.  It  looked  at  about  60  car 
models  for  each  of  the  four  model  years  from  1981  through  1984.  That  study  gen- 
erally confirmed  the  estimates  of  an  earlier  regulatory  analysis  in  1982  (weights  and 
costs  were  reduced  for  the  2.5  mph  bumpers,  claim  frequency  increased,  but  the  cost 
per  claim  decreased).  The  difference  in  overall  cost  was  small  and  not  statistically 
significant  but  favored  the  2.5  mph  bumpers  over  the  5  mph  phase  II  bumpers.  The 
net  effect  over  a  car's  10  year  life  is  a  smaU  increase  in  repair  cost,  which  is  offset 
by  a  reduction  in  both  the  original  purchase  cost  and  operating  cost  from  the  addi- 
tional fuel  consumed  to  carry  the  added  weight  over  the  life  of  the  vehicle  for  a  net 
savings  to  consumers. 

The  change  in  the  bumper  standard  had  no  effect  on  the  protection  of  safety  relat- 
ed parts,  therefore  we  do  not  see  any  safety  benefit  to  increasing  the  bumper  stand- 
ard. 

LOWER  BUMPER  STANDARD  BENEFITS 

Mr.  Carr.  Some  proponents  of  a  5  mph  bumper  standard  argue 
that  NHTSA  v/as  wrong  in  1982  when  the  agency  maintained  that 
lower  bumper  standards  would  lead  to  lighter  vehicles  and,  there- 
fore, would  save  fuel  and  lead  to  net  cost  savings  for  the  consumer. 
Would  you  comment? 

[The  information  follows:] 

In  1987  the  agency  evaluated  the  lowering  of  the  bumper  standard  from  5  mph 
to  2.5  mph.  It  included  actual  teardown  studies  of  bumpers  of  60  models  in  produc- 
tion after  the  standard  was  lowered.  Those  studies  confirmed  the  estimates  of  an 
earlier  regulatory  analysis  in  1982,  bumpers  that  were  changed  after  the  standard 
was  modified  weighed  12  pounds  less  than  1981/82  models.  The  bumper  weight  re- 
duction was  estimated  to  save  $21  (1984  dollars)  in  fuel  over  the  car's  life. 

IIHS  STUDY  OF  MINIVAN  BUMPER  PROTECTION 

Mr.  Carr.  The  Insurance  Institute  of  Highway  Safety — IIHS — 
has  issued  its  own  analyses  of  minivan  bumper  protection  by  crash 
testing  seven  minivans  at  5  mph  using  several  tests:  a  front  and 
rear  crash  into  a  stationary  barrier,  a  front  angle  crash  into  a  sta- 
tionary barrier,  and  rear  crash  into  a  pole  test. 

The  IIHS  found  that  the  damage  repair  costs  sustained  in  these 
crashes  ranged  from  $3,179  to  zero.  Have  you  looked  at  its  study? 
How  representative  of  actual  bumper  accidents  are  their  tests? 

[The  information  follows:] 
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The  agency  has  looked  at  the  IIHS  Status  Report  of  January  8,  1994  which  pre- 
sented the  results  of  IIHS's  bumper  tests  on  minivans.  They  showed  high  levels  of 
damage  to  most  of  these  vehicles. 

The  IIHS  bumper  tests  are  more  severe  than  the  tests  for  the  5  mph  phase  II 
standard  that  was  in  effect  in  1980.  IIHS's  tests  include  a  comer  impact  test  at  a 
speed  higher  than  required,  and  a  rear  pole  test  that  is  not  required,  nor  has  ever 
been  required,  under  the  agency's  regulations.  IIHS  amplifies  the  damage  estimates 
by  adding  the  cost  from  their  four  bumper  strikes  to  each  vehicle.  As  a  result,  the 
damage  estimates  for  the  seven  minivans  tested  ranged  from  $1,862  to  $7,643. 

Beginning  in  1982,  the  agency  attempted  to  develop  a  biunper  rating  system.  The 
agency  conducted  bumper  studies  between  1985  and  1987,  to  support  development 
of  an  effective  consumer  information  program  on  the  damageability  of  new  car 
bumper  systems  to  provide  consumers  with  compgtrative  bumper  cost  information 
that  could  be  used  in  making  new  vehicle  purchasing  decisions.  The  studies  feiiled 
to  show  any  consistent,  positive  correlation  between  damage  induced  by  laboratory 
bvunper  tests  and  insurance  accident  repair  costs.  The  agency  stated  that  it  was  un- 
able to  develop  a  bumper  rating  methodology  that  correlates  with  real-world,  low- 
speed  crashes  and  that  the  agency  did  not  believe  it  was  appropriate  t6  use  scarce 
resources  to  proceed. 

2.5  MPH  BUMPER  TESTS 

Mr.  Carr.  What  tests  does  NHTSA  use  for  the  2.5  mph  bumper 
standard? 

[The  information  follows:] 

The  agency  tests  vehicles  for  compliance  with  Regulation  Part  581,  Bumper 
Standard,  using  a  laboratory  test  procedure  originally  written  for  the  5  mph  re- 
quirement and  amended  in  1990  for  the  2.5  mph  requirement.  Each  test  vehicle's 
bumpers  are  impacted  with  a  pendulum  device  that  weighs  the  same  as  the  test  ve- 
hicle, followed  by  impacts  with  a  fixed  collision  barrier. 

MINIVANS  LACKING  2.5  MPH  BUMPER  LAW 

Mr.  Carr.  NHTSA's  2.5  mph  passenger  car  bumper  standard 
does  not  apply  to  minivans.  What  is  the  reason  for  this  and  should 
bumper  standards  be  extended  to  passenger  vans? 

[The  information  follows:] 

Title  I  of  the  Motor  Vehicle  Information  and  Cost  Savings  Act  requires  bumper 
standards  for  passenger  motor  vehicles,  but  allows  multipassenger  vehicles  to  be  ex- 
empted. Minivans  are  a  subcategory  within  the  general  classification  of  multipur- 
pose passenger  vehicles. 

Minivans  were  virtually  unknown  when  the  bumper  standard  was  last  revised. 
Additionally,  some  minivans  are  equipped  with  off-road  features  or  are  used  for 
commercial  applications  where  bumper  height  requirements  would  interfere  with 
this  capability.  For  these  reasons,  minivans  were  not  included  in  the  original  stand- 
ard. 

However,  minivans  are  now  a  significant  part  of  the  light  duty  fleet  and  most  of 
them  are  used  in  the  same  manner  as  passenger  cars.  Thus,  the  agency  will  review 
its  original  decision  to  exclude  minivans  from  the  bumper  standard. 

STATE  PASSAGE  OF  BUMPER  LAWS 

Mr.  Carr.  California,  Hawaii  and  New  York  now  have  bumper 
disclosure  laws  that  require  automobile  manufacturers  to  disclose 
information  about  bumper  performance.  Should  other  states  have 
such  laws  and,  if  so,  why? 

[The  information  follows:] 

NHTSA  is  reviewing  this  matter  in  the  context  of  formulating  its  views  on  S. 
1848,  a  bill  that  would  mandate  Federal  regulations  requiring  the  motor  vehicle 
manufacturers  to  disclose  the  bumper  impact  capability  of  passenger  cars  and 
minivans.  NHTSA  will  provide  you  with  the  agency's  views  on  bumper  information 
when  this  review  has  been  completed. 
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DAYTIME  RUNNING  LIGHTS  USE  BY  MANUFACTURERS 

Mr.  Carr.  Last  year,  NHTSA  finalized  rulemaking  to  permit 
automobile  manufacturers  to  equip  vehicles  with  daytime  running 
lights  as  standard  equipment.  General  Motors  has  announced  that 
it  will  begin  installing  this  safety  system  on  its  cars  and  trucks  to 
improve  the  visibility  of  vehicles  in  all  weather  conditions. 

Have  any  other  automobile  manufacturers  followed  suit? 

[The  information  follows:] 

No  manufacturer  has  followed  the  General  Motors  lead  and  installed  dajdime  run- 
ning lights  as  standard  equipment  on  its  cars  and  trucks. 

DAYTIME  RUNNING  LIGHTS  RESEARCH 

Mr.  Carr.  Some  experts  have  estimated  that  the  use  of  daytime 
running  lights  in  this  country  could  reduce  the  highway  accident 
rate  from  7  percent  to  32  percent  for  both  head-on  and  side  impact 
collisions.  Last  year,  however,  NHTSA  testified  that  there  is  no  re- 
liable study  that  has  demonstrated  that  operating  with  lights  on 
during  the  daylight  in  the  U.S.  would  provide  safety  benefits.  Isn't 
this  issue  worthy  of  further  study?  Has  NHSTA  undertaken  any 
further  research? 

[The  information  follows:] 

The  studies  that  have  been  conducted  to  date  on  daytime  running  lights  (DHL) 
effectiveness  have  been  inconclusive.  In  1990,  Canada  required  all  new  cars  sold  in 
Canada  to  be  equipped  with  DRLs.  Subsequently,  the  Canadians  initiated  a  study 
to  track  DRL  effectiveness  on  these  vehicles.  As  the  results  of  this  work  become 
available,  the  agency  will  review  them  to  assess  their  relevance  to  the  U.S.  environ- 
ment. Separately,  the  agency  is  currently  studjdng  the  possibility  that  DRL  glare 
might  mask  the  visibility  of  turn  signals.  This  study  is  scheduled  for  release  in  the 
summer  of  1994. 

REAR/i)OOR  EJECTIONS  ANALYSIS 

Mr.  Carr.  Last  Friday,  Secretary  Peiia  issued  a  consumer  advi- 
sory warning  owners  of  minivans  and  other  vehicles  with 
hatchbacks  that  these  doors  can  open  unexpectedly  in  a  crash, 
ejecting  the  vehicle's  passengers.  This  warning  was  based  on  the 
results  of  a  recent  NHTSA  analysis  of  occupant  ejections  in  vehi- 
cles equipped  with  hatchbacks  or  rear  doors.  What  have  you 
learned  thus  far  about  the  nature  and  magnitude  of  accidents  in- 
volving rear  window  and  door  ejections? 

[The  information  follows:] 

Based  on  the  1988-1992  National  Accident  Sampling  System  data,  the  agency 
conducted  a  study  on  occupant  ejections  through  rear  doors  including  rear  hatches, 
tailgates  and  other  back  doors  except  pickup  rear  doors.  The  results  show  that  ap- 
proximately 7,000  fatalities  were  associated  with  complete  ejections  each  year  in  all 
light  vehicles.  Among  these  7,000  fatal  complete  ejections,  approximately  2,220  oc- 
curred from  vehicles  equipped  with  a  rear  door.  It  also  is  estimated  that  only  147 
fatalities  were  associated  with  rear  door  ejections,  and  the  vast  majority  of  the  vic- 
tims were  unbelted  occupants. 

The  accident  data  also  show  that  in  towaway  crashes  of  vehicles  with  rear  doors, 
3.4  percent  of  the  rear  doors  popped  open.  This  3.4  percent  door  opening  rate  is 
higher  than  the  2.0  percent  for  front  side  doors  and  0.9^1.5  percent  for  the  rear  side 
doors.  Approximately  7 1  percent  of  the  failures  reported  for  rear  door  openings  was 
damage  to  the  latch/striker  system.  Over  42  percent  of  rear  door  openings  occurred 
in  rollovers. 

We  have  asked  for  public  comments  on  our  analysis  and  these  are  due  by  March 
28,  1994. 
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With  respect  to  the  issue  of  rear  window  ejections,  the  agency's  research  is  under- 
way to  improve  glazing  designs  to  reduce  occupant  ejections  through  all  windows. 
Although  the  agency  has  not  estimated  the  number  of  ejections  that  occur  though 
rear  windows,  it  believes  that  these  windows  represent  a  relatively  small  portion 
of  the  occupant  ejection  problem. 

REAR  HATCH  VS.  FRONT/SIDE  DOOR  EJECTIONS 

Mr.  Carr.  The  Secretary's  press  release  indicates  that  an  esti- 
mated 1.4  percent  of  occupants  in  accidents  in  which  an  opened 
rear  hatch  were  completely  ejected  through  the  rear  hatch.  How 
does  this  proportion  compare  with  the  incidence  of  occupant  ejec- 
tions through  front  or  side  doors?  Is  there  a  problem  unique  to  the 
design  or  location  of  the  rear  doors? 

[The  information  follows:] 

Based  on  the  1988-1992  National  Accident  Sampling  System  towaway  crashes, 
approximately  1.4  percent  of  occupants  in  light  passenger  vehicles  with  opened  rear 
doors  were  completely  ejected  through  the  rear  door  opening.  However,  this  ejection 
rate  is  much  lower  than  the  11.1  percent  for  the  left-front  side  door,  5.3  percent  for 
the  right-front  side  door,  and  1.6  to  3.9  percent  for  the  rear  side  door.  It  appears 
that  the  ejection  rate  is  highly  dependent  on  the  occupancy  rate  of  the  nearby  seat- 
ing position.  Therefore,  the  location  of  the  door  is  considered  an  important  issue. 

FMVSS  FOR  REAR  DOORS/LATCHES 

Mr.  Carr.  Does  NHTSA  have  a  safety  standard  governing  rear 
doors  and  latches?  Did  the  vehicles  involved  in  these  accidents 
meet  those  standards? 

[The  information  follows:] 

Federal  Motor  Vehicle  Safety  Standard  No.  206  "Door  Locks  and  Door  Retention 
Components"  went  into  effect  for  passenger  cars  in  1968  and  for  trucks  and  multi- 
purpose passenger  vehicles  in  1972.  However,  the  standard  appUes  only  to  side  door 
latches  and  hinges.  At  present,  the  agency  does  not  have  a  standard  for  rear  door 
latches  and  hinges.  The  agency  does  not  know  whether  production  rear  door  latches 
and  hinges  currently  meet  the  requirements  specified  in  the  current  standard. 

EJECTION  PREVENTION  MEASURES 

Mr.  Carr.  Previous  NHTSA  research  has  indicated  that  seat 
belts  are  75  percent  effective  in  preventing  ejection  and  that  more 
than  95  percent  of  the  people  killed  in  ejections  from  hatchbacks 
and  other  rear  doors  were  not  using  a  seat  belt?  What  other  meas- 
ures are  you  looking  at  to  prevent  similar  accidents? 

[The  information  follows:] 

While  the  seat  belt  and  seatback  provide  the  first  line  of  protection  from  being 
ejected  through  the  hatchback  and  other  rear  doors,  other  ejection  prevention  meas- 
ures also  are  available.  Research  is  underway  to  improve  door  latch  integrity  to 
minimize  the  probabiUty  of  door  opening  during  a  crash.  Also,  research  is  underway 
to  improve  glazing  designs  to  minimize  ejections  through  the  glazing  openings  and 
to  reduce  head  and  facial  injuries  by  glazing  contacts. 

Motorists  also  need  to  be  constantly  reminded  that  allowing  children  or  adults  to 
sit  in  the  rear  cargo  area  of  station  wagons,  hatchbacks,  vans  or  pickup  trucks  is 
unsafe. 

GM  C/K  pickup  recall  DECISION 

Mr.  Carr.  A  little  more  than  a  year  ago,  NHTSA  announced  that 
it  would  ask  General  Motors  to  voluntarily  recall  several  million  C/ 
K  pickup  trucks  for  safety-related  defects.  I  understand  that  the 
NHTSA  Administrator-designate,  Dr.  Martinez,  has  recused  him- 
self from  this  issue  and  that  you,  the  deputy  administrator  will  be 
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the  primary  decision  maker  as  to  whether  there  should  be  a  man- 
datory recall.  I  presume  that  you  will  make  this  decision  in  con- 
sultation with  Secretary  Pena.  Can  you  tell  me  where  you  stand  in 
your  decision-making  process  and  when  you  expect  to  make  a  deci- 
sion on  this  matter? 

[The  information  follows:] 

The  investigation  is  continuing.  Activities  include  requesting  and  reviewing  infor- 
mation from  General  Motors  (GM)  and  case  review  of  real-world  crashes  involving 
GM  full-sized  trucks  with  fuel  tanks  mounted  outside  the  frame  rails.  If  NHTSA's 
investigation  does  not  indicate  the  presence  of  a  safety-related  defect,  the  investiga- 
tion will  be  closed.  If,  at  the  completion  of  the  investigation,  the  agency  initially  de- 
termines that  the  trucks  contain  a  safety  defect,  NHTSA  will  hold  a  public  meeting 
to  provide  an  opportunity  for  GM  and  other  interested  parties  to  present  data  and 
arguments  as  to  why  the  trucks  should  or  should  not  be  recalled.  After  careful  con- 
sideration of  all  the  information  presented  at  the  public  meeting,  as  well  as  other 
facts,  the  agency  would  either  close  the  investigation  or  other  the  manufacturer  to 
conduct  a  recall.  No  time  frame  has  been  established  for  making  either  decision. 

STATE  AND  COMMUNITY  GRANTS 

Mr.  Price.  On  page  8  of  your  written  testimony,  you  state  you 
asked  for  $123  million  for  the  Section  402  State  and  Community 
Grants.  Why  did  you  not  ask  for  full  funding  for  the  402  program, 
i.e.  the  $142  million  in  ISTEA,  while  you  asked  for  full  funding  for 
other  programs  including  the  Motor  Carrier  Safety  Assistance  Pro- 
gram? Shouldn't  you  have  asked  for  full  funding  in  view  of  the  im- 
pressive cost  benefit  ratio  for  the  402  program? 

[The  information  follows:] 

The  agency  is  requesting  $123  million  for  FY  1995,  the  same  level  enacted  for  FY 
1994,  and  this  amount  of  funding  will  permit  NHTSA  to  meet  its  highway  safety 
goals.  The  Section  402  program  does  have  an  impressive  cost  benefit  ratio.  State 
highway  safety  programs  implemented  with  Section  402  grants  have  saved  many 
lives,  avoided  or  reduced  the  severity  of  many  injuries,  and  spared  society  the  re- 
sultant suffering  and  costs.  However,  while  the  nation  wovild  benefit  from  a  larger 
Section  402  program,  the  decision  to  request  level  ftinding  in  this  program  for  FY 
1995  was  made  due  to  other  national  interests — the  strong  desire  of  Congress  and 
the  Administration  to  hold  down  spending  and  reduce  the  deficit.  At  the  $123  mil- 
lion program  level,  without  earmarking,  states  will  be  able  to  continue  support  for 
their  most  effective  highway  safety  programs. 

NORTH  CAROLINA  BELT  PROGRAM 

Mr.  Price.  You  first  mention  on  page  4  of  your  written  testimony 
the  tremendous  benefits  to  society  that  result  from  increasing  the 
number  of  people  wearing  seat  belts.  What  are  you  doing  to  encour- 
age other  States  to  use  the  valuable  lessons  North  Carolina  has 
learned  about  seat  belt  use  in  the  Click  It  or  Ticket  program  that 
has  put  my  home  State  in  the  top  three  for  seat  belt  compliance? 

[The  information  follows:] 

NHTSA  is  conducting  five  demonstration  programs  to  show  that  the  periodic  high- 
ly publicized  enforcement  approach  used  in  North  Carolina  can  be  effective  in  other 
states. 

In  addition,  NHTSA  is  urging  states  to  participate  in  a  two-year  national  cam- 
paign to  achieve  the  Secretary's  goals  of  increasing  national  seat  belt  usage  to  75 
percent  and  reducing  alcohol-related  fatalities  to  43  percent  by  the  end  of  1996.  This 
campaign,  scheduled  to  begin  with  the  first  quarter  of  FY  1995,  will  incorporate 
three  strategic  features.  First,  NHTSA  will  implement  a  quarterly  schedule  for  pro- 
gram material  dissemination  and  emphasis,  one  that  should  result  in  a  more  coordi- 
nated national  traffic  safety  agenda.  Next,  NHTSA  will  urge  states  and  communities 
to  conduct  periodic,  highly  publicized  enforcement  efforts,  such  as  those  used  in 
North  Carolina.  Finally,  NHTSA  will  urge  implementation  of  combined  programs  to 
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enhance  efficiency  and  impact,  such  as  media  and  enforcement  efforts  that  address 
both  impaired  driving  and  seat  belt  usage. 

STATES  NOT  APPLYING  FOR  SECTION  153  INCENTIVE  PROGRAM 

Mr.  Price.  You  address  efforts  to  encourage  States  to  enact  hel- 
met laws  for  motorcycle  riders  on  page  15  of  your  written  testi- 
mony. I  want  to  follow  up  on  a  question  I  asked  last  year  about 
the  seat  belt/motorcycle  helmet  incentive  grant  program. 

Did  any  State  decide  not  to  apply  for  a  Section  153  grant  to  avoid 
reducing  the  Federal  highway  allocation  under  ISTEA? 

[The  information  follows:] 

Since  the  inception  of  the  Section  153  program  in  fiscal  year  1992,  Florida  has 
been  the  only  State  that  has  annually  refused  to  participate  in  the  Section  153 
grant  program  because  of  the  minimum  allocation  provision.  Arkansas,  Missouri, 
and  Tennessee  have  limited  their  participation  by  only  accepting  a  portion  of  the 
grant  funds  that  were  available  to  them  because  of  their  minimum  allocation  status. 
For  fiscal  year  1994,  it  is  too  early  to  determine  the  impact  of  this  provision.  The 
eligible  Section  153  States  which  are  also  minimum  allocation  States  have  not  yet 
applied  or  indicted  their  intent  to  apply  for  the  incentive  program. 

REDUCING  pedestrian/bicyclist  CRASHES 

Mr.  Price.  On  page  15  of  your  written  testimony,  you  note  about 
7,000  pedestrians  and  bicyclists  die  each  year  in  traffic  accidents. 
Can  you  bring  me  up  to  date  on  the  effectiveness  of  programs  de- 
signed to  lower  the  number  of  pedestrians  and  bicyclists  dying  in 
accidents  involving  motor  vehicles? 

[The  information  follows:] 

In  1992,  5,546  pedestrians  and  722  bicyclists  died  in  motor  vehicle  crashes.  These 
numbers  represent  a  29  percent  decrease  for  pedestrians  and  a  23  percent  decrease 
for  bicyclists  since  1981. 

Although  it  is  not  possible  to  attribute  these  reductions  in  pedestrian  and  bicycle 
fataUties  to  any  single  factor  or  combination  of  factors,  several  safety  products  have 
been  developed  by  the  agency  and  provided  to  state  and  local  safety  program  plan- 
ners in  recent  years.  They  have  been  used  on  a  wide  scale  and  have  probably  con- 
tributed to  the  observed  reduction. 

One  product  is  the  "Walking  Through  the  Years"  program,  which  was  developed 
to  address  the  issues  of  elderly  pedestrians.  In  addition  to  normal  distribution 
through  state  highway  safety  offices,  NHTSA  joined  forces  with  the  American  Auto- 
mobile Association  (AAA)  to  market  over  80,000  copies  to  safety  planners  through 
AAA's  local  chapters. 

The  "Willy  Whistle"  series  has  been  distributed  to  state  and  local  program  plan- 
ners for  several  years.  This  product  has  demonstrated  its  effectiveness  in  reducing 
dart-out  crashes  involving  young  children.  Willy  Whistle  teaches  children  ages  3- 
10  the  basic  concepts  of  pedestrian  safety,  such  as  stopping  at  a  curb;  looking  left, 
right,  then  left  again  before  entering  the  street;  and  never  chasing  a  ball  into  the 
street. 

The  "Olympic  Team  Bicycle  Safety  Program"  is  a  more  recent  program  distributed 
by  NHTSA.  This  series  of  products  (poster,  video,  brochure)  details  proper  riding  be- 
haviors for  bicyclists,  especially  when  riding  near  motor  vehicle  traffic.  It  includes 
conspicuity  (being  seen  by  traffic)  and  the  importance  of  wearing  an  approved  bicy- 
cle helmet. 

'Ten  Smart  Routes  to  Bicycle  Safety"  is  an  information  brochure  that  discusses 
safe  bicycle  practices  and  is  designed  to  be  a  "hang  tag"  attached  to  the  bicycle  at 
the  point-of-sale.  Many  dealers  and  one  large  manufacturer  are  making  use  of  this 
tag. 

Programs  and  products  such  as  these  are  representative  of  the  types  of  resources 
developed  by  NHTSA  and  distributed  to  state  and  local  program  officials  and  bicycle 
advocacy  groups.  This  helps  groups  keep  pedestrian  and  bicycle  safety  principles  be- 
fore the  public.  NHTSA's  products  have  been  designed  to  address  specific  pedestrian 
and  bicycle  problems,  and  constitute  part  of  the  agency's  ongoing  problem  identifica- 
tion and  countermeasure  development  research  program. 
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ACCIDENT  REDUCTION  FOR  DRIVERS  AGE  21-35 

Mr.  Price.  You  address  the  special  problems  older  and  younger 
drivers  have  on  pages  15  and  16  of  your  written  testimony.  Start- 
ing with  younger  drivers,  I  see  that  great  gains  have  been  made 
in  reducing  the  number  of  accidents  involving  drivers  under  20 
while  drivers  between  21  and  35  continue  to  be  involved  in  a  dis- 
proportionate share  of  wrecks. 

What  are  you  doing  to  cut  the  number  of  accidents  involving  this 
group  of  adult  drivers?  Does  the  fact  that  most  of  drivers  between 
21  and  35  are  not  in  school  or  other  central  locations  impede  edu- 
cational efforts? 

[The  information  follows:] 

Substantial  progress  also  has  been  made  in  reducing  traffic  crashes,  injuries,  and 
fataUties  among  drivers  aged  21  to  34.  From  1982  to  1992,  the  number  of  drivers 
aged  21  to  34  involved  in  fatal  crashes  dropped  19%,  compared  to  a  7%  drop  in  all 
drivers  involved  in  fatal  crashes.  The  number  of  vehicle  occupant  fatalities  per  pop- 
ulation dropped  21%  for  age  21-24  and  19%  for  age  25-34,  compared  to  an  overall 
16%  drop.  Nevertheless,  occupant  fatality  rates  per  population  for  persons  aged  21- 
34  are  exceeded  only  by  the  rate  for  persons  aged  16-20. 

The  key  issue  for  drivers  aged  21-34  is  alcohol.  Thirty  percent  of  all  drivers  aged 
21-34  involved  in  fatal  crashes  had  a  BAG  of  .10  or  above,  the  highest  level  of  any 
age  group. 

Except  for  activities  directed  specifically  to  underage  youth,  virtually  all  NHTSA's 
impaired  driving  program  affects  and  influences  drivers  in  this  age  group.  Improved 
laws,  well-publicized  enforcement,  and  effective  sanctions  deter  them  from  drinking 
and  driving.  PubUc  information  and  education  activities  work  to  influence  their  atti- 
tudes and  to  make  drinking  and  driving  socially  unacceptable. 

Several  activities  are  directed  specifically  towards  drivers  in  this  age  group.  Coop- 
erative research  with  Harvard  University  is  investigating  how  media  can  change  the 
drinking  and  driving  behavior  of  the  young  drivers  who  drink  regularly  at  bars  and 
taverns,  one  of  the  most  difficult  groups  to  influence.  Worksite  programs  pick  up 
where  school  programs  leave  off  and  provide  both  traffic  safety  education  and  poli- 
cies in  a  structured  environment.  TEAM  public  information  and  facility  alcohol 
management  activities  are  aimed  directly  at  21-34  year  old  males  through  their  in- 
terest in  college  and  professional  sporting  events. 

IVHS  PROGRAM— tOLDER  DRIVER  INITIATIVES 

Mr.  Price.  Turning  to  the  challenges  older  drivers  face,  how  ef- 
fective is  the  IVHS  program  directed  at  this  group? 
[The  information  follows:] 

rVHS  crash  avoidance  countermeasures  will  argument  driver  perception  of  crash 
hazards  and  assist  their  decision-making  in  complex  situations  such  as  intersec- 
tions. Under  some  circumstances,  they  may  even  assume  partial  control  of  the  vehi- 
cle, as  in  the  case  of  automatic  soft  braking  in  response  to  a  collision  threat.  These 
devices  have  the  potential  to  help  older  driers,  may  have  difficulty  perceiving 
threats,  making  decisions,  and  executing  driver  control  responses.  However,  limita- 
tions associated  with  aging  may  make  it  difficult  for  older  drivers  to  use  IVHS  de- 
vices successfiilly.  This  can  also  be  a  possibility  for  the  entire  driving  population. 
For  example,  additional  devices  in  the  vehicle  may  distract  and  disrupt  the  driving 
performance  of  older  persons. 

Accordingly,  agency  IVHS  and  older  driver  research  will  address  the  important 
question  of  how  IVHS  devices  will  impact  positively  or  negatively,  the  safety  of  older 
drivers. 

HOUSTON  METRO — HOV  LANE  PROBLEMS 

Mr.  DeLay.  Houston's  Regional  Bus  Plan,  which  I  fully  support, 
is  essentially  a  very  efficient  bus  system  that  functions  like  most 
other  city's  like  most  other  city's  light  rail  programs.  We  have  a  se- 
ries of  connecting  hubs — park  and  ride  facility  which  connects  di- 
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rectly  to  express  bus  service  which  carries  people  to  and  from  work 
in  the  Houston  area. 

The  system  is  dependent  upon  a  very  extensive  network  of  HOV 
lanes.  Many  of  these  lanes  run  adjacent  to  freeways. 

Over  the  past  year,  tragedy  has  struck  this  system  of  HOV  lanes. 
Last  year,  54  motorists  entered  the  HOV  lanes  in  the  Houston 
areas  in  the  wrong  direction.  Unfortunately,  two  of  those  incidence 
ended  in  head-on  collisions  and  two  people  died.  Earlier  this  year, 
a  third  motorist  died  in  a  head-on  collision  after  entering  the  HOV 
lane  in  the  wrong  direction. 

All  of  the  incidents  have  occurred  in  off-peak  hours.  Houston 
METRO  is  now  limiting  hours  of  operation  to  HOV  lanes  in  re- 
sponse to  the  safety  program. 

Can  you  give  me  an  idea  of  the  accident  rate  in  HOV  lanes  in 
the  United  State  as  a  result  of  cars  entering  and  driving  the  wrong 
direction?  Is  this  unusual  to  have  this  problem? 

[The  information  follows:] 

Data  are  somewhat  limited  on  nationwide  high-occupancy  vehicle  (HOV)  lane  acci- 
dent rates.  Several  states  have  studied  accident  experience,  however,  in  conjunction 
with  improved  efforts  to  enforce  the  occupancy  requirements  (HOV-2,  HOV-3,  etc). 
These  studies  generally  concluded  that  HOV  land  accident  rates  were  lower  than 
the  rates  reported  on  the  parallel  non-HOV  lanes.  This  can  be  contributed  to  the 
more  uniform  traffic  flow  in  the  HOV  lanes  and  lack  of  start-and-stop  operation. 
Barrier-separated  from  the  regular  traffic  and  access  is  limited  to  a  few  well-defined 
locations. 

With  regard  to  whether  wrong-way  movements  on  HOV  lanes  are  a  common  prob- 
lem, information  suggests  this  is  not  the  case.  HOV  lanes  are  normally  safer  than 
the  general-purpose  lanes.  In  an  effort  to  explore  this,  a  rese£irch  project  is  planned 
for  FY  1995  to  study  the  safety  aspects  of  HOV  lanes. 

Mr.  DeLay.  How  would  NHTSA  respond  to  the  fact  that  tax- 
payers funded  the  HOV  lanes  and  their  hours  of  operation  should 
be  maximized — 24  hours  one  direction  or  the  other. 

[The  information  follows:] 

The  method  of  operating  HOV  lanes  is  a  local  decision  based  on  local  traffic  condi- 
tions, enforcement  capabilities,  transit  operations  and  facilities,  and  other  consider- 
ations. In  some  urban  areas,  HOV  lanes  are  operated  such  that  users  must  meet 
the  minimum  occupancy  restrictions  (HOV-2,  HOV-3,  etc)  on  a  24-hour  basis.  Oth- 
ers require  meeting  these  requirements  during  the  peak  traffic  hours,  such  as  6AM- 
9PM  and  4PM-7PM,  and  during  off-peak  times  motorists  can  use  the  lanes  regard- 
less of  the  number  of  people  in  their  vehicle.  Another  option  is  to  close  the  HOV 
lanes  during  off-peak  times,  when  their  extra  capacity  is  not  needed.  Pavement 
usage  is  not  a  significant  factor  during  the  off-peak  times  because  there  would  be 
ample  vehicle  capacity  in  the  general  purpose  lanes. 

Mr.  DeLay.  What  can  be  done  to  further  reduce  the  risk  of  enter- 
ing the  HOV  in  the  wrong  direction? 
[The  information  follows:] 

Safety  of  the  HOV  lane  users  is  of  paramount  importance  to  agencies  responsible 
for  their  operation.  Generally  HOV  lanes  are  safer  than  the  adjacent  general-pur- 
pose lanes.  Some  of  the  techniques  that  can  be  used  to  discourage  and  detect  wrong- 
way  movements  are:  automatic  or  manually  operated  gates  used  to  close  off"  the  en- 
trances and  exits;  manually  operated  and/or  electronic  changeable-message  signs  to 
indicate  whether  lanes  are  open  or  closed;  traffic  and/or  lane  control  signals  to  indi- 
cate open  or  closed  lanes;  closed  circuit  TV  to  monitor  lanes;  detectors  that  advise 
operators  of  wrong  way  movements;  pavement  markings  to  reinforce  sign  messages; 
moveable  barriers  to  open  and  close  lanes;  police  officers  stationed  so  as  to  control 
entrances  and  exits  to  the  lanes;  and  lane  closures  during  off-peak  times. 
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TEAM — TECHNIQUES  FOR  EFFECTIVE  ALCOHOL  MANAGEMENT 

Mr.  DeLay.  Last  year,  I  asked  questions  regarding  "Party  Smart" 
which  is  a  major  national  consumer  alcohol  awareness  and  edu- 
cation program  sponsored  by  Beer  Drinkers  of  America.  I  continue 
to  follow  their  efforts  because  they  are  entirely  underwritten  by  our 
private,  nonprofit  organization  at  absolutely  no  cost  to  the  tax- 
payers. 

As  you  may  know,  one  of  their  more  important  programs  is  their 
Designated  Driver  and  Fan  Alcohol  Awareness  Program.  Through 
this  program,  and  working  with  community  volunteers,  they  oper- 
ate fan  oriented  designated  driver  and  stadium  alcohol  awareness 
programs  at  a  number  of  professional  sports  venues  at  no  profit  to 
Beer  Drinkers  of  America  and  at  a  minimal  costs  to  the  pro  sports 
teams  that  adopt  it. 

Their  program  has  been  met  with  a  great  deal  of  success.  In  fact 
it  has  been  so  successful  that  there  are  other  organizations  that 
have  copiwd  the  idea  much  to  the  delight  of  Beer  Drinkers  of  Amer- 
ica. 

Last  year  during  this  exercise,  I  questioned  NHTSA's  intentions 
regarding  the  suppression  of  the  Party  Smart  campaign  by  favoring 
the  government's  taxpayer  funded  version  of  the  same  idea,  TEAM. 
It  is  my  understanding  that  groups  trying  to  accomplish  the  same 
objectives  as  TEAM  are  being  shut  out  of  the  meeting  and  planning 
process. 

Would  you  care  to  comment  on  your  involvement  with  outside 
groups  that  are  not  taxpayer  funded  and  accomplish  the  same 
goals? 

[The  information  follows:] 

team's  facility  alcohol  management  program  is  unique.  It  provides  facilities  with 
a  framework  for  defining  their  own  comprehensive  facility  alcohol  management  poli- 
cies and  program,  incorporating  parking  lot  attendants,  ticket  sales  and  admission 
staff,  ushers,  security,  and  vendors.  It  also  assists  facilities  in  training  their  staff 
in  these  policies  and  practices. 

A  number  of  other  programs  sponsored  or  funded  by  other  groups  address  individ- 
ual elements  in  TEAM's  comprehensive  facility  alcohol  management  package.  Exam- 
ples include  server  training  and  designated  driver  programs.  TEAM  facilities  fre- 
quently include  these  activities  as  part  of  their  comprehensive  TEAM  program. 
TEAM  encourages  these  relationships  to  be  worked  out  by  individual  facilities. 

TEAM  PROGRAM  BUDGET 

Mr.  DeLay.  How  much  is  budgeted  for  this  program  this  year? 
[The  information  follows:] 

For  fiscal  year  1995,  $440,000  is  budgeted  for  the  TEAM  program. 

TEAM  PROGRAM — ^ADDITIONAL  PLANNING  GROUPS 

Mr.  DeLay.  What  can  be  done  to  facilitate  the  inclusion  of  groups 
that  are  interested  in  accomplishing  the  same  objectives  in  the 
planning  process? 

[The  information  follows:] 

Facilities  participating  in  the  TEAM  program  are  encouraged  to  use  server  train- 
ing, designated  driver,  and  alcohol  awareness  programs  sponsored  by  other  groups 
in  order  to  complement  their  comprehensive  TEAM  Facility  Alcohol  Management 
program.  Venue  planning  for  programs  and  activities  should  include  resources  from 
other  groups,  as  long  as  certain  minimal  guidelines  are  met  in  order  to  avoid  confus- 
ing TEAM  with  the  other  programs. 
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TEAM  PROGRAM — DESIGNATED  DRIVER  PROGRAM 

Mr.  DeLay.  Last  year,  it  was  suggested  that  the  scope  of  TEAM's 
designated  driver  program  was  "limited  at  best."  Would  you  care 
to  comment  on  any  improvements  that  have  been  made  to  make 
the  program  more  effective? 

[The  information  follows:] 

A  designated  driver  program  (TEAM  or  other  version)  is  limited  in  that  it  cannot 
be  expected  to  be  a  cure-all  for  impaired  driving,  whether  for  a  facility  or  for  society 
in  general.  TEAM's  designated  driver  program  is  fully  developed  and  can  be  used 
by  any  facility  as  part  of  its  comprehensive  facility  alcohol  management  program. 
But  it  cannot  be  the  sole  element  of  an  effective  facility  alcohol  management  pro- 
gram. 

NISSAN  RECALL — RADIATOR  FAN  COOLING  SYSTEM 

Mrs.  Bentley.  During  the  second  fire-related  recall  on  the  Nis- 
san vans,  announced  in  1990,  Nissan  installed  a  radiator  sub-res- 
ervoir tank  in  the  cooling  system  that  subsequently  created  safety 
problems.  Nissan  also  changed  the  radiator  fan  coupling  with  one 
that  continued  to  operate  at  higher  engine  speeds.  Doesn't  such  op- 
eration of  the  fan  at  higher  engine  speeds  increase  the  stress  on 
the  drive  belt. 

[The  information  follows:] 

The  fan  coupler  installed  during  the  second  Nissan  van  recall  increased  the  en- 
gine speed  for  disengagement  of  the  fan  from  3,250  revolutions  per  minute  (rpm) 
to  3,750  rpm.  This  500  rpm  increase  in  fan  speed  would  add  marginal  additional 
stress  on  the  drive  belt. 

NISSAN  RECALL — ^NHTSA  OVERSIGHT 

Mrs.  Bentley.  Nissan  agreed  to  perform  the  second  fire-related 
recall  before  submitting  the  information  that  NHTSA  had  re- 
quested the  manufacturer  to  provide,  and  as  a  result,  NHTSA  did 
not  obtain  the  information  it  has  requested  in  1990.  Would  obtain- 
ing that  information  have  possibly  helped  NHTSA  determine  that 
Nissan's  proposed  fix  at  that  time  would  not  be  adequate? 

[The  information  follows:] 

No.  The  second  recall  of  1987-1990  Nissan  for  engine  compartment  fires  was  due 
to  power  steering  hose  failures.  Subsequent  engine  compartment  fires  in  these  vans 
were  due  to  engine  coolant  losses. 

NISSAN  RECALL — COMPONENT  FAILURES/OVERHEATING 

Mrs.  Bentley.  Last  year,  before  the  fourth  fire-related  recall  on 
these  vans,  NHTSA  asked  Nissan  to  provide  information  related  to 
component  failures  and  overheating.  In  response,  Nissan  reported 
about  22,000  water  pump  replacements  on  the  33,000  vans  sold 
and  that  in  addition  to  156  engine  compartment  fires,  it  was  aware 
of  748  reports  of  overheating  conditions  that  did  not  result  in  fires. 
Howe  does  NHTSA  use  such  information  to  determine  when  prob- 
lems are  sufficient  to  require  recalls  and  what  components  are  de- 
fective? Why  didn't  NHTSA  investigate  and  resolve  these  problems 
sooner? 

[The  information  follows:] 

The  agency  assesses  that  risk  to  motor  vehicle  safety  posed  by  a  potential  safety 
defect  by  analyzing  a  variety  of  issues,  including  frequency  of  occurrence  and  poten- 
tial safety  consequences. 
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The  agency's  involvement  in  investigation  engine  compartment  fires  in  1987-1990 
Nissan  vans  has  been  timely  and  thorough.  The  first  recall  was  initiated  by  Nissan 
before  NHTSA  was  aware  of  any  consumer  complaints.  Based  on  three  reported  en- 
gine compartment  fires  after  the  first  recall,  NHTSA  initiated  an  investigation  that 
resulted  in  the  second  recall.  After  receipt  of  three  complaints  of  engine  fires  in  ve- 
hicles which  appeared  to  have  all  prior  recall  work  performed,  NHTSA  initiated  an- 
other investigation  of  the  allegations  made  in  a  recall  petition  on  the  adequacy  of 
the  Nissan  engine  compartment  recall  remedies  filed  on  January  25,  1993.  That  ac- 
tion resulted  in  the  fourth  recall.  Finally,  the  agency's  actions  in  the  Nissan  decision 
to  repurchase  the  1987-1990  Nissan  vans  came  as  a  result  of  NHTSA  investigative 
activities.  In  each  case,  the  agency  acted  as  soon  as  information  was  available  that 
suggested  that  a  problem  existed. 

NISSAN  RECALL — NHTSA  AUDIT  RESULTS 

Mrs.  Bentley.  When  the  fourth  recall  was  announced  on  May  4, 
1993,  NHTSA  promised  to  monitor  the  recall  closely  and  conduct 
a  formal  audit  "in  the  fall".  What  were  the  results  of  this  audit? 

[The  information  follows:] 

The  audit  surveyed  Nissan  van  owners  approximately  one  month  after  notification 
of  the  availability  of  the  recall  remedy  by  Nissan.  The  intent  of  the  survey  was  to 
contract  owners  of  vans  which  has  been  remedied  to  obtain  information  on  the  per- 
formance of  the  recall.  If  the  van  had  not  yet  been  remedied,  the  survey  would  pro- 
vide information  on  why  the  work  has  not  been  done  and  provide  encoiu-agement 
to  owners  to  have  the  recall  work  completed  as  soon  as  possible.  NHTSA  has  re- 
ceived 5,874  responses  to  the  survey.  The  survey  provided  a  limited  amount  of  infor- 
mation which  the  agency  used  in  its  investigative  activities  in  late  1993,  which  led 
to  Nissan's  repurchasement  program.  The  survey  also  indicated  that  many  owners 
were  happy  with  their  vans,  Nissan  and  its  dealers,  and  the  remedy  work. 

NISSAN  RECALL — BATTERY  BOX  INSPECTIONS 

Mrs.  Bentley.  In  one  survey  of  the  battery  box  wiring  harness 
modifications  performed  as  part  of  Nassan's  fourth  van  recall,  in- 
spectors found  that  the  work  was  not  properly  performed  on  25  of 
the  26  vehicles  studied.  How  do  these  results  compare  to  those  of 
other  Nissan  van  inspections  and  to  inspections  of  recalled  vehicles 
of  other  manufacturers? 

[The  information  follows:] 

The  field  inspection  of  Nissan  vans  was  initiated  based  on  concerns  about  the  in- 
stallation of  the  battery  box  wiring  harness  in  a  Nissan  van  which  has  been  in- 
volved in  a  fire  shortly  after  the  fourth  recall  work  was  completed.  Further  inves- 
tigation of  that  vehicle  was  unable  to  substantiate  that  the  battery  box  wiring  was 
the  cause  of  the  fire.  However,  inspection  of  the  battery  box  wiring  of  Nissan  vans 
at  locations  around  the  country  revealed  the  difficulty  dealers  were  having  in  in- 
stalling the  recall  wiring  harness  according  to  Nissan  instructions.  If  not  installed 
correctly,  it  is  NHTSA's  opinion  that  the  wiring  could  chafe  and  short,  possibly  caus- 
ing a  vehicle  fire.  This  finding  prompted  the  Nissan  repurchasement  program. 

It  is  not  possible  to  compare  the  results  of  the  Nissan  van  inspections  with  inspec- 
tions of  other  vehicles  for  other  purposes. 

NISSAN  RECALL — NHTSA  PUBLIC  HEARINGS 

Mrs.  Bentley.  In  January  1993,  NHTSA  received  a  petition  re- 
questing a  public  hearing  to  discuss  engine  compartment  fires  in 
Nissan  vans.  How  often  has  NHTSA  received  such  requests  for 
public  hearings  to  discuss  specific  alleged  safety  defects? 

[The  information  follows:] 

NHTSA  maintains  a  petition  database  according  to  the  type  of  petition  received — 
a  petition  for  a  defect  investigation  or  a  petition  concerning  the  adequacy  of  a  recall 
notification  or  remedy.  The  database  does  not  track  the  niunber  of  petitions  that 
specifically  ask  for  a  public  hearing. 
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It  is  noted  the  49  CFR  Part  557.6  requires  the  Administrator  of  NHTSA  to  con- 
sider a  number  of  factors  in  determining  whether  to  hold  a  public  hearing  as  the 
result  of  a  petition.  One  of  the  factors  is  tiie  "ability  of  the  NHTSA  to  solve  the  prob- 
lem without  holding  a  hearing." 

Mrs.  Bentley.  How  often  has  NHTSA  granted  such  requests? 
[The  information  follows:] 

NHTSA's  petition  database  does  not  track  the  number  of  petitions  that  specifically 
ask  for  a  public  hearing.  Accordingly,  the  agency  does  not  track  requests  granted. 

Mrs.  Bentley.  Why  was  this  request  on  Nissan  vans  denied? 
[The  information  follows:] 

The  petition  concerned  the  adequacy  of  the  Nissan  van  recalls.  After  conducting 
a  preliminary  investigation  of  the  facts,  and  reviewing  the  fourth  recall  remedy  pro- 
posed by  Nissan,  NHTSA  did  not  believe  a  public  hearing  would  provide  any  new 
information  that  wovdd  change  the  agency's  decision  to  accept  the  recall  remedy. 

Mrs.  Bentley.  Was  there  any  type  of  agreement  or  understand- 
ing between  NHTSA  and  Nissan  representatives  to  the  effect  that 
if  Nissan  recalled  the  vehicles  again,  NHTSA  would  delay  or  deny 
a  public  hearing  at  that  time? 

[The  information  follows:] 

The  initiation  of  the  fourth  recall  by  Nissan  resulted  in  a  denial  of  the  petition 
to  hold  a  public  hearing  on  the  adequacy  of  the  previous  recalls.  However,  NHTSA 
clearly  stated  that  it  wovild  monitor  the  recall  closely  and  conduct  a  formal  audit 
of  the  recall  in  fall  1993.  If  the  audit,  or  any  other  information,  indicated  that  the 
safety  defect  was  not  being  remedied,  the  agency  would  not  hold  a  public  hearing 
to  determine  what  enforcement  actions  should  be  taken.  Those  are  precisely  the 
steps  that  were  underway  and  that  led  to  the  Nissan  repurchasement  program. 

Mrs.  Bentley.  Wouldn't  a  public  hearing  possibly  help  NHTSA 
obtain  additional  information  on  which  to  determine  the  need  for 
or  the  scope  of  a  possible  recall  or  other  action? 

[The  information  follows:] 

Not  in  our  opinion,  since  the  agency  already  had  sufficient  information  from  con- 
sumers and  Nissan  in  order  to  make  informed  decisions  about  the  need  for,  or  scope 
of,  a  safety  recall. 

Mrs.  Bentley.  Wouldn't  a  public  hearing  help  focus  public  atten- 
tion on  the  safety  problems  of  specific  vehicles  and  generate  a  high- 
er recall  rate  than  would  otherwise  be  expected,  thus  improving  the 
safety  of  those  vehicles  on  the  road? 

The  information  follows:] 

The  completion  rate  on  the  Nissan  vans  has  been  very  high,  averaging  90  percent 
for  the  completed  recalls.  The  effectiveness  of  a  public  hearing  to  focus  fiirther  at- 
tention on  the  matter  in  an  effort  to  improve  the  response  rate  for  the  Nissan  van 
recalls  would  be  questionable.  The  non-responding  portion  of  Nissan  vans  is  believed 
to  consist  primarily  of  scrapped  or  out-of-service  vans. 

NISSAN  RECALL — ^VANS  REPAIRED 

Mrs.  Bentley.  How  many  of  the  vans  (a)  have  been  repaired  in 
each  of  the  recalls,  and  (b)  have  been  neither  repaired  under  the 
fourth  recall  or  repurchased  by  Nissan? 

[The  information  follows:] 

According  to  the  latest  figures  received  from  Nissan  through  February  1994,  the 
Nissan  van  recsdls  have  the  following  completion  rates: 
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p.,.M  Vans  in-        Vans  rem-      ^^rlop?" 

"«»"  volved  edied  "%l^'- 

87V-109 10,120  9,447  93 

90V-136 33,314  30,919  93 

91V-211  33,314  28,844  86 

93V-036 33,314  23,798  >  71 

■  This  rate  will  increase  as  the  recall  is  ongoing  and  the  rate  reflects  only  5  months  of  recall  activity. 

Approximately  9,500  vans  have  not  remedied  or  repurchased  under  the  fourth  re- 
call. However,  this  includes  those  vans  which  have  been  scrapped,  stolen,  or  other- 
wise removed  from  public  use  on  the  highways. 

NISSAN  RECALL — CONFLICT  OF  INTEREST  QUESTIONED 

Mrs.  Bentley.  Erika  Jones,  former  Chief  Counsel  at  NHTSA, 
has  met  with  NHTSA  officials  on  Nissan's  behalf  to  discuss  the 
problems  with  these  vans.  Do  you  see  this  type  of  involvement  by 
a  former  official  as  a  conflict  of  interest?  Does  such  involvement 
have  any  potential  effect  on  NHTSA's  efforts  to  identify  problem 
vehicles  and  obtain  manufacturer  cooperation  in  getting  the  vehi- 
cles repaired  or  removed  from  the  roads? 

The  information  follows:] 

We  do  not  believe  that  Ms.  Jones'  contacts  with  NHTSA  regarding  the  problems 
with  Nissan  vans  create  any  conflict  of  interest.  Ms.  Jones  left  NHTSA  in  May  of 
1989.  Pursuant  to  18  U.S.C.  Section  207,  she  was  precluded  from  representing  any- 
one before  NHTSA  or  the  Department  of  Transportation  for  a  period  of  one  year 
from  that  date.  We  believe  that  she  complied  with  that  requirement.  Since  1990,  she 
has  represented  several  different  clients  before  NHTSA  involving  matters  in  which 
she  did  not  participate  personally  or  substantially  while  she  was  with  the  agency 
and  matters  that  were  not  pending  under  her  official  responsibility  during  her  last 
year  with  the  government. 

In  general,  involvement  by  former  NHTSA  employees  in  ongoing  defect  investiga- 
tions has  little  or  no  effect  on  the  agency's  efforts  to  identify  problem  vehicles.  On 
occasion,  such  involvement  enhances  the  agency's  ability  to  obtain  manufacturer  co- 
operation in  obtaining  recalls,  since  former  employees  are  familiar  with  the  agency's 
procedures  and  are  often  more  willing  to  recognize  the  validity  of  the  agency's  posi- 
tion. 

NISSAN  RECALL — ^NHTSA  RESPONSE  TO  NISSAN  OWNERS 

Mrs.  Bentley.  Many  owners  of  Nissan  vans  have  told  us  that 
NHTSA  has  been  simply  referring  them  to  Nissan  rather  than 
doing  anjrthing  to  help  them  or  even  listen  to  them.  Does  NHTSA 
make  a  written  record  of  every  complaint  to  its  auto  safety  hotline, 
and  are  such  records  maintained  in  a  way  that  facilitates  sorting 
(such  as  by  make,  model,  and  type  of  safety  problem),  retrieval, 
and  analysis? 

[The  information  follows:] 

NHTSA's  toll-free  Auto  Safety  Hotline  logs  every  telephone  call.  A  record  of  every 
call  reporting  a  potential  safety  defect  or  recall  problem  is  created  and  entered  into 
the  agency's  automated  consumer  complaint  system  which  can  be  easily  sorted,  re- 
trieved, and  analyzed  by  NHTSA's  enforcement  program  staff. 

Mrs.  Bentley.  How  frequently  does  NHTSA  simply  refer  callers 
to  the  vehicle  manufacturers? 
[The  information  follows:] 

When  callers  have  problems  that  the  agency  can  assist  them  with,  NHTSA  does. 
If  a  consumer  has  a  problem  outside  the  authority  of  the  agency,  the  consumer  is 
referred  to  the  manufacturer  or  another  Federal  or  state  agency  that  may  be  of  as- 
sistance. The  agency  cannot  interfere  with  disputes  between  consumers  and  manu- 
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facturers  or  dealers  on  issues  of  a  nonsafety  nature,  such  as  warranty  and  dealer- 
ship problems,  renumeration  matters,  and  fair  trade  practices. 

Mrs.  Bentley.  What  percentage,  if  any,  of  the  calls  to  NHTSA's 
safety  hotline  are  received  by  a  recording  device? 
[The  information  follows:] 

The  majority  of  calls  to  the  Auto  Safety  Hotline  are  to  request  motor  vehicle  safe- 
ty literature,  and  such  requests  are  typically  made  through  the  automated  system. 
Consumer  calls  to  the  Hotline  to  file  a  safety  defect  or  report  problems  with  a  recall 
are  made  directly  to  Hotline  operators.  If  all  operators  are  busy,  callers  can  leave 
their  name/telephone  number  and  the  call  is  returned.  The  majority  of  callers  who 
wish  to  speak  to  a  Hotline  operator,  are  in  fact  able  to  do  so  without  having  to  leave 
a  message. 

Mrs.  Bentley.  How  often  does  NHTSA  follow  up  on  hotline  con- 
tacts in  order  to  (1)  obtain  additional  information  or  (2)  determine 
whether  the  safety  problems  were  resolved? 

[The  information  follows:] 

It  is  not  possible  to  quantify  how  many  Hotline  calls  receive  follow-up  action.  The 
decision  of  whether  to  re-contact  a  Hotline  caller  depends  on  many  factors,  including 
the  subject,  the  amount  of  detail  originally  provided,  and  whether  other  contacts 
with  the  caller  have  already  been  made. 

Mrs.  Bentley.  What  are  the  results  of  any  surveys  of  consumer 
satisfaction  with  NHTSA's  hotline? 
[The  information  follows:] 

The  most  recent  survey  of  consumer  satisfaction  with  the  Auto  Safety  Hotline  was 
made  in  1991.  The  consumers  in  that  survey  felt  that  the  Hotline  was  serving  their 
needs  well. 

Mrs.  Bentley.  What  are  your  views  of  the  success  of  NHTSA's 
hotline  related  activities  as  (1)  a  method  of  gathering  information 
from  consumers,  and  (2)  a  means  for  the  federal  government  to 
work  with  consumers  to  remedy  specific  safety  problems? 

[The  information  follows:] 

NHTSA  relies  heavily  on  consumer  complaints  about  safety-related  problems  with 
motor  vehicles  and  items  of  motor  vehicle  equipment  as  a  means  of  identifying  po- 
tential safety  defects.  The  Hotline  provides  the  agency  with  the  ability  to  collect  a 
large  volume  of  information  from  consumers  nationwide.  As  such,  the  Hotline  is  in- 
valuable. 

The  Hotline  also  provides  a  means  of  providing  consumers  with  information  on 
a  wide  range  of  motor  vehicle  safety  issues  and  with  assistance  to  owners  who  are 
having  safety-related  problems  resolved.  The  Privacy  Act  limits  NHTSA's  ability  to 
provide  owner's  names/addresses  to  manufacturers,  unless  the  consumers  provide 
written  authorization  to  release  their  names  to  manufacturers. 

Mrs.  Bentley.  To  what  extent  do  funding  limitations  affect 
NHTSA's  ability  to  address  consumer  safety  problems  with  motor 
vehicles? 

[The  information  follows:] 

NHTSA  believes  that  the  current  funding  levels  provide  the  agency  with  sufficient 
resovu"ces  to  conduct  a  defects  investigation  program  that  addresses  the  potential 
safety  problems  of  vehicles  on-the-road. 

NISSAN  recall — ^VAN  BUYBACK  RESULTS 

Mrs.  Bentley.  What  indication  does  NHTSA  have  that  Nissan's 
van  buyback  offers  will  be  successful?  What  does  NHTSA  plan  to 
do  to  ensure  that  the  problems  have  been  corrected  on  those  vans 
not  repurchased  by  Nissan? 

[The  information  follows:] 
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Based  on  approximately  2,500  Nissan  van  owners  who  have  already  contacted 
Nissan  and  requested  an  expedited  repurchasement  prior  to  the  official  owner  notifi- 
cation in  April  1994,  it  would  appear  that  a  large  number  of  the  van  owners  will 
accept  Nissan's  offer.  For  those  owners  who  wish  to  keep  their  vans,  Nissan  will  in- 
spect each  van  to  ensvire  that  all  prior  recall  work  has  been  completed  correctly. 
NHTSA  will  monitor  closely  any  fiirther  reports  of  engine  compartment  fires  in 
these  vehicles  which  might  indicate  a  continuing  defect  trend. 

Mrs.  Bentley.  Approximately  what  will  the  buyback  cost  Nissan 
(and  compensate  van  owners)  in  1994  and  1995,  and  what  would 
that  amount  have  been  in  1990  if  Nissan  had  done  the  buyback  at 
that  time  rather  than  initiating  the  second  of  four  recalls? 

[The  justifications  follow:] 

Nissan  will  repurchase  the  vans  at  the  average  retail  value  of  all  regional  Janu- 
ary 1994  NADA  "Blue  Book"  values.  Published  accounts  have  indicated  that  Nissan 
expects  the  recall  to  cost  as  much  as  $231  million.  There  should  not  be  any  addi- 
tional costs  to  Nissan  in  1995  since  Nissan  owners  have  about  three  months  (120 
days)  to  decide  on  Nissan's  repurchasement  offer. 

NHTSA  does  not  have  a  basis  for  estimating  the  total  cost  that  Nissan  would 
have  incurred  if  a  repurchasement  program  had  been  deemed  necessary  in  1990, 
given  the  agency's  lack  of  information  on  the  administrative  and  associated  costs  of 
such  a  program. 

CLOSING  REMARKS 

Mr.  Carr.  As  a  final  concluding  comment,  you  do  a  great  job  and 
this  Member  has  enjoyed  working  with  you  over  the  years  on  so 
many  important  issues.  I  look  forward  to  working  with  you  again 
and  we  will  do  the  best  we  can  by  your  budget.  Unless  there  are 
any  other  questions,  we  will  adjourn  this  hearing.  Thank  you. 

Mr.  Hart.  Thank  you,  Mr.  Chairman.  We  certainly  look  forward 
to  working  with  the  Committee. 

[The  justifications  follow:] 


U.S.  Department  of 
Transportation 
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INTRODUCTORY  STATEMENT 
FOR  THE 
FY  1995  CONGRESSIONAL  BUDGET 

The  FY  1995  budget  proposal  to  Congress  will  support  further 
progress  by  the  National  Highway  Traffic  Safety  Administration 
(NHTSA)  in  improving  traffic  safety  nationally.   The  progrcun 
proposed  by  the  agency  will  focus  on  vehicle  and  occupant  safety, 
and  seek  to  address  behavioral  issues  affecting  the  safety  of 
drivers,  passengers,  and  pedestrians.   The  1995  program  is 
designed  to  foster  central  crash  data  analysis  and  research 
underlying  all  areas  of  NHTSA  program  activity. 

Motor  vehicle  crashes  continue  to  be  a  leading  public  health 
problem  facing  the  United  States.   Traffic  crashes  represent  the 
number  one  cause  of  deaths  for  persons  ages  5-32,  and  the  leading 
cause  of  injury.   Nationally,  approximately  one-half  of  the 
victims  transported  to  trauma  injury  centers  are  injured  in  motor 
vehicle  crashes.   Crashes  result  in  direct  societal  costs  of 
$137.5  billion  anni*ally.   Medical  costs  of  motor  vehicle  injuries 
are  over  $14  billion  yearly,  and  nearly  30  percent  are  paid  by 
Medicare  and  Medicaid. 

As  enormous  as  the  problem  is,  NHTSA' s  programs  are  making 
progress.   About  70,000  lives  have  been  saved  over  the  past  10 
years  by  reducing  impaired  driving  and  increasing  safety  belt 
use.   This  iit^rovement  also  saved  $50  billion  in  direct,  out-of- 
pocket  costs  to  society.   The  Secretary's  new  combined  alcohol- 
safety  belt  program  is  designed  to  increase  these  savings. 
Achieving  the  program's  goals  will  prevent  an  additional  1,200 
alcohol -related  deaths  each  year,  and  save  an  additional  1,700 
lives  annually  through  increased  belt  use.   Success  in  this 
single  Secretarial  safety  initiative  would  save  society  $5.8 
billion  in  direct  costs  per  year,  including  $1  billion  in  annual 
health  care  costs. 

Although  great  strides  have  been  made  in  highway  safety,  now  is 
not  the  time  for  complacency.   Preliminary  data  indicate  that 
traffic  deaths  increased  slightly  in  1993,  following  four  years 
of  decline.   This  increase  is  a  sobering  reminder  of  the  work 
facing  NHTSA  in  FY  1995.   Also,  the  rate  of  motor  vehicle  deaths 
per  100,000  population,  the  measure  that  indicates  the  relative 
magnitude  of  fatalities  from  a  public  health  viewpoint,  is  about 
twice  that  of  other  industrialized  countries  such  as  the  United 
Kingdom  and  the  Netherlands.   In  addition,  there  is  evidence  that 
the  reduction  in  fatalities  has  been  translated  into  an  increase 
in  injuries. 

The  budget  request  for  FY  1995  reflects  NHTSA' s  vast  legislative 
responsibilities,  the  implementation  of  effective  measures  to 
reduce  deaths,  and  our  plan  to  focus  more  time,  attention  and 
resources  on  reducing  and  preventing  crash  injuries.   To  carry 
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out  these  goals,  NHTSA  is  requesting  a  FY  1995  Budget  of  $277 
million,  consisting  of   $125.8  million  for  the  Operations  and 
Research  Program  and  $151.4  million  for  Highway  Safety  Grants  to 
the  States.   The  budget  request  for  FY  1995  reflects  a  reduction 
of  nearly  $21  million  below  the  budget  Congress  enacted  for 
FY  1994.   This  reflects  the  need  to  reduce  Federal  spending,  as 
well  as  achieve  the  agency's  goal  of  utilizing  the  funds 
appropriated  for  NHTSA  more  effectively  and  efficiently. 

The  FY  1995  program  to  be  supported  by  the  budget  request  is 
composed  of  a  number  of  significant  activities: 

o    Completion  of  final  rulemaking  actions  mandated  by  the 
Intermodal  Surface  Transportation  Efficiency  Act  of 
1991  (ISTEA) ,  including  air  bags  in  passenger  vehicles, 
side  intact  protection  and  antilock  braking  systems  on 
large  commercial  trucks. 

o    Regulatory  work  on  rollover  protection,  child  safety  in 
side  impacts,  upgraded  frontal  crash  protection,  and 
safety  of  electric  and  alternatively- fueled  vehicles. 

o    New  Car  Assessment  Program  testing  of  frontal 

crashworthiness  and  side  impact  protection,  with  the 
goal  of  providing  consumers  with  better  safety 
information  to  use  in  making  decisions  about  vehicle 
purchases . 

o    Conduct  vehicle  enforcement  compliance  tests  in  order 

to  guarantee  that  the  motoring  public  receives  improved 
safety  benefits  offered  by  new  performance  standards 
for  frontal  crash  and  side  impact  protection,  as  well 
as  in  other  areas. 

o    Manage  an  active,  expanded  defect  investigation  effort 
to  ensure  that  unsafe  vehicles  are  pinpointed,  recalled 
and  corrected.   This  will  entail  processing  more  defect 
complaints,  conducting  more  vigorous  investigations, 
and  operating  the  Auto  Safety  Hotline  to  satisfy  public 
demands  for  safety  information  (and  in  turn  receiving 
more  information  on  potential  vehicle  defects  as  the 
primary  support  to  the  agency's  defect  investigation 
activity) . 

o    Progress  toward  achievement  of  the  Secretary's  goals  to 
reduce  alcohol -related  deaths  to  43  percent  of  total 
traffic  deaths  and  increase  safety  belt  usage  to  75 
percent  nationally  by  1997.   Achieving  these  two  goals 
will  save  nearly  2,900  lives  per  year  and  reduce  U.S. 
health  care  costs  by  $1  billion  annually. 
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o    Conduct  a  broad  program  of  technical  assistcuice  to 
in^rove  State  euid  local  highway  safety  efforts 
addressed  to  driver  in^airment,  occupant  protection, 
traffic  speed  enforcement,  emergency  medical  services, 
older  and  yotmg  driver  safety,  measures  to  stop  high- 
risk  behavior,  cmd  increased  safety  for  motorcyclists, 
pedestrians  and  bicyclists. 

o    Continue  crashworthiness  research  to  improve  frontal 
crash,  rollover  and  side  in^jact  protection,  and  carry 
out  major  biomechanics  studies  of  injury  reduction  and 
prevention  to  support  NHTSA's  vehicle  safety  rulemaking 
actions . 

o    Expand  research  activities  on  Intelligent  Vehicle- 
Highway  Systems.   NHTSA  will  focus  on  iitprovements  in 
vehicle  crash  avoidance  and  safety  evaluation  of 
mobility  enhancements.   The  agency  will  work  closely 
with  industry  to  demonstrate  promising  system  designs. 

o    Develop  amd  build  a  world-class  National  Advanced 

Driving  Simulator  to  improve  driver  and  vehicle  crash 
avoidance  capabilities.   The  simulator  will  be  located 
at  the  University  of  Iowa  and  will  receive  a  major  part 
of  its  financial  support  through  non- Federal 
contributions . 

o    Manage  major  crash  information  collection  and  analysis 
systems,  including  the  Fatal  Accident  Reporting  System 
(PARS)  and  the  National  Accident  Sait^jling  System 
(NASS) .   These  systems  are  crucial  to  Federal,  State 
and  private  sector  efforts  to  in^rove  traffic  safety  in 
the  U.S. 

o    Conduct  program  evaluations  of  vehicle  standard 

effectiveness,  implement  strategic  planning  to  guide 
future  agency  programs,  and  carry  out  studies  to  better 
understand  the  irtpact  of  crash  injuries  on  normal  human 
functions,  as  well  as  their  effect  on  the  nation's 
economy  and  health  care  costs. 

NHTSA's  Highway  Traffic  Safety  Grant  programs  support  state  and 
community  efforts  to  create  and  implement  innovative  highway 
safety  programs.   These  programs,  tailored  to  the  needs  of  each 
state,  reduce  deaths  and  injuries  on  our  highways  nationwide.   In 
FY  1995,  $151.4  million  from  the  Highway  Trust  Fund  is  requested 
for  the  following  progrsuns: 

o    Section  402  State  and  Community  Grants  -  $123  million. 
This  grant  program  provides  Federal  leadership, 
encouragement  and  technical  assistance  to  all  states  in 
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their  efforts  to  develop  and  inclement  the  most 
effective  highway  safety  programs . 

o    Section  410  Alcohol -Jitpaired  Driving  Countermeasures 

Grants  -  $25  million.   This  grant  program  has  been  very 
influential  in  encouraging  states  to  pass  strong 
legislation  to  deal  with  drunk  cind  drugged  driving 
problems . 

o    National  Driver  Register  -  $3.4  million.   All  50  states 
and  the  District  of  Columbia  have  been  awarded  grants 
of  $100,000  each  to  assist  them  in  converting  to  the 
new  Problem  Driver  Pointer  System  (PDPS) .   NHTSA 
expects  to  have  all  states  fully  operational  by  April 
1995. 

FY  1995  funding  is  not  requested  for  the  Section  408  TQcohol 
Safety  Incentive  Grant  progrcim  eind  the  Section  153  Safety  Belt 
euid  Motorcycle  Helmet  Incentive  Grant  program.   There  is  no 
dollar  authorization  beyond  FY  1994  for  NHTSA  grants  under  the 
Section  408  or  Section  153  programs.   The  Section  408  program  has 
been  successfully  replaced  by  the  newer  Section  410  Grant 
program.   The  three  year  Section  153  Grant  program  concludes  in 
FY  1994,  as  the  Section  153  "transfer  of  funds"  provision  goes 
into  effect  in  FY  1995. 
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NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION 

Siimmary  of  Authorizing  Legislation 

The  National  Highway  Traffic  Safety  Administration  was 
established  as  a  separate  organization  in  the  Department  of 
Transportation  (DOT)  in  March  1970.   It  succeeded  the  National 
Highway  Safety  Bureau  which  had  administered  motor  vehicle  and 
highway  safety  as  an  organization  in  the  Federal  Highway 
Administration. 

NHTSA' s  most  important  programs  are  authorized  under  three  laws : 
The  National  Traffic  and  Motor  Vehicle  Safety  Act  (1966),  the 
Highway  Safety  Act  (1966)  and  the  Motor  Vehicle  Information  and 
Cost  Savings  Act  (MVICS,  1972) . 

The  Motor  Vehicle  Safety  Act  authorizes  promulgation  and 
enforcement  of  safety  standards  for  vehicle  and  related  safety 
equipment,  supporting  research  including  acquisition  of  required 
testing  facilities,  and  operation  of  the  National  Driver  Register 
(NDR) .   The  National  Driver  Register  Act  of  1982  authorized  a 
new,  electronic  service  for  States. 

The  Highway  Safety  Act  (Title  23  USC)  provides  for  a  national 
highway  safety  program  implemented  through  grants  to  the  States 
(Section  402) ,  and  authorizes  supporting  research,  development 
and  demonstration  programs  (Section  403) .   Legislation  in  1982 
authorized  alcohol  incentive  grcuits  (Section  408)  to  States  that 
implement  certain  laws  and  programs.   The  1988  Anti-Drug  Abuse 
Act  authorized  a  drunk  driving  incentive  grant  program  (Section 
410)  to  encourage  even  stronger  State  iit^airment  laws  and 
programs . 

The  MVICS  Act  provides  for  the  establishment  of  low- speed 
collision  bumper  standards,  consumer  information  activities  and 
odometer  regulations.   Amending  legislation  in  1975  established 
the  Secretary's  responsibility  (delegated  to  NHTSA)  for 
establishing  automotive  fuel  economy  standards.   Legislation  in 
1984  authorized  NHTSA  to  issue  regulations  for  irtproving  motor 
vehicle  theft  prevention.  \ 

The  Intermodal  Surface  Transportation  Efficiency  Act  of  1991 
(ISTEA/1991)  represented  an  iit^ortant  milestone  for  NHTSA' s 
support  to  State  highway  safety  efforts.   ISTEA/1991  reauthorized 
Section  402  State  and  Community  Grants;  continued  authorization 
of  Section  410  incentives,  but  in  a  more  effective,  two-tiered 
structure;  and  authorized  the  Section  153  safety  belt  and 
motorcycle  helmet  use  grants . 
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DEPARTMENT  OF  TRANSPORTATION 
NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION 


Funding  SiJinmarv 


The  Operations  and  Research  (O&R)  appropriation  provides  funding 
for  salaries/expenses,  operating  expenses  and  contract  programs. 
The  resources  for  this  account  are  derived  from  direct 
appropriations  and  from  reimbursements  for  grant  program 
administration  of  Highway  Traffic  Safety  Grants  (HTSG) .   The  HTSG 
appropriation  provides  obligation  limitations  for  grant  progrsims 
authorized  by  the  Highway  Safety  Act  (as  amended  by  ISTEA) ,  and 
funds  Section  402  State  cuid  Community  Highway  Safety  Grants. 
Funding  is  also  provided  for  Section  410  Alcohol -Irr^jai red  Driving 
Countermeasures  Incentive  Grants,  and  the  National  Driver 
Register.   No  funds  are  requested  in  FY  1995  for  Section  408 
Alcohol  Incentive  Grants  and  Section  153  Safety  Belt  and 
Motorcycle  Helmet  Use  Incentive  Grant  programs. 


FY  1994     FY  1995 
Appropriation  Request 


Increase  {+) 

or 
Decrease  ( - ) 


Operations  and  Research 

Rulemaking  Programs 

Enforcement  Programs 

Highway  Safety  Programs 

Research  and  Analysis  Programs. 
Office  of  the  Administrator. . . . 
General  Administration 

Operations  &  Research  (gross) . 
Less: Grant  Admin.  Reimbursements 

Operations  &  Research  (net) . . 

Highway  Traffic  Safety  Grants 
Section  402  Formula  Grants.... 
Section  408  Alcohol  Safety 

Incentive  Grants 

Section  410  Alcohol -In^sai red 

Driving  Countermeasure  Grants 
Section  153  Safety  Belt  and 

Motorcycle  Helmet  Use  Grants. 

National  Driver  Register 

Highway  Traffic  Safety  Grants. 


(Dollars  in  Thousands) 


$10,622 

17,801 

40,474 

49,521 

3,490 

8.280 

130,188 

-6.043 


TOTAL  PROGRAM. 


123,000 

10,500 

25,000 

12,000 

3.500 

174,000 

298,145 


$12,257 

17,718 

40,539 

48,924 

3,717 

8.838 

131,993 

-6.158 


124,145    125,835 


123,000 

0 

25,000 

0 

3.400 
151,400 

277,235 


+$1,635 

-83 

+  65 

-597 

+227 

+  558 

+1,805 

-115 

+1,690 


-10,500 
0 

-12,000 

-100 
-22,600 

-20,910 
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OPERATIONS  AND  RESEARCH 
Summary  of  FY  1995  Increases 

(Dollars  in  Thousands) 
FY  1994  Appropriation: 

o  Operations  and  Research  (net) 
o  Grant  Administration 

Operations  and  Research  (gross) 
Base  Adjustments: 

o  Personnel  Condensation  and  Benefits 
o  Travel 

o  Personnel -Related  Costs 
o  Administrative  Services 
o  Computer  Support 
o  Field  Operating  Expenses 
Subtotal 
Adjusted  Base 

Program  Changes: 

o  Computer  Support  +413 

o  Contract  Program  -i.285 

Subtotal  -872 
FY  1995  Remif>st; 

o  Operations  and  Research  (net)               $125,835 

o  Grant  Administration  e. 158 

Operations  and  Research  (gross)  131,993 


$124 

,145 

6 

,043 

130 

,188 

+1, 

,552 

+47 

+77 

•-389 

(-476 

n3e 

+2, 

,677 

132, 

,865 
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OPERATIONS  AND  RESEARCH 

Analysis  of  FY  1995  Increases 

SALARIES  AND  EXPENSES  (■*■$!,  599  ChouScUld) 

Salaries  auid  expenses  include  personnel  condensation  and  benefits 
(PCScB)  emd  travel.   The  FY  1995  increase  for  these  expenses  is 
discussed  below. 

o  Personnel  Compensation  and  Benefits  (•(-$1,552  thousand) 

The  level  requested  for  FY  1995  assumes  technical 
adjustments  will  be  made  to  the  FY  1994  enacted  level, 
including  a  reduction  in  full-time  equivalent  (FTE)  staff- 
years.   The  FY  1994  enacted  level,  the  adjustments,  euad  the 
total  level  requested  for  FY  1995  are  shown  below: 

(Dollars  in  Thousemds) 

$  46,035   FY  1994  level  for  salaries  and  benefits  before 
adjustment  for  FY  1994  locality  pay. 

+1,801   In?)act  in  FY  1995  of  the  FY  1994  locality  pay 
adjustment  (for  GS /GM  and   SES  enqployees  but 
excluding  "special  rate"  employees) . 

■t-220  Technical  adjustment  to  condensate  for  intact  of 
FY  1994  fxinding  shortfall. 

+574  Pay  raise  of  1.6  percent  effective  on  January  1, 

1995.   The  increase  requested  will  provide  the  pay 
raise  for  three  quarters  during  FY  1995. 

+230  Adjustment  for  Federal  Enployees'  Retirement 
System  (FERS) . 

-185  Adjustment  for  one  less  work-day  during  FY  1995. 
(There  are  260  work-days  during  FY  1995  compared 
with  261  work-days  during  FY  1994.) 

-1,088  Decrease  associated  with  a  net  reduction  of  16 

full-time  equivalent  (FTE)  staff -years.   This  net 
reduction  is  conprised  of  a  reduction  of  10  FTE 
pursuant  to  Executive  Order  requirements  for 
government -wide  staffing  reductions,  a  reduction 
of  7  FTE  (for  7  positions)  due  to  proposed 
termination  of  the  odometer  fraud  progreun,  and  an 
increase  of  1  FTE  for  partial -year  staffing  of  2 
new  positions  proposed  for  the  rVHS  program. 

$  47,587   FY  1995  level  requested  for  salaries  and  benefits. 
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o  Travel  (+$47  thousand) . 

The  requested  increase  of  $47  thousand  will  provide  for 
travel  cost  increases. 

OPERATING  EXPENSES  (+$1,491  thousand) 

The  budget  for  Headquarter' s  operating  expenses  includes 
personnel -related  costs,  administrative  services,  and  computer 
support.   These  items  are  funded  centrally  at  headquarters  and 
are  used  to  support  the  overall  highway  traffic  safety  mission  of 
the  agency.   In  addition,  this  budget  submission  includes  the 
operating  expenses  of  regional  offices  and  several  other  field 
offices  that  directly  support  program  and  administrative 
activities.   The  chamges  from  the  FY  1994  request  are  in  the 
following  areas: 

o    Personnel  Related  Costs  (+$77  thousand) 

An  increase  of  $19  thousand  in  training  will  pay  for 
billings  from  the  DOT  Working  Capital  Fund  for  activities 
paid  through  the  NHTSA  personnel  related  budget.   An 
increase  of  $58  thousand  in  Permainent  Change  of  Station  will 
cover  costs  associated  with  the  anticipated  movement  of 
staff  between  Headquarters  and  Regional  Offices  as  a  result 
of  the  overall  downsizing  of  the  Federal  Government. 

o    Administrative  Services  (+$389  thousand) 

The  increases  in  the  Administrative  Services  category  are 
for  Other  Services  (+$71)  to  provide  for  additional 
contractor  support  for  the  Technical  Reference  Division  to 
keep  pace  in  responding  to  requests  for  information 
(Congressional,  FOIA  and  general  public) ,  and  to  avoid  the 
accumulation  of  a  significant  backlog  of  unanswered 
requests.   There  are  also  minimal  increases  in  the  Other 
Services  category  (+$20  thousand)  to  cover  costs  associated 
with  Interagency  Agreements.  An  increase  of  $211  thousand 
in  the  Printing  and  Reproduction  category  is  to  cover 
anticipated  costs  associated  with  publications  and 
information  items  related  to  agency  mission- related 
programs.   An  increase  of  $87  thousand  will  pay  for  billings 
from  the  DOT  Working  Capital  Fund  (WCF)  for  expenses  paid 
through  the  NHTSA  administrative  services  budget.   (Note: 
additional  Administrative  Services  costs  of  $121  thousand 
are  transferred  to  and  reflected  in  Field  Operating 
Es^enses)  . 
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Computer  Support  {+$889  thousand) 

The  FY  1995  request  continues  the  agency  efforts  to  increase 
the  timeliness  auid  quality  of  all  its  actions  by  increasing 
the  efficiency  of  all  agency  eirployees.   This  increased 
efficiency  will  result  by  providing  additional  agency 
technical  and  professional  staff  quicker  access  to  a  broader 
range  of  agency  data  and  statistical  files  in  support  of 
rulemaking  and  enforcement  actions.   Electronic  sharing  of 
agency  historical  information  such  as  rulemaking  dockets, 
legal  interpretations,  technical  reports  and  current  crash 
euid  fatality  data  will  allow  en5>loyees  to  electronically 
access  and   ainalyze  information  that  is  now  difficult  to 
obtain  from  existing  paper  filing  systems.   In  addition, 
continued  efforts  to  iitplement  the  agency's  cQsility  to 
respond  to  public  inquiries  eibout  historical  information  and 
data  by  making  such  information  availcQsle  through  electronic 
research,  rather  them  lalsorious  review  of  paper  records. 

Operations  &  Maintenance  -  (+$476  thouscuad)  -  As  the  agency 
modernizes  its  information,  processing,  storage,  and 
communications  capedsilities,  it  will  achieve  increased 
efficiencies  in  overall  mission  effectiveness.   In  order  to 
obtain  full  benefit  of  their  efficiencies,  the  systems  will 
require  additional  support  euid  maintenemce  to  fully  utilize 
their  potential,  i^proximately  75  percent  of  the  total 
FY  1995  request  is  required  to  maintain  the  infrastructure 
of  equipment  euid  pay  OST  mandated  charges. 

The  FY  1995  requested  amount  for  Operations  and  Maintenamce 
includes  $340  thouscind  of  additional  funding  for  contract 
support  to  sustain  the  existing  systems  and   networks.   This 
support  is  needed  to  provide  access  to  departmental, 
government,  and  high%fay  safety  community  information 
resources  on  the  plsuined  information  super  highway.   The 
remaining  $136  thousand  is  needed  for  resources  to  support 
NHTSA  participation  in  enhanced  departmental  communications 
capability,  both  in  the  field  and  headquarters.   Without 
these  additional  resources,  NHTSA  will  be  unable  to 
participate  in  this  technology.   The  proper  memagement  of 
con^lex  conputer  communications  systems  euid  mandatory 
security  measures  will  not  be  possible  without  increases  to 
the  existing  budget. 

Agency  Wide  Initiatives  (+$413  thouscmd)  -  The  agency  will 
continue  efforts  initiated  in  prior  years  to  conplete  full 
installation  and  utilization  of  the  imaging  network 
throughout  the  agency  to  enhamce  information  development  cmd 
exchange  with  the  field  offices.   The  imaging  system  will  be 
modified  in  FY  1995  to  replace  obsolescent  technology  and  to 
msiximize  benefit  to  the  agency  of  emerging  technology. 
Hardware  and  softurare  must  be  inqproved  to  handle  the 
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increased  workload  expected  within  the  agency  and  to  iit5)rove 
communications  capability  with  the  public  to  access  image 
files  and  reports.   The  local  area  networks  are  standardized 
with  one  electronic  mail  system  to  improve  sharing  of  files, 
documents  and  mail.   In  addition,  efforts  will  be  undertaken 
to  define  and  develop  safety  program  management  information 
exchange  between  NHTSA  regions  and  state  highway  safety 
offices. 

Field  Operating  Expenses  (+$136  thousand) 

Of  the  $136  thousand  increase  in  field  operating  expenses, 
$121  thousand  results  from  the  transfer  of  field  operating 
expenses .   These  expenses  were  previously  budgeted  under 
Headquarter' s  Administrative  Services,  but  have  been 
included  in  the  budgets  of  the  field  activities  in  FY  1995. 
These  estimates  are:   VRTC  ($103  thousand)  and  San  Angelo 
($18  thousand) .   The  remaining  $15  thousand  increase 
represents  inflationary  costs  to  VRTC  ($9  thousand)  and  San 
Angelo  ($6  thousand) . 

CONTRACT  PROGRAM  (-$1,285  thousand) 

A  net  decrease  of  $1,285  thousand  is  proposed  for  the 
contract  program  for  FY  1995.   Contract  program  requirements 
are  fully  justified  under  each  budget  activity. 
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OPERATING  EXPENSES 

FY  1994 
Enacted 


Increase  {+) 
FY  1995    or 
Request  Decrease  (-) 


(Dollars  In  Thouscuids) 


HQ  OPERATING  EXPENSES 
Personnel  Related  Costs 
Permeuient  Change  of 

Station 
Grievance  Administration 
Security  Investigations 
Training 

Subtotal 

Administrative  Services 
Travel 

Transportation  of  things 
Other  Rent,  Coram.,  &  Util. 
Printing  and  Reproduction 
Other  services 
Supplies  and  materials 
Equipment 
Subtotal 

Computer  Support 

HEADQUARTERS,  SUBTOTAL 

FIELD  OPERATING  EXPENSES 

Regional  Offices 

San  Angel o  (1) 

Vehicle  Research 

and  Test  Center  (2) 
FIELD,  SUBTOTAL 

TOTAL  OPERATING  EXPENSES 


$60 

$118 

+58 

5 

5 

0 

20 

20 

0 

173 

192 

+19 

258 

335 

+77 

5 

5 

0 

130 

134 

+4 

2,075 

2,092 

+17 

952 

1,210 

+258 

2,621 

2,739 

+118 

139 

131 

-8 

186 

186 

-0 

6,108 

6,497 

+389 

2,042 

2,931 

+889 

8,408 

9,763 

+1,355 

479 

479 

0 

334 

358 

+24 

642 

754 

+112 

1,455 
9,863 


1,591 
11,354 


+  136 


+1,491 


NOTES : 

(1)  Expenses  attributable  to  VRTC  and  San  Angelo,  but  previously 
paid  by  Headquarters,  are  reflected  in  the  Field  Operating 
Expenses  and  will  be  paid  by  the  Field  Offices  in  FY  1995.   This 
transfer  has  resulted  in  an  increase  of  $18  thousand  to  San 
Angelo  and  $103  thousand  to  VRTC  and  a  net  decrease  to  HQ 
Operating  expenses  in  the  amount  of  $121  thousand. 

(2)  Of  the  total  FY  1994  Headquarter' s  Operating  Expenses,  $4.4 
million  is  paid  through  the  Working  Capital  Fund  and  $648 
thousand  is  estimated  for  reimbursable  agreements  with  OST.   In 
FY  1995,  the  Working  Capital  Fund  estimate  is  $4.8  million  and 
the  reimbursc±)le  agreements  with  OST  are  estimated  at  $530 
thousamd . 
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OPERATIONS  AND  RESEARCH 
Highlights  Statement 

The  Operations  and  Research  Appropriation  provides  funding  for 
NHTSA's  program  activities  as  authorized  by  three  major  laws. 
The  National  Traffic  and  Motor  Vehicle  Safety  Act  provides  for 
the  estcUolishment  and  enforcement  of  Federal  safety  standards  for 
motor  vehicles  and  associated  equipment  and  research,  including 
the  operation  of  required  testing  facilities  and  the  operation  of 
the  National  Driver  Register.   The  Motor  Vehicle  Information  and 
Cost  Savings  Act,  as  amended,  provides  for  the  establishment  of 
low- speed  collision  bumper  standards;  consumer  information 
activities;  odometer  regulations;  administration  of  automotive 
fuel  economy  standards;  and  anti- theft  prevention.   Under  Section 
403  of  Title  23,  United  States  Code,  technical  assistance  is 
provided  to  the  States  to:   develop,  demonstrate  and  iir^ilement 
innovative  countermeasures  and  processes  proven  to  be  effective 
in  improving  State  and  local  highway  safety  problems. 

For  FY  1995,  a  program  level  of  $125.8  million  is  requested  for 
Operations  and  Research  programs.  A  variety  of  information  is 
presented  as  part  of  the  detailed  justifications  for  each  budget 
activity  funded  from  this  appropriation:   prograim  objectives  and 
description;  overview  of  the  FY  1994  program;  detailed  program 
justifications  for  the  recommended  FY  1995  program;  and  a  siammary 
of  NHTSA's  recent  accon5)lishments. 
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OPERATIONS  AND  RESEACH 

Summary  of  Budget  Requirements 

Increase  (+) 
FY  1994     FY  1995      or 
Appropriation  Request   Decrease  (-) 


(Dollars 

in  Thousands! 

PQgitJpqg; 

667 

662 

-5 

US9  Qf  Fvn(jls: 

Salaries  &  Expenses 

$47,010 

$48,609 

+1,599 

Operating  Expenses 

9,863 

11,354 

+1,491 

Contract  Program 

73.315 

72.030 

-1.285 

Total,  Operations 
&  Research 

130,188 

131,993 

+1,805 

Source  of  Funds: 

OSiR  Federal 

75,909 

77,743 

+1,834 

O&R  Trust 

48,236 

48,092 

-144 

Grcuat  Administration 

§.043 

6.158 

+13.5 

Total,  Operations 
&  Research 


130,188    131,993 


+1,805 
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OPERATIONS  AND  RESEARCH 

For  expenses  necessary  to  discharge  the  fvinctions  of  the 
Secretary  with  respect  to  traffic  and  highway  safety  under  the 
Motor  Vehicle  Information  and  Cost  Savings  Act  (Public  Law 
92-513,  as  amended)  and  the  National  Traffic  and   Motor  Vehicle 
Safety  Act  (Public  Law  89-563.  as  amended^  [$75,909,000] 
$77.743.000.  to  remain  available  until  September  30,  [1996]  1997. 
(Department  of  Transportation  and  Related  Agencies  Appropriationg 
Act.  1994.) 
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OPERATIONS  AND  RESEARCH 
(HIGHWAY  TRUST  FOND) 


For  expenses  necessary  to  discharge  the  fiinctions  of  the 
Secretary  with  respect  to  traffic  and  highway  safety  under 
23  U.S.C.  403  and  section  2006  of  the  Intermodal  Surface 
Transportation  Efficiency  Act  of  1991,  to  be  derived  from  the 
Highway  Trust  Fund,  [$48,236,000]  $48.092. OOP,  to  remain 
available  until  September  30,  [1996]  1997.   (Department  of 
TreinsDortation  and  Related  Agencies  Appropriations  Act.  1994.) 
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NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION 

OPERATIONS  AND  RESEARCH 

Program  and  Performance  Statement 

Rulemaking  Programs.   Provides  for  rulemaking  activity  relative 
to  the  promulgation  of  Federal  motor  vehicle  safety  standards  for 
new  and  used  motor  vehicles,  tires,  and  safety- related  equipment; 
automotive  fuel  economy  standards  required  by  the  Energy  Policy 
and  Conservation  Act;  international  harmonization  of  standards; 
regulatory  reform;  and  information  on  motor  vehicle  safety 
required  by  the  Motor  Vehicle  Information  and  Cost  Savings  Act. 
The  agency's  Priority  Plan  and  the  ISTEA/1991  rulemaking 
provisions  will  guide  the  regulatory  and  other  safety  activities 
of  NHTSA  during  FY  1995. 

Enforcement  Programs.   Provides  for  the  enforcement  of  programs 
described  under  the  rulemaking  activity,  including  manufacturer 
compliance  with  motor  vehicle  safety  and  automotive  fuel  economy 
standards,  investigation  of  safety- related  motor  vehicle  defects 
and  initiating  recalls  when  warranted.   Iit^jrovements  in  the 
receipt  and  usage  of  the  Auto  Safety  Hotline  data  will  be  among 
key  efforts  in  FY  1995,  as  will  compliance  with  performance 
requirements  for  automatic  crash  and  side  impact  protection,  and 
child  safety  seats. 

Highway  Safety  Programs.   Provides  for  technical  assistance  to 
highway  safety  programs  conducted  by  State  and  local  governments, 
the  private  sector,  universities  and  research  units,  and  various 
safety  associations  and  orgeinizations.   This  assistance  includes 
demonstration  programs  emphasizing  alcohol  and  drug 
countermeasures ,  occupant  protection  usage,  automatic  crash 
protection,  law  enforcement,  emergency  medical  and  trauma  care 
systems,  traffic  records,  motorcycle  riders,  and  pedestrian/ 
bicycle  safety. 

A  number  of  key  activities  are  planned  for  FY  1994,  including 
older  driver  licensing  programs,  youth  provisional  licensing, 
traffic  data  to  support  prosecutors  and  judges,  and  further  study 
of  preventable  death  strategies  in  rural  settings.   In  addition. 
Secretary  Pena  has  set  two  important  traffic  safety  program  goals 
for  the  nation  by  1997:   NHTSA  will  undertake  programs  to  reduce 
alcohol -related  fatalities  to  43  percent,  and  increase  safety 
belt  use  to  75  percent.   In  FY  1995,  the  agency  will  launch  a  new 
combined  Impaired  Driving/Occupant  Protection  Program,  developed 
during  FY  1994  in  cooperation  with  the  States  and  major  highway 
safety  organizations,  to  address  these  goals. 
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Research  and  Analysis.   Provides  motor  vehicle  safety  research 
and  development  in  support  of  major  NHTSA  progreuns,  including  the 
collection  smd  euialysis  of  data  to  identify  safety  problems, 
develop  alternative  solutions,  and  assess  costs,  benefits,  and 
effectiveness.   Research  will  continue  to  concentrate  on 
in^roving  vehicle  crashworthiness  and  crash  avoidance,  plus  a 
sound  crash  information  program.   The  FY  1995  budget  includes 
funding  to  continue  a  national  accident  data  collection  program 
to  inprove  problem  identification,  regulatory  reform,  and  prograun 
evaluation  activities.   Funding  is  continued  for  biomechanics 
research,  the  fabrication,  test  and  validation  phase  for  the 
national  adveuaced  driver  simulator  at  the  University  of  Iowa 
(contingent  upon  the  university  securing  $11  million  in  non- 
Federal  cost  sharing) ,  suid  support  of  Intelligent  Vehicle-Highway 
Systems  (rVHS) .  A  major  priority  is  to  continue  to  support 
in^rovement  of  State  crash  data  systems  which  are  increasingly  of 
value  to  NHTSA' s  crash  avoidance  rulemaking  emd  research 
programs;  and  inplementation  of  a  revised  survey  methodology  for 
collecting  data  on  safety  belt  use  (to  replace  the  discontinued 
19 -City  Survey) . 
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RULEMAKING  PROGRAM 
Highlights  Statement 

The  Rulemaking  Program  budget  provides  for  the  promulgation  of 
Federal  motor  vehicle  safety  standards  under  the  National  Traffic 
and  Motor  Vehicle  Safety  Act,  automotive  fuel  economy  standards 
under  the  Motor  Vehicle  Information  and  Cost  Savings  Act,  and 
various  consumer  information  programs  authorized  by  both  Acts. 
In  addition,  the  Intermodal  Surface  Transportation  Efficiency  Act 
(ISTEA)  enacted  in  December  1991,  mandated  the  agency  to  initiate 
specific  rulemakings  related  to  motor  vehicle  safety. 

Under  the  requirements  of  the  National  Traffic  and  Motor  Vehicle 
Safety  Act,  the  Rulemaking  Program  develops  and  recommends  safety 
performance  test  procedures,  devices,  criteria,  and  standards  for 
vehicles  and  associated  equipment.   The  Rulemaking  Progrsun 
considers  the  costs  of  motor  vehicle  safety  standards,  the 
manufacturing  lead-time  requirements,  and  the  relationship  between 
new  requirements,  existing  standards,  and  other  design  and 
performance  aspects  of  motor  vehicles. 

The  Intermodal  Surface  Transportation  Efficiency  Act  of  1991 
required  NHTSA  to  initiate  rulemakings  in  a  number  of  areas: 
extending  dyncunic  side  impact  protection  for  light  trucks,  vans 
and  multipurpose  passenger  vehicles;  addressing  rollover 
protection;  addressing  the  safety  of  child  booster  seats; 
improving  the  design  of  seat  belts;  improving  the  braking  systems 
of  heavy  trucks  by  considering  such  improvements  as  antilock 
braking;  considering  methods  to  reduce  head  injuries;  amending  the 
Occupant  Crash  Protection  standard  to  require  full  front  seat  air 
bags;  and  exploring  the  need  for  additional  brake  performance 
standards,  including  antilock  brake  standards,  for  passenger  cars. 

The  Rulemaking  Program  also  develops  vehicle  crashworthiness  data 
and  disseminates  this  information  to  the  public  under  the  New  Car 
Assessment  Program  (NCAP) .   Under  the  Motor  Vehicle  Information 
and  Cost  Savings  Act,  the  Rulemaking  Program  plans,  develops, 
coordinates,  and  proposes  corporate  average  fuel  economy  (CAFE) 
standards  for  passenger  and  non-passenger  vehicles  up  to  8,500 
pounds  gross  vehicle  weight  rating  and  any  adjustments  to  the  CAFE 
standards  that  may  be  necessary. 
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RULEMAKING  PROGRAM 

Summary  of  BudQet  Requirements 

Increase  (+) 
FY  1994      FY  1995       or 
Appropriation  Request   Decrease  ( - ) 


Positions; 

TJg?  pf  Fi^nc^g; 

Salaries  &  Expenses 
Operating  Expenses 
Contract  Program 
Total ,  Rulemaking 


(Dollars  in  Thousands) 


95 


95 


$6,608 

$6,893 

+  $285 

1,384 

1,619 

+235 

2,63P 

3,745 

-1,115 

10,622 

12,257 

+1,635 

Source  of  Funds; 

The  budget  proposes  funding  from  Operations  and  Research  (Federal) 
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RULEMAKING  PROGRAM 

Contract  Program  Summary 

FY  1993  FY  1994        FY  1995 

APPropri»tJ,gB    Appropriation    Request 

(Dollars  in  Thousands) 

Vehicle  Safety 
Standards  $705  $500         $500 

New  Car  Assessment 
Program  2,220  1,860         2,460 

Theft  amd  Other 
Consumer  Programs        90  110  0 

Fuel  Economy 
Program  ft  160  785 

Total,  Rulemaking      3,015  2,630         3,745 
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RULEMAKING   PRCX3RAM 

FY  1993  FY  1994        FY  1995 

Appropriation     Appropriation    Rgqyggt 

(Dollars  in  Thousands) 

Vehicle  Safety  $705  $500  $500 

Standards 

Program  Objective 

The  objectives  of  the  Vehicle  Safety  Standards  Program  are:   to 
identify  safety  problem  areas;  to  develop  cotintermeasures ;  to 
collect  cuid  cuialyze  information  to  support  the  development  of,  and 
amendments  to.  Federal  motor  vehicle  safety  stemdards;  and  to 
respond  to  questions,  assertions,  cmd  comments  on  vehicle  safety 
from  internal  ouad  external  orgeinizations.   To  meet  these  objectives 
in  a  timely  fashion,  the  program  needs  to  obtain  and  analyze 
information  on  chemges  in  automotive  design  and  technology  and  on 
regulatory  and  non- regulatory  alternatives  to  alleviating  vehicle 
safety  problems. 

The  results  of  these  contractual  efforts  help  the  program  to  arrive 
at  regulatory  decisions  on:   the  feasibility  and  practicality  of 
regulatory  alternatives;  the  safety  performance  levels  of  possible 
countermeasures ;  and  the  costs,  benefits,  and  lead  times  needed  to 
implement  alternatives.   The  information  derived  from  these  efforts 
aids  in  the  development  and  issuance  of  appropriate  safety 
standards.   The  progrcun  is  not  a  substitute  for  research;  rather,  it 
helps  NHTSA  answer  questions  that  arise  during  the  rulemaking 
process . 

Program  Description 

The  progreun  involves  continuing  and  conpleting  work  on  priority 
rulemaking  projects  estadslished  by  NHTSA,  addressing  rulemakings 
initiated  by  petition,  and  responding  to  legislatively  required 
rulemaking  under  the  Intermodal  Surface  Transportation  Efficiency 
Act  of  1991  (ISTEA/1991) .   The  agency  will  continue  to  fund 
research  and  testing  in  areas  of  high  priority  such  as:   iir^roved 
braking  in  heavy  trucks,  passenger  cars,  auad  light  trucks  and 
vems;  rollover  crashes,  including  researr.h  on  meems  to  protect 
occupants  emd  reduce  ejections,  such  as  inqproved  roof  strength 
and  innovative  glazing;  seat  strength;  child  safety;  fuel  system 
integrity;  auad  safety  issues  related  to  alternatively  fueled 
vehicles . 

A  major  focus  of  NHTSA' s  quick- reaction  funds  will  be  to  assure 
the  safe  introduction  of  alternatively  fueled  vehicles  without 
impeding  technological  development.  This  funding  supports 
response  to  public  comments  smd  refinement  of  test  procedures,  in 
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advance  of  final  rule  issuance.   The  agency  will  fund  research 
and  testing  to  address  the  safe  performance  of  vehicles  using 
fuels  such  as  con^jressed  natural  gas,  liquefied  petroleum  gas, 
liquefied  natural  gas,  and  electric  power,  in  view  of  rapidly 
developing  technology  in  this  area. 

FY  1994  Program 

The  quick- reaction  contract  funds  requested  for  FY  1994  will  be 
used  primarily  to  continue  or  complete  work  on  priority  projects 
initiated  in  previous  years  and  to  address  rulemakings  initiated 
by  petition.   The  agency  will  continue  to  fund  research  and 
testing  to  inqprove  braJcing  systems  in  heavy  trucks,  passenger 
cars,  and  light  trucks  and  vans  (LTV's);  protect  occupants  in 
rollover  crashes,  including  research  on  projects  such  as  iitproved 
roof  strength  and  door  latches,  and  innovative  glazing; 
investigate  changes  in  seat  strength  requirements;  in^jrove  child 
safety;  and  assess  safety  problems  associated  with  electric  and 
other  alternatively- fueled  vehicles. 

Most  of  the  final  regulatory  decisions  for  the  rulemakings 
mandated  in  ISTEA/1991  will  be  made  in  FY  1994.   In  1992,  NHTSA 
initiated  rulemaking  in  the  major  areas  specified  in  the  ISTEA. 
For  many  of  these  rulemakings,  NPRMs  (notices  of  proposed 
rulemaking)  were  issued  in  FY  1993.   Cost  and  lead-time  analyses 
will  be  coirpleted  to  support  the  final  regulatory  decisions  on 
these  various  rulemakings. 

To  address  the  injuries  and  fatalities  that  occur  as  a  result  of 
rollover  crashes,  a  multifaceted  approach  is  necessary  that 
includes  both  crash  avoidance  and  crashworthiness  rulemakings. 
Work  will  continue  to  identify  actions  that  the  agency  can  take 
to  lessen  the  risk  of  death  and  injury  from  this  type  of  crash. 

In  response  to  ISTEA/1991,  NHTSA  anticipates  that  it  may  require 
antilock  braking  systems  (ABS)  on  some  types  of  passenger  cars, 
light  trucks,  and  multipurpose  vehicles,  or  it  may  set 
performamce  standards  for  such  equipment  if  it  is  used  on 
vehicles.   These  requirements  would  be  written  to  allow  the 
greatest  latitude  in  system  design  cind  not  offer  a  competitive 
advantage  to  any  particular  manufacturer.   Test  procedures  need 
to  be  developed  to  support  these  possible  stcuadards. 

In  1992,  NHTSA  initiated  a  program  to  investigate  seat  back 
strength.   Laboratory  testing  is  needed  to  define  performance 
levels  and  test  procedures  before  a  regulatory  decision  can  be 
made. 

As  there  are  few  alternatively- fueled  vehicles  on  the  road,  there 
is  little  information  availeJsle  on  the  safety  performemce  of 
these  vehicles  in  crashes.   The  agency  plans  to  gather 
information  on  the  accident  experience  of  these  vehicles  from 
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selected  fleet  operators  that  use  alternatively  fueled  vehicles. 
In-depth  information  will  be  sought  on  the  safety  performance  of 
these  vehicles  in  operation.   This  information  will  help  the 
agency  to  evaluate  the  safety  of  these  vehicles  and  to  define 
possible  areas  for  future  prograun  attention. 

In  FY  1993,  NHTSA  developed  a  plan  to  address  the  fuel  system 
integrity  of  conventionally  fueled  vehicles,  and  research  will  be 
needed  to  define  possible  new  performance  criteria. 

In  support  of  its  older  driver  program,  NHTSA  will  take  into 
consideration  the  physical  frailties  associated  with  aging  in 
determining  performance  criteria  for  seat  back  strength,  seat 
belt  fit,  and  the  light  transmission  performance  of  glazing. 

FY  1995  Request 

The  quick- reaction  contract  funds  being  requested  for  FY  1995 
will  be  used  to  con^jlete  work  on  priority  projects  initiated  in 
previous  years  and  to  address  rulemakings  initiated  by  petition. 
The  agency  will  continue  to  f\ind  research  and  testing  to: 
respond  to  comments  on  any   proposed  performance  requirements  for 
improved  braiking  systems  in  passenger  cars,  light  trucks,  and 
vans  (the  last  of  the  1991  ISTEA  rulemaking  mandates)  ($25 
thousand)  ;  protect  occupants  in  rollover  crashes  by  coitpleting 
rulemakings  on  glazing  and  door  latches  that  may  be  initiated  in 
FY  1994  ($75  thousand) ;  improve  child  safety  by  exploring  the 
development  and  use  of  instrumented  child  dummies  and 
investigating  ways  to  protect  children  in  side  impact  crashes 
($100  thousand) ;  upgrade  and  augment  measurement  devices  used 
with  the  Hybrid  III  test  dummy  ($100  thousand) ;  explore  the 
feasibility  of  upgrading  frontal  crash  protection  ($50  thousand) ; 
and  monitor  the  potential  safety  problems  associated  with 
electric  and  other  alternatively- fueled  vehicles  ($50  thousand) . 

The  remaining  $100  thousand  will  be  used  for  additional 
alternative  fuels  activities.   The  number  of  alternatively  fueled 
vehicles  in  use  is  expected  to  increase  substantially  because  of 
the  Administration's  eit^jhasis  on  clean-buiming  fuels,  the 
requirements  of  the  Clean  Air  Act  Amendments  of  1990,  the  Energy 
Policy  Act  of  1992,  and  various  state  laws  mandating  the  use  of 
such  vehicles  in  various  fleets.   In  response,  the  agency  plans 
to  assess  the  safety  needs  of  these  vehicles  in  terms  of 
regulatory  or  other  appropriate  actions.   NHTSA' s  continuing  goal 
for  alternatively- fueled  vehicles  is  to  ensure  their  safe 
introduction  in  large  numbers  without  impeding  technological 
development. 

The  FY  1995  activities  on  alternative  fuels  will  build  on  the 
agency's  FY  1994  study  ouid  analysis  of  the  fleet  operators' 
real -world  experiences  with  these  vehicles.   Potential  safety- 
related  issues  for  investigation  include  electric  vehicle  battery 
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technology  emd  implications  for  safety  in  crashes  ($30  thousand) , 
gaseous  fuels  and  the  safety  effects  of  evolving  container 
technologies  and  vehicle  system  requirements  for  safe  performance 
of  liquefied  natural  gas  and  liquefied  petroleum  gas 
($70  thousand) . 

Accomplishments 

o    Heavy  trucks:   Final  rules  on  heavy  truck  conspicuity 

(December)  and  on  automatic  brake  adjusters  (October)  were 
published  in  1992;  an  NPRM  addressing  stopping  distance 
requirements  for  testing  braking  was  published  in  February 
1993  and  an  NPRM  requiring  ABS  systems  on  heavy  vehicles  was 
published  in  September  1993.  Final  rules  on  both  subjects 
are  expected  in  FY  1994  as  is  a  final  rule  addressing  rear 
underride  guards  for  heavy  trucks. 

o    Passenger  cars,  light  trucks  and  multipurpose  vehicles:   As 
part  of  the  brake  improvement  program  mandated  by 
ISTEA/1991,  an  ANPRM  (Advanced  Notice  of  Proposed 
Rulemaking)  addressing  the  need  for  additional  brake 
performance  standards  for  passenger  cars  was  issued  in 
December  1993 .   An  NPRM  addressing  methods  of  reducing  head 
injuries  was  pxiblished  in  FY  1993.   NPRMs  extending  dynamic 
side  intact  testing  to  LTV's,  addressing  occupant  protection 
in  rollover  crashes,  and  the  design  of  safety  belts  will  be 
published  in  the  first  half  of  FY  1994.   Also,  in  response 
to  the  ISTEA/1991  mandate,  a  final  rule  mandating  the  use  of 
airbags  in  light  vehicles  was  published  in  September  1993. 

o    Child  safety:   An  NPRM  concerning  the  safety  of  child 

booster  seats  was  published  in  September  1993  and  an  NPRM 
addressing  the  need  to  test  child  seats  with  additional  test 
dummies  to  assure  adequate  performance  is  scheduled  for 
pxiblication  in  the  first  half  of  FY  1994  in  response  to  the 
ISTEA  mandate.   Final  rules  on  both  subjects  are  expected  in 
1994.   In  addition,  a  final  rule  addressing  the  need  to 
firmly  attach  child  seats  to  car  seats  was  published  in 
October  1993.   The  agency  also  published  NPRM'S  to  warn 
parents  not  to  use  rear- facing  child  seats  in  seating 
positions  with  air  bags  (April  1993)  and  to  allow  child 
seats  which  can  better  protect  children  with  breathing 
disorders  (May  1993) .   Final  rules  for  both  subjects  are 
expected  in  the  first  half  of  1994. 

Three  final  rules  addressing  improved  safety  in  school  buses 
were  published  in  FY  1993,  concerning:   improved  mirror 
systems  for  school  buses  (December  1992) ;  school  bus 
emergency  exits  (November  1992) ;  and  wheel  chair/occupant 
restraints  (January  1993) .  A  final  rule  on  school  bus  body 
joint  strength  also  should  be  published  in  FY  1994. 
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o    Alternatively  fueled  vehicles:   Because  denatured  alcohol  is 
more  toxic  than  gasoline  when  ingested,  NHTSA  published  a 
final  rule  estciblishing  emti- siphoning  requirements  for 
alcohol  fueled  vehicles  in  January  1993.   In  Jcuiuary  1993, 
the  agency  also  issued  three  NPRMs  on  alternatively  fueled 
vehicles;  one  NPRM  proposed  safety  requirements  for  vehicles 
fueled  by  conqpressed  natural  gas;  a  second  NPRM  proposed  to 
modify  existing  stemdards  for  controls  and  displays,  and 
windshield  defrosting  and  defogging,  to  accommodate  electric 
vehicles;  and  the  third  NPRM  addressed  braking  performcmce 
of  electric  vehicles.   In  December  1993,  the  agency 
published  cm  SNPRM  for  compressed  natural  gas  fuel 
containers  to  propose  requirements  similar  to  a  voluntary 
industry  standard.   Final  rules  on  CNG  safety  should  be 
pxiblished  in  the  first  half  of  FY  1994. 

o    Other  issues:  An  NPRM  proposing  to  establish  requirements 
for  wheel  chair  lifts  was  published  in  February  1993;  and  a 
final  rule  is  being  prepared  for  ptiblication  in  FY  1994. 
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RULEMAKING  PROGRAM 

FY  1993         FY  1994      FY  1995 
Appropriation  Appropriation  Request 

(Dollars  in  Thousands) 

New  Car  Assessment       $2,220  $1,860      $2,460 

Program  (NCAP) 

Program  Objective 

The  objective  of  the  agency's  NCAP  is  to  plan,  design,  and 
implement  new  and  innovative  programs  which  use  market  forces  to 
encourage  the  production  of  safer  motor  vehicles . 

NCAP's  general  approach  and  objective  is  to  develop  relative 
crashworthiness  and  crash  avoidance  information  for  consumers  to 
assist  them  in  selecting  and  purchasing  safer  motor  vehicles. 
This  program  is  in  direct  support  of  the  Secretarial  theme  to 
ensure  and  promote  a  high  level  of  transportation  safety  for 
passenger  vehicle  occupants. 

Program  Description 

NCAP  responds  to  the  Motor  Vehicle  Information  and  Cost  Savings 
Act  requirement  that  NHTSA  provide  to  consumers  relative 
crashworthiness  data  on  passenger  motor  vehicles.   These  data  are 
developed  and  disseminated  to  consiamers  to  assist  them  in 
selecting  and  purchasing  safer  motor  vehicles. 

High-speed  crash  tests  are  conducted  on  passenger  cars,  light 
trucks,  and  vans  to  assess  frontal  safety.   Results  from  these 
tests  provide  consumers  with  data  on  the  rapidly  changing  safety 
characteristics  of  new  makes  and  models  for  both  frontal  and  side 
crashworthiness . 

In  addition,  promotional  activities  are  conducted  to  assure  that 
consiamers  receive  easily  understandable  and  desired  information 
in  a  timely  fashion.   These  activities  are  being  expanded  to 
possibly  include  the  distribution  of  NCAP  information  at 
strategic  consumer  locations  [auto  shows,  dealerships,  state 
departments  of  motor  vehicles  (DMV's),  etc.]  and  support 
electronic  methods  (computerized  FAX  and  telephone  answering)  for 
providing  consumers  with  specific  NCAP  data  on  a  timely  basis. 

FY  1994  Program 

Frontal  crashworthiness  testing  (including  test  dummy 
maintenance)  on  approximately  39  motor  vehicles  will  be  conducted 
at  a  cost  of  $1,610  million.   The  resulting  data  from  these  tests 
will  provide  consumers  with  the  relative  crashworthiness  of 
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passenger  vehicles  in  the  most  common  injury -causing  crash  events 
(frontal  impacts) . 

NCAP  promotional  activities  and  data  dissemination,  recommended 
from  FY  1992  and  FY  1993  studies,  will  be  funded  at  a  cost  of 
$250  thousand.   Of  these  funds,  a  one  time  expenditure  of  $50 
thousand  will  be  used  to  finalize  the  format  of  presentation 
material,  such  as  public  service  radio  and  print  media 
announcements  and  consumer  brochures.   The  remaining  $200 
thousand  will  be  used  to  develop,  reproduce,  and   disseminate 
these  promotional  and  consumer  materials.   This  activity  will 
greatly  increase  consumer  knowledge  of  the  availability  of  NCAP 
data  and  make  the  information  more  easily  accessible  for  consumer 
use. 

FY  1995  Request 

Frontal  crashworthiness  testing  (including  test  dummy 
maintencuice)  and  reporting  on  approximately  38  motor  vehicles  is 
budgeted  at  $1.64  million.   Side  in^jact  crashworthiness  testing 
(including  dummy  maintenance  cmd  procurement  of  side  impact 
deformable  barriers)  and  reporting  on  approximately  14  passenger 
cars  is  budgeted  at  $620  thousand.   The  resulting  data  from  these 
tests  will  provide  consumers  with  the  relative  crashworthiness  of 
passenger  vehicles  in  the  two  most  common  injury -causing  crash 
events  (frontal  and  side  inpacts) . 

This  is  a  reduction  of  one  test  in  the  frontal  in^jact  testing 
from  the  FY  1994  level.   However,  due  to  increases  in  test  costs 
and  in  vehicle  purchasing  prices,  this  is  a  $30  thousand  increase 
for  frontal  testing  over  the  FY  1994  budget  request.   With  the 
continuing  rapid  change  by  the  manufacturers  to  include  safety 
improvements  (airbags  and  better  structures)  in  their  vehicles, 
the  agency  needs  to  continue  testing  as  many  vehicles  as  possible 
to  maintain  the  most  up-to-date  comparative  information  for  use 
by  consumers  in  their  purchasing  decisions. 

With  the  successful  completion  of  FY  1993  NCAP  activities  to 
assess  the  practicability  and  feasibility  to  provide  consumer 
information  on  side  impact  crashes,  approximately  14  side- impact 
tests  will  be  conducted  on  MY  1995  automobiles  at  a  cost  of  $620 
thousand.   This  is  the  same   level  of  funding  as  used  in  FY  1993 
for  developing  the  NCAP  side- impact  test  procedures.   The  $620 
thousand  will  be  used  to  conduct  the  tests,  maintain  the  side 
impact  dummies,  and  purchase  the  deformable  barriers. 

The  remaining  $200  thousand  in  the  FY  1995  Recjuest  will  continue 
the  funding  of  NCAP  promotional  and  data  dissemination 
activities.   The  $200  thousand  will  be  used  to  maintain  media 
advertising,  distribution  of  NCAP  promotional  information  at 
strategic  consumer  locations,  and  to  support  electronic  methods 
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for  providing  consiomers  with  specific  NCAP  data  at  approximately 
the  same  level  as  in  FY  1994. 

Accomplishments 

o    To  evaluate  coitparative  frontal  crashworthiness  performance 
of  new  motor  vehicles,  frontal  impact  tests  on  341  passenger 
cars  and  98  light  trucks,  vans,  and  multipurpose  vehicles 
have  been  conducted  since  1979.   Thirty- seven  vehicles  were 
tested  in  FY  1993  and  39  are  expected  to  be  tested  in 
FY  1994.   The  performance  data  are  made  available  to  the 
public  and  industry  through  press  releases  and  technical 
presentations.   Beginning  in  FY  1991,  the  press  releases 
were  expanded  to  include  projected  results  for  certain 
vehicles  that  had  not  been  redesigned  since  previous  model 
year  versions  were  crash  tested.   This  approach  provides  the 
comparative  information  on  many  of  the  available  models  much 
earlier  in  the  model  year.   For  MY  1993  vehicles, 
information  was  availc±)le  on  71  makes  and  models  at  the 
beginning  of  the  model  year.   Data  for  the  full  year 
represent  information  on  approximately  80  percent  of  the  new 
vehicles  sold  in  1993.   Test  results  from  NCAP  have  shown 
significant  improvements  in  potential  occupant  safety  in  the 
frontal  crash  condition. 

o    In^rovements  made  in  the  NCAP  press  releases  in  FY  1992 

included  arranging  the  list  of  vehicles  in  order  from  lowest 
to  highest  driver  Head  Injury  Criterion  (HIC)  and  including 
information  on  antilock  brake  availability  and  safety  belt 
adjustable  upper  cuichorages. 

o    In  the  FY  1993  press  releases,  the  agency  included 

statements  to  enable  the  consumer  to  relate  the  HIC  test 
measure  to  the  probability  of  a  serious  head  injury  in  a 
real  world  collision.   To  improve  the  graphical 
representation  of  HIC  in  these  press  releases,  the  agency 
introduced  a  new  format  that  differentiates  the  HIC  test 
result  in  a  visual  manner  between  head  contact,  non- contact, 
or  a  head  to  airbag  interaction. 

o    For  FY  1992,  Congress  directed  NHTSA  to  improve  methods  for 
presenting  and  promoting  NCAP,  to  determine  the  validity  of 
NCAP  test  data  in  predicting  actual  "real  world"  crashes, 
eind  to  address  the  efficacy  of  allowing  automobile 
manufacturers  to  choose  between  the  Hybrid  II  (low  tech)  and 
the  Hybrid  III  (high  tech)  dummies  for  NCAP  testing.   As 
required  by  the  House  and  Senate  Appropriations  Committees, 
the  agency  completed  a  report  to  Congress  in  February  1992 
on  the  plan  for  responding  to  these  directives.   To  meet 
this  plan,  the  agency  has;  (1)  enlisted  the  help  of  media 
experts  to  suggest  improvements  in  promoting  NCAP  and 
completed  consumer  focus  group  studies  to  evaluate  and 
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develop  new  NCAP  presentation  methods  for  the  car-buying 
piiblic;  (2)  completed  analyses  to  determine  the  validity  of 
NCAP  test  data  in  predicting  actual  "real  world"  crashes. 
These  amalyses  show  significant  correlation  between  NCAP 
test  results  cuid  overall  fatality  risk  in  frontal  crashes; 
and  (3)  issued  a  Federal  Register  notice  which  announced  the 
agency's  desire  to  establish  the  Hybrid  III  as  the  only 
testing  device  to  be  used  in  NCAP.   Based  on  the  comments 
received  to  the  notice,  the  agency  concluded  that  the  Hybrid 
III  dummy  will  be  specified  as  the  only  device  to  be  used  in 
the  program  beginning  with  MY  1996.   In  addition,  NHTSA  will 
immediately,  beginning  with  MY  1994  vehicles,  use  the  Hybrid 
III  exclusively  for  all  seating  positions  in  which  the 
occupant  is  protected  by  an  air  bag.   Since  air  bags  are  in 
the  vast  majority  of  passenger  cars  and  are  rapidly  being 
introduced  into  light  trucks,  when  coupled  with  manufacturer 
preference,  nearly  all  seating  positions  in  the  MY  1994  NCAP 
will  be  tested  with  the  Hybrid  III.   The  agency  has  also 
issued  a  Notice  of  Proposed  Rulemaking  which  will  require 
mandatory  use  of  the  Hybrid  III  dummy  in  compliance  testing 
for  the  occupant  protection  standard  beginning  with  MY  1998. 
Analyses  of  comments  received  on  these  notices  and  NCAP  test 
data  were  used  to  explain  the  differences  between  the  two 
dummies  and  the  effect  that  these  differences  have  had  on 
the  NCAP  results.   A  second  report  to  Congress,  as  promised 
by  the  agency,  which  contains  the  results  and  conclusions  of 
these  activities,  was  delivered  in  December  1993. 

Based  on  recommendations  from  the  focus  group  studies,  the 
agency  initiated  a  simplified  NCAP  data  presentation  format 
beginning  with  the  MY  1994  news  releases.   In  this 
simplified  format,  NCAP  results  are  reported  in  a  one  to 
five  star  classification  system,  with  five  stars  indicating 
the  best  crash  protection.   The  star  classifications  are 
based  on  the  combined  injury  effects  of  head  and  chest  loads 
that  occur  in  the  NCAP  tests.   The  first  FY  1994  NCAP  news 
release  with  the  sin^jlified  format  was  issued  on  December 
14,  1993.   The  news  release  included  the  star 
classifications  of  49  MY  1994  vehicles. 

In  a  Federal  Register  notice  pxoblished  on  January  3,  1994, 
the  agency  requested  comments  on  the  possibility  of 
convening  a  public  meeting  on  NCAP.   The  public  meeting 
could  provide  an  open  forum  for  consumer  groups,  media, 
foreign  governments,  national  and  international  safety 
organizations,  and  motor  vehicle  manufacturers  to  discuss 
future  NCAP  activities  and  goals.   Such  a  meeting  could  be 
conducted  in  FY  1994. 

Ten  side  impact  tests  were  conpleted  in  FY  1992  and  12 
additional  tests  were  conducted  during  FY  1993.   From  the 
results  of  these  tests,  NHTSA  has  determined  the  feasibility 

RM-12 


440 


of  a  side  impact  consumer  information  program  and 
established  associated  test  procedures.   No  technical 
problems  were  encountered  in  the  FY  1992  and  FY  1993  tests. 
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RULEMAKING  PROGRAM 

FY  1993  FY  1994         FY  1995 

Appropriation    Appropriation     Request 

(Dollars  in  Thousands) 

Theft  and  Other  $90  $110  $-0- 

Consumer  Programs 

Program  Objective 

The  Theft  Prevention  Program  esteiblishes  standards  for  the 
reduction  of  automobile  thefts  and  to  foster  a  reduction  in 
consumer  premiums  for  comprehensive  insurance. 

Program  Description 

As  required  by  Title  VI  (Theft  Prevention)  of  the  Motor  Vehicle 
Information  and  Cost  Savings  Act,  the  Theft  Prevention  Program 
establishes  standards  aimed  at  the  reduction  of  motor  vehicle 
thefts  and  a  reduction  in  consumer  premiums  for  comprehensive 
insurance.   Insurance  information  is  analyzed  and  theft  rate  data 
are  reported. 

Congress  mandated  in  the  Motor  Vehicle  Information  and  Cost 
Savings  Act  of  1972  that  the  agency  provide  collision  insurance 
cost  information  to  automobile  dealers. 

FY  1994  Program 

The  theft  prevention  program  includes  a  funding  level  of  $110 
thousand  to  develop  theft  occurrence  reports  for  FY  1994.   This 
funding  permits  NHTSA  to  issue  consolidated  information  received 
from  certain  insurance  companies  (plus  rental  and  leasing  firms) 
regarding  the  number  of  vehicle  thefts  each  calendar  year,  as 
well  as  the  number  of  stolen  vehicle  recoveries.   NHTSA  also 
reports  on  changes  in  comprehensive  insurance  rates  and  insurance 
company  payments  for  stolen  vehicles.   This  is  an  increase  of  $20 
thousand  over  the  FY  1993  level  due  to  the  expansion  of  the 
requirements  to  include  light  trucks,  vans,  and  sport  utility 
vehicles,  as  required  by  the  Anti  Car  Theft  Act  of  1992. 

Collision  insurance  cost  information  will  be  printed  and 
distributed  to  automobile  dealers.   In  the  absence  of  specific 
appropriated  funds,  only  one  copy  per  dealer  will  be  provided. 

FY  1995  Request 

No  funding  is  being  requested  for  the  Theft  Program  in  FY  1995  in 
an  attempt  to  focus  NHTSA' s  activities  more  precisely  on  safety. 
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However,  one  copy  of  collision  insurance  cost  information  will  be 
printed  euad  distributed  to  automobile  dealers. 

Aecompl ishments 

o    In  FY  1993,  the  agency  continued  to  promulgate  actions 
required  by  Title  VI  of  the  Cost  Savings  Act  to  reduce 
and  deter  motor  vehicle  theft.   The  agency  exempted 
eight  car  lines  which  were  equipped  with  standard 
equipment  anti- theft  devices  from  the  parts -marking 
requirements.   The  agency  also  designated  three  new  car 
lines  as  likely  high- theft  vehicles  for  MY  1995. 

o    During  FY  1993,  the  agency  issued  three  notices  of 

proposed  rulemakings  (NPRMs)  and  one  advanced  notice  of 
proposed  rulemaking  (ANPRM)  proposing  procedures  for 
implementing  the  provisions  of  the  Anti  Car  Theft  Act 
of  1992.   The  new  procedures  will  apply  to 
manufacturers  of  passenger  motor  vehicles  which  include 
einy  multipurpose  passenger  vehicle  (MPV)  and  light-duty 
truck  (LDT)  with  a  GVWR  of  6,000  pounds  or  less.   One 
NPRM  proposed  that  manufacturers  be  required  to  svibmit 
new  vehicle  information  to  the  agency.  Another  NPRM 
reduced  the  number  of  vehicles  which  manufacturers  can 
petition  to  be  exen^Jt  from  the  parts -marking 
requirements  beginning  in  MY  1997.   The  third  notice 
will  establish  a  new  mediam  theft  rate  for  model  years 
1990  and  1991  motor  vehicles.   The  final  theft  rate 
notice  was  published  in  FY  1994  establishing  the  new 
median  theft  rate  at  3.5866.   Vehicles  that  fall  above 
the  new  median  theft  rate  are  subject  to  the  parts - 
marking  requirements.   The  ANPRM  solicited  comments  on 
the  definition  of  "passenger  motor  vehicle"  to  include 
along  with  passenger  cars,  any  MPV  and  LDT  with  a  GVWR 
of  6,000  pounds  or  less.   Additionally,  the  notice 
requested  comments  on  the  definition  of  major  parts  for 
MPVs  and  LDTs. 

o    In  November  1993,  the  agency  issued  an  NPRM  with 
procedures  for  implementing  the  provisions  of  the 
American  Automobile  Lcibeling  Act.   Rulemaking  will  be 
completed  early  in  FY  1994.   The  requirements  will 
apply  to  vehicle  mcinufacturers,  parts  suppliers,  and 
dealers. 

o    In  FY  1993,  to  settle  a  lawsuit  brought  by  Consumers 
Union,  the  agency  initiated  a  program  of  providing 
automobile  dealers  with  a  consiomer  information  brochure 
giving  relative  collision  insuremce  cost  rankings  of 
cars  by  make  cind  model.   The  initial  mailing  in  FY  1993 
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and  the  mailing  in  FY  1994,  are  based  on  one  copy  per 
dealer,  with  the  dealers  being  required  to  reproduce 
additional  copies  for  their  customers. 
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RULEMAKING  PROGRAM 

FY  1993  FY  1994       FY  1995 

Appropriation   Appropriation   Request 

(Dollars  in  Thousands) 

Fuel  Economy  Program         $-0-  $160        $785 

Program  Ob-jective 

The  objective  of  the  Fuel  Economy  Program  is  to  monitor 
manufacturer  progress  in  achieving  established  passenger 
automobile  and  light  truck  fuel  economy  standards,  and  to  issue 
and  amend  standards  whenever  appropriate  for  conserving  the 
nation's  energy  supply. 

Program  Description 

The  Fuel  Economy  Program  is  mandated  by  the  Energy  Policy  and 
Conservation  Act  of  1975,  and  requires  that  the  agency  establish 
and  review  fuel  economy  standards  for  passenger  cars  and  light 
trucks.   In  FY  1991,  the  Department  initiated  an  independent 
study  of  fuel  economy  and  safety  issues  by  the  National  Academy 
of  Sciences  (NAS) .   The  NAS  study  was  completed  in  FY  1992  and  it 
provided  an  assessment  of  important  technologies  for  improved 
fuel  efficiency.   The  results  of  this  study  provided  the  agency 
with  information  on  possible  future  directions  for  fuel  economy 
standards.   One  of  the  conclusions  of  the  NAS  report  was  that 
government  agencies  have  little  information  on  the  costs  of  fuel 
economy  technologies  and  general  developments  in  the  automotive 
industry.   Thus,  for  FY  1994,  the  agency  plans  to  develop 
information  on  the  manufacturing  facilities  and  product  plans  of 
the  North  American  automobile  industry.   For  FY  1995,  the  agency 
plans  to  undertake  evaluations  of  future  technologies. 

FY  1994  Program 

For  FY  1994,  funding  of  $60  thousand  will  be  used  to  maintain  the 
database  initiated  in  FY  1993  ("plants  and  lines").   A  one-time 
expenditure  of  $100  thousand  will  be  used  to  expand  the  database 
to  include  financial  data. 

FY  1995  Request 

The  FY  1995  budget  request  includes  $60  thousand  to  maintain  the 
plants  and  lines  and  financial  database.   The  remainder  of  the 
funding  ($725  thousand)  will  be  used  for  studies  of  various 
emerging  technologies  that  show  promise  of  significantly 
improving  the  fuel  economy  of  vehicles  in  the  near  term  (5  to  10 
years) .   The  studies  will  evaluate  the  potential  benefits  from 
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further  development  or  refinement  and  wider  use  of  technologies 
that  are  currently  in  production  on  a  limited  scale.   The  studies 
will  not  be  limited  to  evaluating  the  potential  fuel  economy 
improvement,  but  will  include  issues  of  production  and  tooling 
costs,  lead  time  for  widespread  application,  emissions 
in^jlications,  and  likely  consumer  acceptance.   The  topic  areas 
will  be  selected  to  represent  the  most  promising  near- term 
technologies  at  the  time  the  funds  are  allocated.   The  potential 
topic  areas  include: 

(1)  Two-cycle  engines  (with  production  to  start  at  a  plant  in 
Tecumseh,  MI) , 

(2)  Variable  valve  timing  (now  in  production  on  several  Japanese 
and  European  cars) , 

(3)  Lean-bum  combustion  (in  production  with  varying  capabilities 
cind  needing  more  effective  NO,  control)  , 

(4)  Direct  injection  diesel  engines  (in  production  on  light 
trucks  over  8,500  lbs  GVWR  in  the  U.S.  and  on  passenger  cars  in 
Europe) , 

(5)  Ceramic  engine  conponents  (to  permit  engines  to  operate  more 
efficiently  at  higher  temperatures- -turbocharger  impellers  euid 
other  parts  in  production  in  special  applications) , 

(6)  Continuously  varicJsle  transmissions  (in  production  on  small 
cars  such  as  the  Subaru  Justy  for  many  years,  but  not  yet  adapted 
to  larger  production  vehicles) . 

(7)  Miller  Cycle  (under  development  by  Mazda  as  an  alternative  to 
lean-bum  combustion)  , 

(8)  Condenser  cooling  with  phase  change  (used  in  some  racing 
engines) , 

(9)  Flywheel  energy  storage  for  recovering  braking  energy  losses 
(with  potential  electric  vehicle  applications) ,  and 

(10)  Full  integration  of  electronic  engine  and  transmission 
controls  to  optimize  fuel  economy  and  emissions  (under 
development  cuad  in  production  to  varying  degrees) . 

These  studies  will  strengthen  the  link  between  transportation  and 
environmental  policy  in  that  they  may  provide  justification  for 
higher  fuel  economy  standards  if  they  demonstrate  technological 
feasibility  and  economic  practicability  of  emerging  technologies. 
They  support  the  safety  of  transportation  systems  in  that  they 
explore  technologies  that  can  enhance  fuel  economy  performguice 
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without  mandating  weight  reduction  or  con^romising  safety 
systems.   They  can  serve  as  a  catalyst  to  encourage  auto 
manufacturers  and  suppliers  to  devote  more  investment  to 
promising  technologies  which  the  studies  identify.   The  average 
cost  of  each  study  will  range  between  $150  thousand  and  $200 
thousand;  therefore  it  is  expected  that  between  four  and  six  of 
the  studies  will  be  conducted  with  the  FY  1995  funds. 

Accomplishments 

o    One  of  the  conclusions  of  the  1992  National  Academy  of 

Sciences  (NAS)  report  on  the  potential  to  iitprove  automobile 
fuel  economy  was  that  government  agencies  need  to  have  a 
better  understanding  of  the  technical  issues,  costs, 
benefits,  and  risks  of  fuel  economy  regulation.   To  address 
this  conclusion,  a  program  was  initiated  in  FY  1993  to 
compile  a  data  base  from  public  sources  on  each  major 
manufacturer's  current  production  plants  and  product  lines 
under  the  Research  and  Development  funding.   This  effort 
includes  production  capacities,  production  levels, 
employment  levels,  product  plans,  and  recent  changes  in  the 
facilities  for  each  of  the  major  auto  manufacturers. 

o    Also  during  FY  1993,  the  agency  issued  a  notice  of  proposed 
rulemaking  for  fuel  economy  standards  for  light  truck  fleets 
for  model  years  (MYs)  1995-1997,  a  final  rule  for  MY  1995 
light  trucks,  and  a  notice  terminating  rulemaking  for 
MY  1990  passenger  cars  that  had  been  reopened  in  response  to 
a  court  ruling. 

o    A  final  rule  for  MY  1996  and  1997  light  truck  fuel  economy 
standards  will  be  issued  in  FY  1994  as  will  an  Advance 
Notice  of  Proprosed  Rulemaking  dealing  with  future  (i.e., 
post  1997)  model  years. 
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ENFORCEMENT  PROGRAM 
Highlights  Statement 

The  Enforcement  budget  provides  funding  for  the  enforcement  of 
progrsuns  conducted  under  the  rulemaking  activity  and  the  conduct 
of  safety  defect  investigations.   For  enforcement  purposes, 
rulemaJcing  activities  include  promulgation  of  Federal  motor 
vehicle  safety  standards  for  all  motor  vehicles  and  items  of 
motor  vehicle  equipment  and  automotive  fuel  economy  standards 
required  by  the  Energy  Policy  and  Conservation  Act.   The  defects 
investigation  program  identifies  and  removes  vehicles  with 
safety- related  defects  from  the  nation's  highways. 

The  mission  of  the  Enforcement  Prograun  is  to  ensure  that  the 
safety  benefits  associated  with  Federal  safety  stcindards  are 
realized  on  the  road  and  that  motorists  are  not  exposed  to  an 
unreasonaible  safety  risk  due  to  a  motor  vehicle  defect.   This 
mission  is  accoit^ilished  by  surveillance  testing,  technical 
investigations,  and  recall,  when  appropriate.   The  principal 
benefit  of  the  Enforcement  Program  is  to  remove  unsafe  vehicles 
and  vehicle  equipment  from  the  road,  thus  reducing  the  highway 
fatality  rate.   As  such,  the  prograun  improves  overall  fleet 
safety  and  is  a  critical  cort^onent  of  the  agency's  Priority  Plan. 

The  FY  1995  Vehicle  Safety  Con^jliance  Test  Program  will  include 
20  tests  for  verification  of  coitpliance  to  the  requirements  of 
the  dynamic  side  impact  protection  standard  and  30  tests  for 
verification  of  compliance  to  the  requirements  of  several 
occupant  crash  protection  standards.   This  will  provide  for  an 
assessment  of  the  side  impact  and  crash  protection  performance 
across  the  spectriim  of  vehicles,  including  all  sizes  of  passenger 
cars,  vans,  pickup  trucks,  and  sport  utility  vehicles.   The  child 
safety  seat  compliance  test  program  will  continue  to  test  all  new 
seats  on  the  market  to  all  requirements  of  that  standard. 
Additionally,  all  motorcycle  helmets  in  the  marketplace  will  be 
tested  for  compliance  to  the  motorcycle  helmet  standard.   The 
compliance  test  program  will  ensure  that  the  safety  benefits 
associated  with  the  levels  of  performance  established  in  the 
safety  standards  are  being  realized. 

The  Defects  Investigation  Program  is  a  critical  component  of 
DOT'S  commitment  to  the  safety  of  the  Nation's  transportation 
system.   In  FY  1995,  the  funding  will  provide  for  enhanced 
interaction  with  consumers  in  reporting  safety  defects  in  motor 
vehicles  and  items  of  motor  vehicle  equipment.   This  program 
provides  direct  support  to  the  Department's  management  objective 
of  "Supporting  the  Safety  of  our  Transportation  Systems"  by 
removing  unsafe  vehicles  from  the  road,  thereby  decreasing  the 
magnitude  of  the  casualties  on  our  nation's  highways  and  their 
associated  health  care  costs.   The  program  also  supports  the 
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Administration's  efforts  to  foster  partnerships  with  consumers  by 
maintaining  the  Auto  Safety  Hotline,  which  provides  safety - 
related  information  on  a  wide  range  of  motor  vehicle  subjects  and 
gives  the  public  a  means  of  reporting  safety  defects  to  the 
agency . 

The  agency  is  not  seeking  FY  1995  funding  for  the  establishment 
of  the  National  Motor  Vehicle  Title  Information  System,  pursuant 
to  Section  202  of  the  Anti  Car  Theft  Act  (P.L.  102-519) .   The  act 
requires  the  establishment  of  the  system  by  January  1996.   The 
agency  is  awaiting  the  recommendations  of  the  Motor  Vehicle 
Titling,  Registration,  and  Salvage  Advisory  Committee  and 
studying  all  options  available  to  meet  the  requirements  of  the 
Act  including  private  sector  participation.   These 
recommendations,  and  other  events  ongoing  in  1994,  will  allow  the 
agency  to  determine  the  requirements  of  establishing  the  system. 
In  the  interim,  separate  authorizing  legislation  is  being 
proposed  by  the  Department  to  amend  Section  202  (a)  of  the  T^ti 
Car  Theft  Act  to  permit  the  Secretary  to  extend  the  date  for  the 
establishment  of  the  system,  if  such  an  extension  is  determined 
to  be  necessary. 

Section  202  (a)  (1)  of  the  Anti  Car  Theft  Act  would  be  amended  as 
follows: 

"Not  later  than  January  1996,  except  as  provided  in  (a)  below. 

New  section  202  (a)  (1)  (a)  : 

(a)  If  the  Secretary  determines  the  January  1996  date  is  not 
feasible,  a  Federal  Register  notice  describing  the  reasons  for 
the  delay,  and  establishing  a  new  deadline,  will  be  published  no 
later  them  December  31,  1994. 

The  Anti  Car  Theft  Act  also  requires  a  report  to  Congress  due  no 
later  than  January  1,  1997.   A  technical  conforming  amendment 
will  be  proposed  to  extend,  until  one  year  after  the  system  is 
established,  the  report  to  Congress  reviewing  the  States' 
progress  in  meeting  the  statute's  requirements  for  participation 
in  the  system. 
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ENFORCEMENT  PROGRAM 
Siunmary  of  Budget  Requirements 


Increase  {+) 
FY  1994     FY  1995      or 


(Dollars  in 

Thousands ) 

Positiws; 

103 

96 

-7 

Vse  (?f  FyngLg; 

Salaries  &  Expenses 

$7,195 

$7,000 

-$195 

Operating  Expenses 

2,068 

2,280 

+212 

Contract  Program 

8.538 

e.439 

-100 

Total ,  Enforcement 

17,801 

17,718 

-83 

ggyrgg  of  Fynqg; 

The  budget  proposes  funding  from  Operations  emd  Research 
(Federal) . 
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ENFORCEMENT  PROGRAM 

Contract  Program  Summary 

FY  1993           FY  1994  FY  1995 

Appropriation    Appropriation  Request 

(Dollars  in  Thousands) 

Vehicle  Safety  Coir^jliance     $4,852         $5,500  $5,400 

Defects  Investigation          2,163          3,038  3,038 

Odometer  Fraud  100         Q         0 

Total,  Enforcement           7,115          8,538  8,438 
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ENFORCEMENT  PROGRAM 

FY  1993  FY  1994         FY  1995 

Appropriation    Appropriation     Request 

(Dollars  in  Thousands) 

VPhir-le  Safety  $4,852  $5,500         $5,400 

Compliance 

Program  Ob-iective 

The  objective  of  the  compliance  program  is  to  ensure  that  all  motor 
vehicles  and  motor  vehicle  equipment  sold  in  the  United  States  will 
provide  the  safety  benefits  associated  with  Federal  safety- 
standards.   This  progrcun  supports  the  Department's  management 
objective  of  reducing  the  fatality  rate  by  removing  unsafe  vehicles 
from  the  road,  as  well  as  NHTSA' s  Priority  Plan  objective  of 
iir^roving  overall  fleet  safety.   The  Vehicle  Safety  Compliance 
Progrcim  provides  the  testing,  inspection  and  investigation  necessary 
to  assure  compliance  with  the  minim\im  performance  requirements  of 
these  standards.   This  objective  is  accomplished  by  testing  a 
representative  sample  of  motor  vehicles  and  motor  vehicle  equipment 
to  the  requirements  of  the  safety  standards. 

Program  Description 

The  compliance  test  program  is  an  ongoing  activity  to  ensure  that 
motor  vehicles  and  motor  vehicle  equipment  comply  with  Federal 
safety  standards.   When  promulgated,  each  standard  has  specific 
minimum  performance  requirements  which  must  be  satisfied  by  all 
vehicles  and  equipment  subject  to  the  standard.   Compliance  with 
these  minimum  requirements  will  ensure  safety  benefits  are  achieved 
on  the  road.   The  compliance  progrcim  assesses  whether  vehicles  and 
equipment  are  meeting  these  minimum  requirements.   In  instances  of  a 
test  failure,  a  technical  investigation  is  conducted  to  determine  if 
a  noncompliance  exists.   This  involves  obtaining  data  from  the 
manufacturer  concerning  self -certification  that  its  product  complied 
with  the  safety  standard.   If  a  noncompliance  is  found  to  exist  that 
is  precluding  the  safety  benefits  associated  with  a  safety  standard 
from  being  realized,  this  program  seeks  a  recall  and  remedy  of  the 
subject  vehicles  and/or  equipment.   Further,  the  program  supports 
litigation  activities  associated  with  the  recall  and  assessment  of 
civil  penalties.   Other  activities  in  the  Vehicle  Safety  Compliance 
Program  are  directed  at  enforcing  regulations  governing  the 
importation  of  motor  vehicles  and  motor  vehicle  equipment  to  ensure 
compliance  with  Federal  standards  and  the  evaluation  of  compliance 
with  fuel  economy  standards. 
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FY  1994  Program 

During  FY  1994,  the  Vehicle  Safety  Compliance  Program  will  continue 
to  procure  and  test  vehicles  and  vehicle  equipment  for  compliance 
with  the  requirements  of  the  safety  standards.   Thirty- one  of  the  51 
safety  standards  in  effect  will  be  tested  and  compliance  with  10 
standards  will  be  assessed  through  visual  inspection.   When  test 
failures  occur,  technical  investigations  to  determine  the  reasons 
for  failure  will  be  conducted  and  a  determination  on  whether  to 
proceed  with  a  noncompliance  investigation,  including  a  recall  of 
the  affected  vehicle  or  item  of  motor  vehicle  equipment  will  be 
made.   Additionally,  enforcement  of  regulations  governing  the 
importation  of  motor  vehicles  and  items  of  motor  vehicle  equipment 
will  continue,  as  well  as  evaluation  of  vehicle  manufacturer's 
compliance  with  fuel  economy  standards  and  computation  of 
appropriate  civil  penalties  when  these  standards  are  not  met. 

The  FY  1994  compliance  testing  program  includes  the  initiation  of 
the  FMVSS  214,  Side  Impact  Protection,  dynamic  compliance  test 
program.   Beginning  in  model  year  1994,  the  dynamic  side  impact 
standards  will  become  mandatory  for  10  percent  of  each 
manufacturer's  new  car  fleet.   Fifteen  passenger  car  crash  tests 
will  be  conducted.   The  FMVSS  208,  Occupant  Crash  Protection, 
program  will  remain  at  the  FY  1993  level  of  testing,  35  vehicles, 
which  will  include  all  sizes  of  passenger  cars  equipped  with  air 
bags,  light  trucks  and  vans,  sport  utility  vehicles  and  pickup 
trucks.   This  program  will  provide  an  assessment  of  the  fleet 
compliance  with  FMVSS  208.   FMVSS  131,  School  Bus  Stop  Arms,  which 
is  a  new  standard,  will  also  be  included  in  the  FY  1994  program. 

In  addition,  the  compliance  test  program  will  include  testing  of  all 
motorcycle  helmets  being  sold  in  the  U.S.   This  new  initiative  will 
provide  helmet  compliance  information  to  complement  agency  and  state 
efforts  to  establish  effective  motorcycle  helmet  use  laws. 
Compliance  testing  will  also  be  conducted  on  all  child  safety  seats 
in  the  marketplace  to  ensure  the  safety  benefits  of  FMVSS  213,  Child 
Restraint  Systems,  are  being  realized. 

FY  1995  Request 

The  request  will  provide  funding  for  the  agency's  Compliance  Test 
Program.   This  Program  is  critical  to  NHTSA's  Priority  Plan  by 
ensuring  that  unsafe  vehicles  are  identified  and  removed  from  our 
nation's  highways.   The  Program  is  a  critical  component  of  effort  to 
ensure  safety  on  the  nation's  transportation  system.   The  testing  in 
this  Program  will  provide  oversight  and  surveillance  of  the  new 
motor  vehicle  fleet  to  monitor  compliance  with  the  performance 
requirements  of  Federal  motor  vehicle  safety  standards.   Compliance 
with  the  performance  requirements  will  result  in  the  on- the- road 
fleet  providing  the  safety  benefits  associated  with  safety 
standards.   Additionally,  a  rigorous  Compliance  Test  Program 
encourages  vehicle  manufacturers  to  design  vehicles  with  a  large 
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margin  of  safety  complieuice  in  order  to  ensure  that  when  NHTSA  tests 
the  vehicle,  the  vehicle  will  meet  the  requirements  of  the  standard. 
This  further  iir^roves  safety  by  exposing  motor  vehicle  occupants  to 
reduced  safety  risks. 

The  FY  1995  Vehicle  Safety  Compliance  Test  Program  will  include  20 
tests  for  compliance  verification  to  the  requirements  of  the  dynamic 
side  impact  protection  standard  and  30  tests  for  compliance 
verification  to  the  requirements  of  several  occupant  crash 
protection  standards.   This  will  provide  for  an  assessment  of  side 
and  front  impact  crash  protection  performance  across  the  spectrum  of 
vehicles,  including  all  sizes  of  passenger  cars,  vans,  pickup 
trucks,  and  sport  utility  vehicles.   The  child  safety  seat  and 
motorcycle  helmet  compliance  test  programs  will  continue  to  test  all 
new  seats  and  helmets  in  the  marketplace  to  the  requirements  of  the 
standards.   The  compliance  test  program  will  ensure  that  the  safety 
benefits  associated  with  the  levels  of  performance  established  in 
the  safety  standards  are  being  realized. 

Accomplishments 

o    Since  the  inception  of  the  National  Traffic  and  Motor  Vehicle 
Safety  Act  in  September  1966,  through  December  1993,  3,299 
investigations  for  possible  noncompliance  were  initiated,  of 
which  3,263  have  been  completed  and  closed. 

o    Between  January  1,  1993  and  December  31,  1993,  a  total  of  44 
compliance  investigations  were  opened  and  25  closed. 

o    Between  January  1,  1993  and  December  31,  1993,  24,741  vehicles 
and  587,552  items  of  equipment  were  recalled  for  noncompliance. 

o    During  the  period  September  1966  through  December  1993,  1,329 
safety  standard  noncompliance  recall  campaigns  were  initiated, 
involving  9.9  million  vehicles  and  19.5  million  equipment 
items.   Of  these,  NHTSA  influenced  541  recall  campaigns 
involving  5.7  million  vehicles  and  17.3  million  equipment 
items.   Civil  penalties  collected  for  Safety  Act  violations 
total  $3,734,250. 

o    During  the  period  December  1985  through  December  1993,  NHTSA 

collected  $264,148,075  in  corporate  average  fuel  economy  (CAFE) 
fines  for  vehicles  not  meeting  CAFE  standards  established  for 
model  years  1983  through  1992. 

o    The  average  dummy  head  injury  measure  obtained  for  air  bag 

equipped  vehicles  in  the  FY  1993  compliance  test  program  was  a 
Head  Injury  Criterion  (HIC)  of  437.   This  is  56  percent  lower 
than  the  level  established  in  the  standard.   This  demonstrates 
the  effectiveness  of  compliance  test  oversight  in  increasing 
the  margins  of  compliance  with  Federal  vehicle  standards, 
thereby  improving  actual  on- the -road  safety. 
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ENFORCEMENT  PROGRAM 

FY  1993  FY  1994        FY  1995 

Appropriation   Appropriation    Request 

(Dollars  in  Thousands) 

Defects  Investigation         $2,163         $3,038        $3,038 

Program  Objective 

The  Defects  Investigation  Program  is  a  critical  component  of  DOT'S 
commitment  to  the  safety  of  the  nation's  transportation  system.   The 
objective  of  this  program  is  to  identify  and  remove  vehicles  and 
items  of  motor  vehicle  equipment  with  safety- related  defects  from 
the  nation's  highways. 

Program  Description 

The  Defects  Investigation  program  seeks  data  from  consumers  on 
potential  defects,  performs  tests  and  surveys  on  vehicles  and 
vehicle  equipment,  and  conducts  detailed  investigations  to  identify 
safety  risks.  When  unreasonable  safety  risks  are  identified, 
efforts  are  initiated  to  obtain  a  safety  recall  from  the 
manufacturer  which  will  notify  owners  and  ensure  that  required 
corrective  actions  are  implemented  before  crashes,  injuries,  and 
deaths  occur.   The  foundation  for  these  investigations  is  data 
obtained  from  consumers.   The  program's  Auto  Safety  Hotline  provides 
requested  highway  safety  information  to  consumers  and  obtains  motor 
vehicle  safety  defect  reports  from  consumers  to  assist  the  agency  in 
initiating  investigations.   This  program  provides  direct  support  to 
the  Department's  management  objective  of  "Supporting  the  Safety  of 
our  Transportation  Systems . "   The  program  removes  unsafe  vehicles 
from  the  road,  thereby  decreasing  the  fatality  rate  and  reducing  the 
number  and  severity  of  crashes  and  injuries,  and  associated  health 
care  costs.   The  Defects  Investigation  Program  also  supports  the 
Administration's  efforts  to  foster  partnerships  with  consumers  by 
maintaining  the  Hotline,  which  provides  safety- related  information 
on  a  wide  range  of  motor  vehicle  subjects  and  gives  the  public  a 
means  of  reporting  safety  defects  to  the  agency. 

Information  provided  to  consumers  increases  awareness  of  highway 
safety  as  a  public  health  issue  and  the  information  and  education 
provided  by  the  Hotline  serves  to  modify  behavior  and  attitudes 
about  highway  safety.   Information  provided  by  consumers  supplies 
important  data  used  by  the  agency  in  its  Defects  Investigation 
Program.   The  information  leads  to  comprehensive  defect 
investigations,  including  on-site  vehicle  inspections,  owner 
surveys,  laboratory  testing,  and  detailed  technical  analyses,  to 
determine  whether  a  safety- related  defect  exists.   If  these 
activities  support  a  conclusion  that  a  safety  defect  exists,  a 
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manufacturer  is  requested  to  voluntarily  conduct  a  safety  recall. 
If  a  manufacturer  declines  euid  the  facts  warrant,  NHTSA  formally 
orders  a  recall  caii:5>aign. 

Program  benefits  include  a  reduction  in  the  number  of  defective 
vehicles  operating  on  the  highways,  associated  reductions  in  the 
number  of  crashes  cmd  the  number  and  severity  of  injuries  in  motor 
vehicle  crashes,  reductions  in  health  care  costs  due  to  motor 
vehicle  crashes,  increased  awareness  by  the  manufacturers  of  their 
responsibilities  to  remedy  defects,  and  increased  piablic  input  and 
awareness  of  the  potential  existence  of  safety- related  defects  in 
their  vehicles  and  items  of  motor  vehicle  etjuipment. 

FY  1994  Proqrcun 

During  FY  1994,  the  Defects  Investigation  Program  will  expand  the 
agency's  capability  to  respond  to  the  public's  demand  for 
information  on  highway  safety  and  to  consumer  interest  in  reporting 
safety- related  defects  in  motor  vehicles  and  items  of  motor  vehicle 
ecjuipment.   Consumer  calls  to  the  Hotline  demonstrate  that  consumers 
are  interested  in  participating  in  the  process  of  identifying 
potential  safety  defects  in  motor  vehicles  and  items  of  motor 
vehicle  equipment.   To  heighten  pxoblic  awareness  of  the  Hotline, 
NHTSA  requested  and  received  FY  1994  funding  to  improve  its  ability 
to  receive  and  process  consumer  demand  for  highway  safety 
information  and  to  explore  programs  to  reach  more  consumers  in  order 
to  draw  them  into  a  "partnership"  with  the  agency's  defect 
investigatory  process.   The  emphasis  will  be  to  provide  more 
information  about  the  Auto  Safety  Hotline  to  the  piablic  through  the 
media,  consumer  groups,  and  motor  vehicle  related  orgamizations . 

The  Defects  Investigation  Program  will  respond  to  the  increasing 
consumer  demand  for  information  concerning  highway  safety,  obtain 
and  analyze  motor  vehicle  defects  reported  to  the  agency  from  the 
public  through  the  Hotline  and  from  other  sources,  and  conduct 
rigorous  investigations  to  determine  whether  such  reported  defects 
are  creating  an  unreasonable  safety  risk.   These  investigations  will 
include  extensive  laboratory  testing  to  identify,  analyze,  and 
assess  potential  safety  problems  in  vehicles  as  they  become 
increasingly  more  complex,  particularly  in  terms  of  electronics, 
computer  controls,  and  alternative  materials.   These  investigations 
will  also  include  field  inspections  on  vehicles  and  items  of  motor 
vehicle  equipment.   This  extensive  testing  and  field  inspection 
protocol  will  provide  more  expeditious  and  rigorous  conclusions 
regarding  the  safety  consequences  of  potential  defects.   It  also 
will  provide  a  foundation  on  which  to  base  an  assessment  of 
unreasonable  safety  risk  for  use  in  determining  whether  a  safety 
recall  is  warranted. 
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FY  1995  Request 

In  FY  1995,  the  Defects  Investigation  Program  will  continue  with 
efforts  to  expand  the  Hotline's  capability  to  respond  to  the 
public's  demand  for  information  on  highway  safety,  and  activities  to 
increase  consumer  reporting  of  possible  safety- related  defects  in 
motor  vehicles  and  items  of  motor  vehicle  equipment.   Specifically, 
the  Defects  Investigation  Program  will  respond  to  the  increasing 
consumer  demand  for  information  concerning  highway  safety,  obtain 
and  analyze  motor  vehicle  defects  reported  to  the  agency  from  the 
public  through  the  Hotline  and  from  other  sources,  and  conduct 
rigorous  investigations  to  determine  whether  such  reported  defects 
are  creating  an  unreasonable  safety  risk.   These  investigations 
($2,302  million)  will  include  extensive  laboratory  testing  in  order 
to  identify,  analyze,  and  assess  potential  safety  problems  in 
vehicles  as  they  become  increasingly  more  complex,  particularly  in 
terms  of  electronics,  computer  controls,  and  alternative  materials. 
In  addition,  the  investigations  will  include  field  inspections  of 
vehicles  and  items  of  equipment.   This  extensive  testing  and  field 
inspection  protocol  will  provide  more  expeditious  and  rigorous 
conclusions  regarding  the  safety  consequences  of  potential  defects. 
It  will  also  provide  a  foundation  on  which  to  base  an  assessment  of 
unreasonable  safety  risk  for  use  in  determining  whether  a  safety 
recall  is  warranted.   Funding  of  $179  thousand  is  proposed  for 
monitoring  safety  recall  campaigns  to  ensure  that  the  recall  remedy 
is  adequate  and  recall  completion  rates  are  maximized. 

Consiomer  participation  in  the  Auto  Safety  Hotline  demonstrates  that 
consumers  are  extremely  interested  in  participating  in  the  process 
of  identifying  potential  safety  defects  in  motor  vehicles  and  items 
of  motor  vehicle  equipment.   NHTSA  is  requesting  $557  thousand  for 
the  Hotline.   The  proposed  funding  will  permit  the  agency  to 
maintain  its  ability  to  provide  motor  vehicle  safety  information  to 
the  public  and  to  continue  the  development  of  a  "partnership"  with 
consumers  in  order  to  obtain  information  on  safety- related  problems 
they  experience  with  their  motor  vehicles  or  items  of  motor  vehicle 
equipment.   This  will  provide  the  American  public  with  information 
and  education  regarding  motor  vehicle  safety  and  the  agency  with  an 
increased  number  of  vehicle  defect  reports  on  which  to  base  defect 
investigations.   The  result  will  be  a  more  informed  public  with  an 
enhanced  awareness  of  highway  safety,  as  well  as  an  increase  in 
defect  reports  to  better  define  the  scope  and  depth  of  a  potential 
defect. 

Accomplishments 

o    From  the  inception  of  the  National  Traffic  and  Motor  Vehicle 
Safety  Act  in  September  1966,  to  December  31,  1993,  167.3 
million  vehicles  have  been  recalled  in  4,644  recall  campaigns 
to  correct  safety  defects.   The  Defect  Investigation  Program 
has  directly  influenced  725  recall  canpaigns  involving 
97  million  vehicles. 
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o    Between  January  1,  1993  and  December  31,  1993,  a  total  of  132 
defect  investigations  were  opened  euid  131  closed. 

o    Between  Jauiuary  1,  1993  cuid  December  31,  1993,  seven  recall 

Ceutpaigns,  involving  337,175  vehicles,  were  conducted  to  remedy 
safety- related  defects  in  safety  belt  systems.   This  helped  to 
ensure  that  the  safety  benefits  associated  with  the  agency's 
priority  program  to  increase  safety  belt  use  would  be  realized. 

o    Between  January  1,  1993  and  December  31,  1993,  one  recall 
canpaicfn,  involving  over  78,000  child  safety  seats,  was 
conducted  to  correct  safety- related  defects.  These  actions  are 
consistent  with  the  agency's  belief  that  special  efforts  should 
be  made  to  provide  safe  tremsportation  to  the  future 
generation. 

o    Between  January  1,  1993  and  December  31,  1993,  10.5  million 

vehicles  were  recalled  for  safety  defects,  with  88  percent  of 
this  total  influenced  by  NHTSA  defect  investigations. 


ENF-11 


459 


ENFORCEMENT  PROGRAM 

FY  1993  FY  1994        FY  1995 

Appropriation    Appropriation    Request 

(Dollars  in  Thousands) 

Odometer  Fraud  $100  $-0-  $-0- 

Proqram  Objective 

The  objective  of  the  program  is  to  reduce  odometer  fraud  by 
enforcing  the  Federal  odometer  laws  and  regulations  through 
investigations  for  criminal  prosecution  and  encouraging  aggressive 
enforcement  of  State  odometer  laws. 

Program  Description 

Odometer  fraud  falsely  increases  the  value  of  used  cars  and 
fraudulently  costs  consumers  buying  such  cars  between  $3.3  billion 
and  $4.1  billion,  annually.   Strong  enforcement  of  the  Federal  and 
State  odometer  laws,  i.e.,  prosecutions  with  stiff  sentences, 
appears  to  be  the  most  effective  deterrent.   Recognizing  this. 
Congress  enacted  the  Truth  in  Mileage  Act  of  1986  that  upgraded 
violations  of  the  Federal  odometer  law  from  a  misdemeanor  to  a 
felony.   Because  the  limited  size  of  the  Odometer  Fraud  Staff 
restricts  NHTSA's  ability  to  investigate  all  alleged  violations, 
emphasis  is  placed  on  encouraging  State  agencies  to  enforce  State 
laws  and  assisting  them  in  their  investigations. 

The  continuing  program  to  deter  odometer  fraud  includes  the 
following: 

Investigating  large-scale  odometer  fraud  schemes  for 
prosecution  by  the  Department  of  Justice. 

Encouraging  and  assisting  State  enforcement  agencies  to 
aggressively  enforce  State  odometer  laws. 

Monitoring  State  motor  vehicle  titling  systems  for  weaknesses 
that  facilitate  odometer  fraud  and  encouraging  procedures  to 
correct  these  weaknesses. 

Increasing  public  awareness  of  odometer  fraud  and  rights  of 
consxamers . 

The  goal  is  to  reduce  consumer  fraud  through  an  effective  odometer 
enforcement  program  and  an  increase  in  consumer  awareness. 
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FY  1994  Proarcun 

No  funding  was  provided  in  FY  1994  for  state  greints. 

FY  1995  Request 

No  funding  is  requested  in  FY  1995.   The  agency  is  currently 
conducting  a  study  of  the  program  and  upon  its  completion  a 
determination  will  be  made  regarding  the  future  of  the  program. 

Accomplishments 

Since  the  inception  of  the  odometer  enforcement  program  in  July 
1978,  through  December  31,  1993: 

o    A  total  of  1,090  investigations  involving  6,725  vehicles  were 
completed  which  substantiated  odometer  violations,  with  251 
cases  referred  to  the  U.S.  Department  of  Justice  for 
prosecution;  214  cases  referred  to  NHTSA  Chief  Counsel  for 
civil  penalties;  and  190  cases  referred  to  State  enforcement 
agencies  for  legal  action  at  that  level.  The  results  of  the 
remainder  of  the  investigations  were  provided  to  consumers  for 
private  civil  actions.   NHTSA  cases  were  responsible  for 
165  criminal  convictions  in  Federal  courts  with  prison 
sentences  ranging  from  one  month  to  14  years,  and  fines 
totaling  $2.69  million. 

Since  the  inception  of  the  State  Enforcement  Support  Contract 
program  in  1989,  through  December  31,  1993: 

o    The  following  States  have  received  contracts:   Kansas, 

Washington,  Mississippi,  Georgia,  Missouri,  Connecticut,  South 
Carolina,  Utah,  Pennsylvania,  Oregon,  New  York,  Maryland, 
Virginia,  Florida,  Colorado  and  Arkansas. 

o    State  agencies  which  have  received  cmd  completed  contracts 

totaling  $400,000,  conducted  1,717  investigations,  13  statewide 
consumer  awareness  programs,  and  recovered  $400,259  for 
defrauded  consiomers  during  contract  period.   Four  contracts  are 
still  in  progress. 
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HIGHWAY  SAFETY  PROGRAM 

Highlights  Statement 

This  section  of  NHTSA's  budget  describes  the  activities  which 
form  the  cornerstone  of  the  national  highway  safety  program. 
These  activities  provide  the  bridge  between  conducting  research 
and  demonstrating  the  effectiveness  of  new  measures  in 
operational  environments  and  transition  into  permanent  use  in 
State  and  local  programs.   If  a  demonstration  and  evaluation 
confirm  effectiveness,  these  new  countermeasures  are  transferred 
to  States  and  communities  where  they  become  candidates  to  be 
implemented  statewide  through  the  Section  402  State  and  Community 
Grant  Progreun  and  other  funding  mechanisms. 

The  primary  objective  of  NHTSA's  highway  safety  program  is  to 
reduce  crashes,  prevent  injuries  and  save  lives,  by  improving 
human  behavior.   Motor  vehicle  crashes  remain  the  number  one 
cause  of  death  for  persons  ages  5-32  and  the  leading  cause  of 
serious  injury.   Motor  vehicle  crashes  are  serious  public  health 
and  economic  problems.   For  example,  motor  vehicle  crashes, 
injuries  and  fatalities  cost  U.S.  society  approximately 
$138  billion  annually  in  medical  costs,  property  damage,  lost 
productivity  and  other  direct  costs.   Alcohol -related  crashes 
alone  cost  society  $46  billion  per  year.   The  medical  costs  of 
motor  vehicle  injury  are  estimated  to  be  over  $14  billion 
annually.   Nearly  30  percent  of  these  costs,  over  $4  billion,  is 
paid  by  Medicare  and  Medicaid. 

Reductions  in  death  and  injury  from  motor  vehicle  crashes  would 
help  contain  health  care  costs  and  reduce  the  tax  load  needed  to 
support  the  government  health  care  system,  as  well  as  reduce  time 
lost  from  work,  lower  public  assistance  payments  for  injury 
victims  and  their  families,  and  diminish  personal  suffering. 
About  70,000  lives  have  been  saved  over  the  past  10  years  by 
reducing  impaired  driving  and  increasing  safety  belt  use,  saving 
over  $50  billion  in  direct,  out-of-pocket  costs.   For  each  life 
saved  and  associated  injuries  prevented,  society  saves 
$2.2  million.   By  making  modest  gains  in  highway  safety,  the  tax 
savings  alone  are  hundreds  of  millions  of  dollars. 

Numerous  studies  of  crash  causation  have  shown  that  driver 
related  factors  account  for  90  percent  of  these  crashes.   An 
effective  highway  safety  program  is  key  to  reducing  both  crashes 
and  costs.   In  fact,  NHTSA's  entire  budget  can  be  justified  on 
the  basis  of  tax  savings  and  reductions  in  Medicare  and  Medicaid 
payments  that  result  from  the  agency's  highway  safety  programs. 

Consistent  with  the  FY  1994  budget  request  to  Congress,  NHTSA's 
FY  1995  Highway  Safety  Program  budget  is  presented  in  five 
categories:   Alcohol,  Drug  and  State  Programs;  the  National 
Occupant  Protection  Program;  Enforcement  and  Emergency  Services; 
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Highway  Safety  Research;  and  State  Motor  Vehicle  Services.   Each 
program  area  is  justified  in  detail . 

There  are  major  new  thrusts  to  the  Highway  Safety  Program  that 
cut  across  the  five  budget  categories.   These  thrusts  have  become 
technologically  mature  and  are  now  ready  for  further  refinement, 
development,  demonstration  and  implementation.   It  is  expected 
that  these  new  areas  will  constitute  an  increasingly  important 
part  of  NHTSA's  Highway  Safety  Program  activities. 

Secretary's  Goals 

Secretary  Pena  has  set  two  important  traffic  safety  program  goals 
for  the  nation:   NHTSA  will  undertake  programs  to  reduce  alcohol - 
related  fatalities  to  43  percent  and  increase  safety  belt  use  to 
75  percent  by  the  end  of  1996.   In  FY  1995,  the  agency  will 
launch  a  new  combined  Impaired  Driving/Occupant  Protection 
Program  (developed  during  FY  1994  in  cooperation  with  the  States 
and  major  highway  safety  organizations)  to  address  these  goals. 
At  the  heart  of  this  new  program  will  be  three  components: 

1)  public  information  and  education  (PI&E)  to  increase  awareness 
and  understanding  of  the  need  for  concerted  program  action; 

2)  legislative  program  assistance  to  help  States  enact  laws  that 
can  bring  about  significant  and  lasting  changes  in  motorists' 
attitudes  and  behavior  regarding  impaired  driving  and  seat  belt 
usage;  and  3)  enforcement  program  strategies  to  ensure  widespread 
public  compliance  with  the  laws.   By  combining  the  two  programs, 
which  have  traditionally  relied  upon  the  same  basic  program 
strategies  of  persuasive  education,  sensible  traffic  laws,  and 
strict  enforcement  of  those  laws.  State  and  local  governments 
will  be  able  to  make  more  efficient  use  of  their  scarce 
resources.   Instead  of  conducting  a  special  campaign  to  curb 
drunk  driving  one  month  and  to  increase  belt  use  the  next,  the 
combined  campaign  will  provide  the  basic  framework,  program 
strategies  and  materials  for  combining  these  efforts  whenever  and 
wherever  possible. 

Speed  Control 

Exceeding  posted  speed  limits  and  driving  too  fast  for  conditions 
represent  continuing  problems  on  our  highways.   In  1990, 
approximately  34  percent  of  all  fatal  crashes  were  speed- related. 
All  speed-related  crashes  cost  society  in  excess  of  $10  billion 
dollars  per  year.   A  10  percent  reduction  in  speed- related 
fatalities  would  result  in  saving  approximately  1,500  lives  per 
year  and  reducing  societal  costs  by  over  $3  billion  each  year, 
when  related  injury  reductions  are  also  included.   Studies  have 
shown  that  travel  speeds  are  steadily  increasing.   To  address 
this  problem,  the  agency  will  develop  a  far-reaching  speed 
control  and  enforcement  prograim.   Funding  for  FY  1995  will  permit 
a  speed  control  demonstration  project.   Research  programs  will 
address  the  speed- related  crash  problem,  effectiveness  of 
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efficient  enforcement  techniques  and  identification  of  dangerous 
driving  behavior.   A  targeted  public  information  and  education 
campaign  will  be  created  utilizing  new  multimedia  materials  that 
explain  the  dangers  of  speed.   Finally,  a  joint  effort  with  the 
Federal  Highway  Administration  (FHWA)  will  incorporate  a 
multifaceted  speed  control  and  corridor  safety  program. 

Youth 

Young  drivers  ages  15-20  continue  to  be  over- represented  in 
motor- vehicle  crashes  compared  to  the  general  driving  population. 
In  1990,  driver  crash  rates  and  fatality  rates  were  higher  for 
this  age  group  than  for  all  but  the  oldest  drivers.   While  recent 
data  indicate  that  drinking  and  driving  have  decreased  for  youth, 
drivers  under  21  are  still  over- involved  in  alcohol -related 
crashes.   In  addition,  safety  belt  use  among  this  age  group  is 
lower  than  for  the  general  piablic. 

This  program  will  focus  on  three  overall  complementary 
strategies:   education  and  awareness;  legislation  and 
enforcement;  and  provisional  licensing  for  young  drivers. 
Education  and  awareness  programs  will  be  directed  at  youth  in 
schools  and  the  workplace.   An  awareness  program  will  continue  to 
be  implemented  for  adolescents  and  pre-drivers  focusing  on  the 
use  of  safety  belts,  and  pedestrian  and  bicycle  issues.   Outreach 
to  national  organizations  that  serve  this  population  will 
continue  and  expand,  and  student  programs  will  continue  to  be 
developed.   Materials  and  program  strategies  for  underserved  sub- 
populations  will  be  developed  and  tested.   Enforcement  and 
legislation  efforts  will  include  zero  alcohol  tolerance  for  young 
drivers  and  promoting  special  enforcement  techniques  for  young 
drivers.   NHTSA  will  complete  the  provisional  licensing 
demonstration  project  evaluation  and  will  promote  this  program  in 
the  states.   Safety  belt  information  will  be  included  in  all  law 
enforcement  outreach  efforts.   Assistance  will  be  available  to 
help  states  in  passing  and  upgrading  laws  such  as  zero  tolerance 
and  occupant  protection  laws. 

Older  Drivers 

Older  driver  traffic  fatality  rates,  computed  on  the  basis  of 
miles  travelled,  rank  second  only  to  drivers  16-19  years  old. 
The  number  of  drivers  over  70  will  increase  significantly  by  the 
year  2000. 

Most  older  persons  compensate  to  various  degrees  for  the  effects 
of  aging,  for  example,  by  limiting  their  driving  to  situations  in 
which  they  believe  that  they  can  drive  safely.   Part  of  NHTSA' s 
program  is  to  provide  informative  materials  to  aid  these  drivers 
in  making  appropriate  decisions  about  limiting  their  driving. 
However,  some  older  persons  do  not  appropriately  self -regulate 
their  driving.   To  bring  these  persons  to  the  attention  of 
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licensing  agencies,  NHTSA  will  provide  guidelines  to  individuals 
in  contact  with  them  (e.g.,  feimily,  physicians,  and  law 
enforcement  officers)  on  how  to  refer  them  to  the  departments  of 
motor  vehicles  in  the  States.   NHTSA  will  also  provide  licensing 
agencies  with  iir^jroved  performance  assessment  procedures  in  order 
to  make  sound  licensing  decisions. 

Pedestrian  Safety 

Pedestrian  fatalities  constitute  about  16  percent  of  the  annual 
traffic  fatalities,  or  5,801  fatalities.   Economic  costs  to 
society  due  to  pedestrian  fatalities  are  estimated  at  $4  billion. 
Fatal  crash  data  consistently  show  36  percent  of  fatally  injured 
pedestrians  impaired  at  a  blood-alcohol  content  (BAG)  of  0.10 
percent  or  higher,  and  an  additional  6  percent  with  a  positive 
BAG  reading.   A  new  initiative  will  begin  addressing  the  alcohol 
impaired  pedestrian,  based  upon  strategies  and  countermeasures 
developed  in  a  research  program  which  ends  in  late  FY  1994. 
Older  adults  ages  65  and  over,  while  comprising  12  percent  of  the 
country's  population,  account  for  9  percent  of  the  total 
pedestrian  crashes  but  22  percent  of  the  fatalities.   As  a  group, 
older  adults  are  three  times  more  likely  to  be  killed  in  a 
pedestrian  crash  than  an  adult  in  the  20-64  age  group.   Two 
demonstration  programs  aimed  at  improving  older  adult  pedestrian 
safety  will  be  initiated  in  large  cities  with  a  large  elderly 
population. 

Records  and  Licensing 

Improved  systems  of  traffic  records  and  driver  licensing  are 
crucial  to  planning  safety  programs,  measuring  program 
performance  relative  to  reduced  fatal  and  injury  crashes,  and 
dealing  with  problem  drivers.   States  should  utilize  the  latest 
hardware  and  software  technologies  in  data  collection  and 
analysis  to  ensure  that  highway  safety  program  decisions  are 
based  on  the  most  accurate,  current  and  available  data,  resulting 
in  the  most  efficient  and  effective  use  of  scarce  resources. 
State  licensing  and  judicial  officials  should  use  the  best  data 
and  the  latest  knowledge  and  procedures  for  identifying  and 
sanctioning  repeat  offenders,  and  for  sanctioning  and  counselling 
young  and  older  offenders.   Further,  ISTEA  specifically  calls  for 
improved  state  data  systems  as  part  of  its  Safety  Management 
System  provisions,  linked  data  and  more  uniform  data  reporting. 

The  goal  of  this  program  is  to  assist  the  states  in  upgrading 
their  records  systems  through  improved  planning,  technical 
assistance,  demonstrations  and  the  use  of  the  latest  hardware  and 
software  technology  for  accident  and  emergency  medical  data 
reporting  and  use.   We  will  continue  to  promote  state  provisional 
licensing  programs  for  novice  drivers.   We  also  will  work  with 
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the  states  to  iit^jlement  the  latest  practices  and  procedures  in 
dealing  with  the  older  driver,  with  full  consideration  for  safety 
and  continuing  mobility. 
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HIGHWAY  SAFETY  PROGRAM 

Summary  of  Budget  Recruirements 

Increase  (+) 
FY  1994     FY  1995      or 
Appropriation  Request   Decrease  (-) 


Positions: 

Use  of  Funds; 

Salaries  &  Expenses 
Operating  Expenses 
Contract  Program 
Total,  Hvry.    Safety 

Source  of  Funds: 
OtR  Trust 

Grant  Administration 
Total,  Hwy.  Safety 
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(Dollars  in  Thousands) 
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$14,968 

$15,550 

••-$582 

2,344 

2,661 

+317 

23. 1^2 

22.328 

-834 

40,474 

40,539 

65 

34,431 

34,381 

-50 

6.043 

§.159 

115 

40,474 


40,539 


65 
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HIGHWAY  SAFETY  PROGRAM 
Contract  Program  Summary 

FY  1993         FY  1994      FY  1995 
Appropr iat  ion  Appropriation  Request 

(Dollars  in  Thousands) 
ALCOHOL,  DRUG  &  STATE  PGMS . 

Alcohol  Program  $4,219  $6,125      $6,767 
Drug  Evaluation  & 

Classification  2,800  2,800       1,530 

Pedestrian  &  Bicycles  385  428         594 

Motorcycle  Programs  393  350         345 
Subtotal,  Ale, 

Drug  &  State  7,797  9,703       9,236 

NATL.  OCCUPANT  PROTECTION  PGMS. 
Piiblic  Information 

&  Education  2,101        2,101       2,213 

Belt  Law  Compliance  1,282        1,282       1,704 

Target  Population  Ed.        1,300        1,325       1,321 

Evaluation  &  Technology 

Sharing  404  404         451 

Subtotal,  National 

Occupant  Protection       5,087        5,112       5,689 

ENFORCEMENT  &  EMERGENCY  SVCS . 

Police  Traffic  Serv.         1,203        1,225       1,209 
Emergency  Med.  Serv.        1. 543  614         769 

Subtotal ,  Enforcement 
&  EMS  2,746         1,839        1,978 

HIGHWAY  SAFETY  RESEARCH 
Alcohol  &  Drugs 
Occupant  Protection 
Older  Driver  Research 
Pedestrian  &  Bicyclist 
Speed  &  Unsafe  Driving 
Subtotal 
Hwy.  Saf.  Res.  4,347        4,368       4,095 

STATE  MOTOR  VEHICLE  SERVICES 
Records  &  Licensing 
Hwy.  Saf.  Information 

Management  Sys. 
Model  Accounting 
Record  Sys. 
Subtotal,  State  Motor 

Vehicle  Services 

JACKSON  MEMORIAL 
TOTAL : 


2,245 

2 

,262 

2,006 

972 

972 

670 

496 

500 

444 

258 

258 

355 

376 

376 

620 

238 

1,140 

1,330 

500 

0 

0 

1.000 

1.000 

Q 

1,738 

2,140 

1,330 

2.250 
23,965 

0 
23,162 

0 
22,328 
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ALCOHOL,  DRUG  AND  STATE  PROGRAMS 

FY  1993         FY  1994      FY  1995 
Appropriation  Appropriation  Request 

(Dollars  in  Thousands) 

Alcohol  Program  $4,219  $6,125     $6,767 

Program  Ob-jective 

The  Alcohol  Program's  objective  is  to  reduce  substantially  the 
number  of  alcohol -related  traffic  crashes,  injuries,  and 
fatalities.   In  1992,  alcohol -related  crashes  killed  17,699 
people,  injured  one  million  more,  and  cost  society  $46  billion. 

NHTSA  has  made  substantial  progress  over  the  past  decade.   The 
17,699  deaths  in  1992  are  down  from  22,084  in  1990  and  25,170  in 
1982.   Alcohol  was  involved  in  46  percent  of  fatal  crashes  in 
1992,  down  from  50  percent  in  1990  and  57  percent  in  1982.   If 
alcohol  were  still  involved  at  the  1982  level,  more  than  3,500 
additional  persons  would  have  died  on  the  nation's  highways  in 
1992,  and  highway  crash  costs  would  have  been  $8.9  billion 
greater. 

The  Secretary  has  challenged  NHTSA  to  reduce  alcohol -related 
fatalities  even  further,  to  43  percent  by  the  end  of  1996,  at  the 
same  time  that  we  raise  safety  belt  use  to  75  percent  nationwide. 
The  alcohol  goal  alone  will  save  an  additional  2,300  lives  and 
$5.8  billion  annually.   The  goal  will  not  be  easy  to  meet:   our 
programs  must  increasingly  reach  high-risk  drinking  drivers  while 
maintaining  the  gains  made  to  date.   NHTSA' s  comprehensive 
alcohol -belt  program  follows  a  sound,  research-based  program  to 
achieve  this  goal . 

Program  Description 

Our  alcohol  program  is  based  on  two  fundamental  strategies, 
information- education  and  laws -enforcement -sanctions,  that  are 
designed  to  work  together.   Data  show  that  strict  laws  that  are 
well -publicized,  enforced  effectively  by  police,  and  backed  up  by 
meaningful  sanctions,  reduce  alcohol -related  casualties.   Our 
programs  support  (1)  easily-understood  laws  prohibiting  alcohol- 
impaired  driving  (such  as  .08  BAG),  (2)  effective  enforcement 
that  detects  impaired  drivers  and  is  visible  to  the  public  (such 
as  checkpoints) ,  (3)  swift  and  sure  sanctions  for  impaired 
drivers  (with  increasingly  severe  sanctions  for  repeat 
offenders) ,  and  (4)  effective  publicity  for  impaired  driving 
laws,  enforcement,  and  sanctions. 

Information- education  programs  use  public  health  strategies  to 
encourage  safe,  healthy  behavior.   Our  programs  include 
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activities  to:   (1)  influence  pviblic  attitudes  about  drinking  and 
driving;  (2)  assess  whether  impaired- driving  offenders  have 
alcohol -use  problems  and  refer  them  to  appropriate  treatment; 
(3)  encourage  alcohol  servers  to  be  responsible  for  their  patrons 
through  server  training  programs;  and  (4)  encourage  employers  to 
promote  healthy  and  safe  driving  behavior  through  worksite 
programs . 

Our  new  initiatives  expand  upon  these  fundamental  strategies  in 
two  ways.   First,  we  are  combining  alcohol  and  safety  belt 
activities,  both  enforcement  and  education,  wherever  feasible. 
Many  states  and  communities  already  have  used  and  strongly 
support  combined  programs  for  their  synergistic  effects  and 
economies  of  scale.   In  addition,  combined  programs  will  keep  the 
Secretary's  two  goals  continually  at  the  fore.   Second,  we  will 
use  peer- to -peer  spokespersons  to  inform,  advocate,  and  support 
our  programs,  especially  alcohol  and  belt  law  enforcement.   Our 
recent  safety  belt  campaign  showed  clearly  how  effective  these 
peer-to-peer  contacts  are  in  spreading  our  programs  throughout 
the  country. 

FY  1994  Program 

In  FY  1994  we  will  continue  our  basic  strategy  with  two  special 
emphases:   youth  and  special  populations.   While  drinking  and 
driving  has  decreased  even  faster  for  youth  than  for  adults, 
drivers  under  21  are  still  over- involved  in  alcohol -related 
crashes.   Extensive  evidence  demonstrates  that  both  alcohol  sale 
and  drinking -driving  laws  are  not  well  enforced  for  youth.   We 
will  complete  a  model  youth  community  alcohol  program 
demonstration  in  Washington,  D.C.  and  will  dociament  and  evaluate 
the  program  for  use  by  other  communities.   We  will  conduct 
workshops  to  train  local  police  in  effective  methods  of  enforcing 
laws  prohibiting  underage  drinking  and  driving.   We  will  develop 
worksite  traffic  safety  programs  and  policies  for  younger  workers 
through  NETS,  our  public -private  coalition.   And  we  will  develop 
public  information  especially  targeted  to  youth,  using  media 
approaches  that  appeal  to  them  ($1,285  thousand). 

As  impaired  driving  crashes  decrease  overall,  we  must  carefully 
target  our  programs  to  address  over- represented,  hard-to-reach 
and  culturally  diverse  populations.   Hispanics,  the  fastest 
growing  population  in  the  U.S.,  have  DWI  arrest  rates  much  higher 
than  those  of  the  general  population.   Seventy- five  percent  of 
Native  American  drivers  killed  in  crashes  had  been  drinking.   In 
FY  1994  we  will  form  partnerships  with  three  ethnic  and  cultural 
organizations  to  address  drinking  and  driving.   We  will  combine 
our  knowledge  of  traffic  safety  with  their  knowledge  of  the 
specific  groups  to  develop  pilot  programs  arising  from  the 
groups'  real  problems  and  needs  using  their  own  advice  on 
strategies  ($600  thousand) . 
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At  the  same  time,  we  will  continue  our  base  program  to  maintain 
the  gains  we  have  made.   To  improve  impaired  driving  enforcement 
we  will  complete  development  of  an  in- vehicle  video  taping  course 
for  police.   We  will  use  our  FY  1992 -FY  1993  Harvard  study 
research  results  to  focus  our  Ad  Council  alcohol  safety  messages 
and  direct  them  to  specific  high  risk  target  audiences.   We  will 
continue  to  provide  public  relations  assistance  to  the  States  to 
support  their  individual  impaired  driving  programs .   Our 
cooperative  corporate  education  program,  NETS,  will  expand  to 
over  1,000  companies  and  will  be  largely  self-sufficient. 
We  will  continue  our  use  of  the  sports  personalities  and 
television  time  donated  through  Techniques  for  Effective  Alcohol 
Management  (TEAM) ,  our  coalition  with  sports  leagues,  facilities, 
and  media,  to  reach  millions  of  young  males  and  other  sports  fans 
each  year  with  increasingly  effective  messages.   We  will  continue 
technical  assistance  and  training  for  judges  and  prosecutors 
through  the  National  Traffic  Law  Center  at  the  National  District 
Attorneys  Association.   And  we  will  develop  a  model  DWI  tracking 
system  to  assist  the  courts  in  effectively  managing  impaired 
driving  offenders.   In  all  areas,  we  will  combine  our  efforts 
with  safety  belt  use  education  and  enforcement  whenever  practical 
($4,240  thousand). 

FY  1995  Request 

Our  FY  1995  program  will  extend  the  FY  1994  strategies  by  fully 
implementing  our  combined  alcohol  and  safety  belt  program,  by 
using  peer-to-peer  spokespersons  to  spread  the  program,  and  by 
increasing  our  activities  targeted  to  special  populations. 
Approximately  10  states  will  receive  funds  for  a  peer-to-peer 
spokesperson  to  promote  alcohol  and  belt  programs,  especially 
enforcement  activities,  to  elected  officials  in  urban  areas. 
This  program,  modeled  after  the  very  successful  Operation  Buckle 
Down  police  spokespersons,  is  needed  to  overcome  the  problems 
states  face  in  selling  traffic  safety  programs  to  large  cities. 
We  will  conduct  workshops  for  the  states  to  present  the  latest 
research  on  effective  strategies  for  reaching  diverse  cultural 
populations  --  Native  American,  African  American,  Hispanic,  and 
Asian  American  --  and  to  showcase  successful  state  and  community 
programs.   We  will  continue  our  partnerships  with  cultural  groups 
to  develop  complete  targeted  traffic  safety  progrcuns  with  these 
groups  ($1,110  thousand). 

We  will  continue  our  FY  1994  youth  emphasis  by  completing  and 
evaluating  the  state  provisional  licensing  demonstration, 
encouraging  states  to  close  loopholes  in  their  alcohol  sale  and 
purchase  laws  for  minors,  and  assisting  them  in  enforcing  these 
laws  effectively.   We  will  promote  the  model  community  youth 
alcohol  program  based  on  the  results  of  the  Washington  area 
demonstration.   Through  NETS  (Network  of  Employers  for  Traffic 
Safety)  we  will  implement  worksite  traffic  safety  progrcims 
directed  especially  at  youth  not  attending  college.   We  will  pay 
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special  attention  to  inner- city  youth.   We  will  work  closely  with 
the  Departments  of  Justice,  Education,  and  Health  and  Human 
Services  in  these  activities  ($1,370  thousand). 

We  will  continue  to  assist  states  in  passing  priority  alcohol 
laws,  including  administrative  license  revocation,  .08  BAG  for 
adults,  and  zero  tolerance  for  youth.   We  will  demonstrate  the 
validity  of  Standardized  Field  Sobriety  Testing  methods  at  BAG 
levels  below  0.10,  further  evaluate  the  effects  of  zero  tolerance 
laws  for  youth,  assess  and  evaluate  the  impact  of  community 
service  sanctions  for  DWI  and  demonstrate  newly- validated 
screening  instruments  for  detecting  problem  drinkers  who  should 
be  referred  to  alcohol  treatment.   We  will  complete  a  statewide 
demonstration  of  effective  sobriety  checkpoints.   We  will 
continue  information,  technical  assistance,  and  training  for 
judges  and  prosecutors  to  implement  recommendations  of  Traffic 
Safety  Summit  II  ($1,965  thousand). 

We  will  continue  our  public  information  activities  through  Ad 
Gouncil,  TEAM,  and  Drunk  and  Drugged  Driving  Awareness  Month. 
Each  of  these  collaborative  programs,  with  public  and  private 
sector  organizations,  multiplies  our  resources  many  times.   We 
will  continue  to  work  cooperatively  with  MADD  and  other  citizen 
traffic  safety  groups.   We  also  will  continue  limited  data 
collection  on  impaired  drivers  involved  in  both  fatal  and  non- 
fatal crashes,  to  provide  the  knowledge  base  needed  for  even 
greater  impaired  driving  reductions  ($1,922  thousand). 

Through  a  cooperative  effort  with  the  National  Center  for  Health 
Statistics,  we  will  complete  a  study  on  fatal  crashes  involving 
impaired  drivers.   This  will  provide  data  on  which  to  build  our 
next  generation  of  alcohol  countermeasures .   Finally,  we  will 
begin  to  identify,  assess,  and  evaluate  the  potential  highway 
safety  benefits  of  "smart  card"  technology  for  driver  licenses, 
which  may  allow  up-to-date  and  accurate  licensing  information  to 
be  instantly  available  to  police  at  roadside  ($400  thousand) . 

Accomplishments 

o    Continued  successful  public  information  campaigns  through 
the  Ad  Gouncil  and  TEAM. 

o  Conducted  the  annual  National  Drunk  and  Drugged  Driving  (3D) 
Prevention  Month  campaign.  Distributed  60,000  copies  of  the 
Program  Planner  to  states,  communities,  and  organizations. 

o    Completed  a  model  state  DWI  tracking  system. 

o    Implemented  Youth  Enforcement  Workshops  in  more  than  10 
states,  to  train  police  management  in  effective  underage 
drinking  and  driving  law  enforcement  strategies . 
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Developed  and  iitplemented  model  criminal  justice  system 
programs  in  several  communities  to  address  the  enforcement 
of  underage  drinking  and  in^aired  driving  laws  as  they 
impact  the  entire  system. 

Began  pilot  program  development  to  address  impaired  driving 
issues  in  diverse  populations. 

Delivered  Standardized  Field  Sobriety  Testing  (SFST) 
training  to  4,875  officers,  a  150  percent  increase  over 
1992. 

Supported  legislative  activities  in  1993  resulting  in  the 
passage  of  Administrative  License  Revocation  laws  in  4 
States,  .08  BAG  in  5  States,  and  zero  tolerance  for  youth 
laws  in  4  States. 
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ALCOHOL,  DRUG  AND  STATE  PROGRAMS 

FY  1993         FY  1994      FY  1995 
Appropriation  Appropriation  Request 

(Dollars  in  Thousands) 

Drug  Evaluation  and 

Classification  Program      $2,800         $2,800      $1,530 

Program  Objective 

The  program  objective  is  to  reduce  the  incidence  of  drug- impaired 
driving  through  four  broad  activities.   First,  we  assist  States 
and  communities  in  establishing  Drug  Evaluation  and 
Classification  (DEC)  programs  that  train  police  officers  to 
identify  drivers  who  are  impaired  by  drugs  other  than  alcohol. 
Second,  we  train  prosecutors  and  judges  so  that  offenders  are 
prosecuted  and  appropriately  sanctioned.   Further,  we  deter  drug- 
impaired  driving  through  a  national  public  information  and 
education  campaign  that  warns  of  the  dangers  of  drug- impaired 
driving  and  advertises  that  specially  trained  police  officers 
will  detect  and  apprehend  offenders.   Fourth,  we  develop  new 
technology  for  evaluating  suspected  drug- impaired  drivers  quickly 
and  accurately,  and  we  continually  re-evaluate  and  refine  the 
drug  evaluation  procedures  to  make  them  more  effective  and 
efficient. 

Program  Description 

The  DEC  process  is  a  standardized  and  systematic  means  of 
examining  a  suspected  impaired  driver  to  determine:  (a)  whether 
the  suspect  is  impaired;  if  so,  (b)  whether  the  impairment  is 
drug  related;  and  if  so,  (c)  the  broad  categories  of  drugs  likely 
to  have  caused  the  impairment .   The  evidence  developed  during  the 
DEC  evaluation  is  used  to  prosecute  and  sanction  drugged  drivers. 
For  this  aspect  of  the  program,  training  for  law  enforcement 
officers  and  prosecutors  has  been  key.   Our  major  goal  has  been 
to  establish  DEC  training  programs  as  quickly  as  practical  in  as 
many  States  as  possible.   Currently,  programs  are  underway  in  24 
States  and  the  District  of  Columbia.   By  the  end  of  FY  1994,  our 
plan  projects  the  program  to  be  operational  in  27  States.   To 
accomplish  this,  NHTSA  provides  instructors  and  materials  for 
conducting  the  training. 

Evaluation  is  a  key  component  of  the  program.   NHTSA  is 
evaluating  the  DEC  process  in  an  effort  to  improve  the  techniques 
used  to  make  it  more  efficient  for  the  police  officer  to  detect 
offenders  and  enhance  the  prosecution  of  drugged  drivers.   The 
success  of  program  sites  is  being  studied  so  that  the  reasons  for 
success  can  be  shared  with  other  sites  and  built  into  new 
programs . 
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FY  1994  Program 

In  FY  1994  we  will  con^lete  cooperative  research  with  NIDA  to 
validate  and  simplify  DEC  examination  procedures.   We  also  will 
complete  our  evaluation  of  new  technological  methods  that  promise 
to  detect  drug  presence  cjuickly  and  economically  in  drivers  who 
appear  to  be  impaired.   We  will  continue  training  judges  and 
prosecutors  in  DEC  sites,  to  support  police  arrests  of  drug- 
impaired  drivers.  We  will  continue  national -level  publicity  on 
driving  under  the  influence  of  drugs  ($1,905  thousand). 

During  FY  1994,  responsibility  for  managing  the  DEC  training 
program  will  be  fully  transferred  to  the  NHTSA  regional  offices, 
as  authorized  in  Section  2006  of  ISTEA.   In  addition,  a  major 
research  program  to  validate  DEC  procedures  and  streamline  the 
DEC  investigation  will  be  coiqsleted.   DEC  regional  training  funds 
will  be  used  for  state  grants  to  support  institutionalization  of 
DEC  in  state  agencies  and  transition  to  state  funding  for 
management  of  DEC  operations.   As  the  DEC  program  expernds  in  each 
state,  the  state  will  gradually  take  on  full  responsibility  for 
its  operation  and  NHTSA  funding  will  decrease  ($895  thousand) . 

FY  1995  Request 

FT  1995  marks  a  major  change  in  the  DEC  program.   Through 
FY  1994,  substantial  NHTSA  funding  was  needed  to  assist  states  in 
ixr5>lementing  their  DEC  prograuns.   By  FY  1995,  this  period  of 
rapid  expansion  into  new  states  will  end.   Most  states  with  high 
drug- impaired  driver  populations  will  have  estedalished  DEC 
programs.   Many  states  will  be  completely  self-sufficient;  the 
remainder  need  relatively  minor  federal  assistance. 

The  DEC  program  can  now  be  supported  fully  with  a  budget  of  $1.53 
million,  a  reduction  of  $1.27  million  from  the  FY  1994 
appropriation.   These  funds  will  continue  program  support  as 
identified  below. 

We  will  provide  funding  for  regional  technical  support  to  those 
States  that  are  in  their  final  year  of  reaching  self-sufficiency, 
euid  to  support  opportunities  for  the  DEC  State  coordinators  to 
meet  regionally  to  discuss  program  inclement at ion  and  resource 
issues.   We  will  continue  prosecutor  and  judge  training  in  DEC 
sites  and  will  continue  national -level  piablic  information  to  warn 
the  public  aJsout  the  dcuigers  of  driving  under  the  influence  of 
legal  or  illegal  drugs.   We  will  complete  an  extensive  checkpoint 
demonstration  to  detect  drivers  in^aired  by  drugs  or  alcohol 
($830  thousand) . 

In  a  new  initiative,  we  will  conduct  legal  research  to  identify 

emd  document  legal  obstacles  to  convicting  drug- in5>ai red  drivers. 

This  research  will  determine  whether  a  full  DEC  evaluation  is 

needed  if  a  driver's  driving  behavior  provides  reasoned>le 
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suspicion  of  impairment  and  if  a  chemical  test  confirms  the 
presence  of  an  impairing  drug.   We  will  develop  and  pilot  test  a 
revised  training  progrcim  for  drug  recognition  experts  based  on 
completed  research  validating  and  simplifying  the  DEC  procedures. 
Curricula  materials  developed  as  a  result  of  this  effort  will  be 
made  available  to  the  states  through  existing  DEC  programs  within 
the  states  ($450  thousand) . 

We  will  pilot  test  and  evaluate  a  screening  instrument  for  drug- 
impaired  drivers  to  identify  if  they  should  be  referred  for 
treatment  in  addition  to  their  sanctions  for  their  impaired 
driving  conviction  ($250  thousand) . 

Accomplishments 

o    As  of  December  1993,  24  states  and  the  District  of  Columbia 
have  implemented  DEC  programs  in  300  law  enforcement 
agencies.   Approximately  650  DEC  instructors  and  3,500  Drug 
Recognition  Experts  (DREs)  have  been  trained. 

o    Completed  a  Phase  I  of  a  major  study  using  human  subjects  to 
evaluate  the  predictive  validity  of  each  of  the  DEC 
evaluation's  major  coir^jonents.   Used  the  results  to  begin 
developing  a  simplified,  shorter,  and  more  easily  learned 
DEC  evaluation  procedure  for  police. 

o    Provided  public  information  and  education  regarding  the 
dangers  of  drugged -driving,  and  the  DEC  program  to 
television,  radio,  and  print  media. 

o    Implemented  the  DEC  Regional  Coordinator  Program  to  provide 
regionalized  technical  support  and  training  coordination 
directly  to  the  states. 
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ALCOHOL,  DRUG  AND  STATE  PROGRAMS 

PY  1993         FY  1994      FY  1995 
Appropriation  Appropriation  Request 

(Dollars  in  Thousands) 

Pedestrians  and 

Bicycles  $385  $428        $594 

Proorcun  Objective 

The  basic  program  objectives  are  to  reduce  pedestrian  and 
bicyclist  casualties  by  increasing  the  number  of  jurisdictions 
that  include  pedestrian  and  bicycle  safety  activities  in  their 
traffic  safety  programs.   Special  objectives  are  to  reduce  the 
number  of  impaired  pedestrian  casualties;  improve  the  safety  of 
elderly  pedestrians  through  environmental  and  behavioral 
programs;  and  to  increase  the  usage  of  bicycle  helmets  through  a 
national  usage  can^aign. 

Program  Description 

Pedestrian  and  bicycle  fatalities  constitute  about  16  percent  of 
the  annual  traffic  fatalities  or  6,642  fatalities.   Economic 
costs  to  society  due  to  pedestrian  fatalities  are  estimated  at 
$4.7  billion.   Fatal  crash  data  consistently  show  36  percent  of 
fatally  injured  pedestrians  impaired  with  BACs  of  0.10  percent  or 
higher  and  an  additional  6  percent  with  some  positive  BAG 
reading.   A  new  initiative  will  begin  addressing  the  alcohol 
impaired  pedestrian.   This  program  also  supports  joint  NHTSA/FHWA 
efforts  to  help  states  and  communities  develop  and  implement 
effective  pedestrian  safety  progrcims.   With  regard  to  bicycle 
programs,  research  shows  that  75  percent  of  all  bicycle  crashes 
involve  head  injuries  and  that  bicycle  helmets  are  85  percent 
effective  in  mitigating  these  injuries. 

FY  1994  Program 

Recent  Section  402  rulemaking  added  pedestrian  and  bicycle  safety 
as  a  national  priority  area.   In  FY  1994,  NHTSA  will  package  and 
distribute  results  from  pedestrian  and  bicycle  research  completed 
in  FY  1993  ($100  thousand) .   The  agency  will  continue  joint 
programs  with  FHWA  to  aid  jurisdictions  in  implementing  research- 
based  pedestrian  countermeasures  ($128  thousand) .   FHWA  and  NHTSA 
will  demonstrate  the  effectiveness  of  a  model  program  for  elderly 
pedestrians,  based  on  FY  1993  research  results  ($100  thousand) . 
Pedestrian  and  bicycle  Problem  Identification  Program  (PIP) 
training  will  be  provided  to  a  nximber  of  states  and  communities. 
Development  will  begin  on  an  education  program  for  underserved 
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populations.  Also  a  pedestrian  training  demonstration  program 
for  elementary  school  bus  riders,  based  on  research  to  be 
completed  in  FY  1993,  will  be  conducted  ($100  thousand). 

FY  1995  Recfuest 

One  new  initiative  will  be  launched  in  the  FY  1995  program.   It 
will  involve  three  demonstration  projects  to  reduce  the  incidence 
of  impaired  pedestrian  crash  casualties  for  groups  that  have 
shown  a  high  incidence  of  impairment  in  crashes  ($241  thousand) . 
This  initiative  will  be  based  upon  strategies  and  countermeasures 
developed  in  a  research  program  which  ends  in  late  FY  1994.   The 
joint  NHTSA/FHWA  pedestrian  safety  program  to  promote  the 
community-based  "Walk  Alert"  concept  will  begin  its  third  year 
($128  thousand) .   In  addition,  two  demonstration  programs  aimed 
at  improving  older  adult  pedestrian  safety  will  be  initiated- - 
each  in  large  cities  with  a  large  elderly  population  ($100 
thousand).   Also  in  this  year's  program  will  be  a  series  of 
Regional/state  technology  transfer  workshops  ($75  thousand) .   Key 
issues  such  as  the  Pedzone  project,  school  bus  safety,  the 
alcohol/pedestrian  program.  Walk  Alert,  Walking -through- the - 
Years,  the  PIP  data  base  program,  and  use  of  community  programs 
as  delivery  systems  will  be  addressed  in  these  workshops. 
FY  1995  will  also  be  the  second  year  of  a  three-year  program  to 
promote  bicycle  helmet  usage  ($50  thousand) . 

Accompl ishments 

o    Completed  major  revisions  to  the  "Walk  Alert"  pedestrian 
safety  program  manual .   Joined  with  AAA,  FHWA  and  the 
National  Safety  Council  to  promote  this  effective  safety 
program. 

o    In  conjunction  with  the  CPSC,  developed  a  bicycle  safety 

hang  tag  to  be  displayed  on  new  bicycles.  One  manufacturer 
includes  the  tag  on  each  bicycle  shipped. 

o    Began  a  three-year  program  with  the  National  Little  League 
to  reduce  bicycle  and  pedestrian  injuries  to  players  and 
coaches.   Will  reach  2.5  million  players  and  one  million 
adult  volunteers . 

o    Developed  a  pedestrian  strategies  manual  to  assist  police 
departments  in  addressing  pedestrian  safety  issues. 

o    Developed  a  NHTSA/FHWA  pedestrian  safety  resource  kit 

containing  information  on  behavioral  and  engineering  aspects 
of  pedestrian  safety  and  intended  for  local  safety  programs 
managers,  traffic  planners,  and  other  safety  professionals. 


HS-17 


I 


479 


Pioblished  a  bicycle  helmet  campaign  resource  manual  to 
assist  commxinities  in  planning  and  implementing  bicycle 
helmet  promotion  campaigns  or  to  upgrade  existing  bicycle 
programs . 
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ALCOHOL,  DRUG  AND  STATE  PROGRAMS 

FY  1993         FY  1994      FY  1995 
Appropriation  Appropriation  Request 

(Dollars  in  Thousands) 

Motorcycles  $393  $350       $345 

Program  Ob-iective 

The  basic  progrcun  objective  is  to  reduce  motorcyclist  casualties 
by  increasing  the  number  of  motorcyclists  who  are  properly 
licensed  and  who  wear  motorcycle  helmets.   A  new  eitphasis  is  to 
reduce  the  incidence  of  impaired  motorcyclists. 

Program  Description 

Motorcycle  fatalities  constitute  about  7  percent  of  the  annual 
traffic  fatalities,  or  2,808  fatalities.   Economic  costs  to 
society  due  to  motorcycle  fatalities  are  estimated  at  $2  billion. 
Forty- two  percent  of  fatally- injured  motorcyclists  are  either 
unlicensed  or  in^roperly  licensed. 

NHTSA  will  provide  technical  assistance  to  support  states  in 
their  efforts  to  pass  universal  motorcycle  helmet  use  laws.   In 
states  without  helmet  laws,  NHTSA  will  conduct  helmet  use 
promotions  in  cooperation  with  motorcycle  manufacturers  and 
dealers  and  with  safety  and  rider  organizations. 

With  the  enactment  of  recent  universal  helmet  laws,  large  numbers 
of  fake  or  novelty  helmets  are  being  sold  to  riders  who  oppose 
motorcycle  helmet  laws.   These  helmets  dilute  the  safety  benefits 
of  helmet  laws  and  they  encourage  challenges  to  such  laws.   This 
program  aims  to  identify  unsafe  helmets. 

FY  1994  Program 

The  use  of  motorcycle  helmets  is  the  most  effective  known 
countermeasure  for  reducing  motorcyclist  fatalities.   Universal 
helmet  use  laws  (i.e.,  those  that  cover  all  riders,  regardless  of 
age),  result  in  nearly  100  percent  compliance.   In  FY  1994,  the 
agency  will  continue  to  support  state  efforts  to  enact  universal 
helmet  laws  by  providing  technical  assistance  and  information  to 
counter  opponent  arguments  ($100  thousand) .   In  addition,  efforts 
will  be  made  to  increase  voluntary  helmet  use  in  states  without 
helmet  use  laws.   The  agency  also  will  support  educational 
efforts  with  dealers,  licensing  agencies,  and  motorcycle 
organizations  to  reduce  the  number  of  unlicensed  motorcyclists 
involved  in  traffic  crashes  ($100  thousand)  and  to  improve 
iir^aired  operator  detection  ($150  thousand)  . 

HS-19 


481 


FY  1995  Request 

FY  1995  will  mark  the  second  year  of  a  three-year  program 
designed  to  reduce  the  number  of  unlicensed  or  improperly 
licensed  motorcyclists  by  improving  enforcement  and  registration 
and  by  providing  information  to  motorcycle  dealers  and 
organizations  to  encourage  cyclists  to  become  properly  licensed 
($100  thousand) . 

The  FY  1995  program  will  address  the  problem  posed  by  the  use  of 
unsafe  helmets  by  providing  information  regarding  the  results  of 
helmet  tests,  training  programs  for  police  to  identify  unsafe 
helmets,  and  information  for  consumers  to  help  them  identify  such 
helmets  ($100  thousand) . 

The  agency  will  also  initiate  a  new  three-year  campaign  to  reduce 
fatalities  involving  alcohol -inpaired  motorcyclists  ($145 
thousand) .   Currently,  more  than  50  percent  of  motorcycle 
fatalities  involve  alcohol -impaired  cyclists.   The  campaign  will 
be  based  upon  public  information  and  enforcement  strategies 
developed  in  FY  1993  and  FY  1994. 

Funding  will  be  used  to  address  four  major  areas  in  motorcycle 
safety:   (1)  a  national  campaign  to  address  the  impaired 
motorcyclists;  (2)  the  second  year  of  a  three-year  program  to 
reduce  the  number  of  unlicensed  and  improperly  licensed 
motorcyclists;  (3)  technical  assistance  to  support  states  in 
their  efforts  to  enact  universal  motorcycle  helmet  use  laws;  and 
(4)  testing,  educational  and  regulatory  efforts  to  reduce  the 
growing  use  of  fake  or  novelty  motorcycle  helmets. 

Accomplishments 

o    Technical  information  and  assistance  has  been  provided  to 

six  states  (Oregon,  Nebraska,  Washington,  Texas,  California, 
and  Maryland) ,  each  of  which  enacted  a  law  requiring  all 
motorcyclists  to  wear  helmets. 

o    Despite  increased  exposure,  motorcycle  fatalities  have 

decreased  by  54  percent  since  1980.   Although  motorcycle 
registrations  decreased  by  14  percent  since  1975,  vehicle 
miles  travelled  have  increased  by  70  percent. 

o    A  training  program  has  been  developed  to  help  police 
officers  identify  alcohol -impaired  motorcyclists. 

o  A  prototype  training  program  has  been  developed  to  assist 
police  officers  in  identifying  motorcycle  helmets  that  do 
not  meet  Federal  Motor  Vehicle  Safety  Standard  218. 

o    A  resource  kit  has  been  developed  and  distributed  which 

contains  materials  covering  all  areas  of  motorcycle  safety. 
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NATIONAL  OCCUPANT  PROTECTION  PROGRAM 

PROGRAM  SUMMARY 

FY  1993         FY  1994      FY  1995 
Appropriation  Appropriation  Request 

(Dollars  in  Thousands) 

National  Occupant      $5,087  $5,112      $5,689 

Protection  Program 

Program  Ob-iective 

Increasing  the  use  of  safety  belts  and  child  safety  seats  is  one 
of  the  most  effective  means  available  for  reducing  deaths  and 
serious  injuries  resulting  from  traffic  crashes.   Although  much 
progress  was  made  from  1985  to  1990,  national  belt  use  remained 
below  50  percent.   Most  nations  with  belt  use  laws  had  use  rates 
averaging  70-90  percent.   NHTSA's  research,  demonstrations  and 
monitoring  of  foreign  and  domestic  progreuns  indicated  that 
publicized  enforcement  was  the  missing  link.   As  of  1990,  few 
states  had  mounted  significant  efforts  to  enforce  occupant 
protection  laws,  even  fewer  publicized  such  enforcement  efforts. 

The  National  "70%  by  '92"  Program,  initiated  by  NHTSA  in  1991, 
en^hasized  highly  publicized  enforcement,  accompanied  by 
statewide  media  progrsuns,  peer- to -peer  enforcement  outreach,  and 
efforts  to  upgrade  state  laws.   These  programs  resulted  in  an 
increase  in  the  national  use  rate  to  66  percent  by  the  end  of 
1993,  preventing  more  than  5,000  deaths  and  90,000  moderate- to- 
serious  injuries  annually. 

The  FY  1995  program  will  continue  to  use  this  effective  approach 
to  achieve  the  Secretary's  goal  of  increasing  seat  belt  use  to 
75  percent  by  1997.   It  will  support  periodic,  highly  visible 
enforcement  efforts.   The  national  public  information  caimpaign 
will  be  tailored  to  support  this  progreim.   Peer-to-peer  outreach 
will  be  expanded.   Underserved  populations  will  be  targeted  and 
efforts  will  continue  to  upgrade  existing  laws. 

Program  Description 

The  Occupant  Protection  Program  consists  of  four  major 
components:   Public  Information  and  Education;  Belt  Law 
Compliance;  Target  Population  Education;  and  Evaluation  and 
Technology  Sharing.   Each  activity  is  described  in  detail  on  the 
following  pages. 
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NATIONAL  OCCUPANT  PROTECTION  PROGRAM 

FY  1993         FY  1994      FY  1995 
Appropriation  Appropriation  Request 

(Dollars  in  Thousands) 

Pxibiic   Information  $2,101  $2,101  $2,213 

and  Education 

Program  Objective 

The  aim  of  this  program  component  is  to  generate  widespread 
support  for  seat  belt  and  child  safety  seat  law  enforcement 
efforts  and  to  increase  safety  belt  awareness  in  mainstream 
populations  and  in  non-user  populations  in  underserved  areas.   To 
sustain  the  current  safety  belt  use  levels  and  provide  for 
further  increases,  it  will  be  necessary  to  keep  the  public 
informed  about  law  enforcement  efforts  and  provide  reminders 
about  the  importance  of  "full-time"  safety  belt  use. 

Program  Description 

Public  information  and  education  is  a  key  element  in  the  combined 
DWI/BELTS  emphasis  program,  begun  in  FY  1994  in  response  to  the 
Secretary's  goals  to  increase  safety  belt  usage  and  to  reduce 
alcohol -impaired  driving.   In  moving  toward  these  two  national 
goals,  the  agency  will  develop  enforcement -related  and  general 
awareness  media  materials.   This  will  be  done  in  the  context  of  a 
"four  seasons"  approach  whereby  safety  messages  are  targeted  for 
each  of  the  four  seasons.   Messages  also  will  be  developed  for 
those  areas  of  the  country  where  usage  levels  are  well  below  the 
national  average  and  where  research  indicates  there  are  special 
information  needs. 

FY  1994  Program 

This  will  mark  initial  implementation  of  the  combined  DWI/BELTS 
campaign.   A  mass  media  effort  conducted  in  cooperation  with  the 
Advertising  Council  will  publicize  public  health  and  enforcement 
related  aspects  of  the  campaign  ($600  thousand) .   In  addition,  a 
new  multi-year  effort  will  be  initiated  to  provide  supplemental 
media  and  marketing  materials  for  reaching  populations  in  low-use 
areas  with  the  combined  campaign  ($600  thousand) .   There  will  be 
an  expansion  of  public  relations  and  coalition-building  activity 
to  increase  public  awareness,  particularly  of  issues  such  as  the 
need  to  wear  seat  belts,  even  in  air  bag- equipped  vehicles  and 
the  need  to  support  the  efforts  of  law  enforcement  to  increase 
seat  belt  and  child  seat  use  ($425  thousand) .   Finally,  support 
will  be  provided  for  special  media  and  promotional  events,  such 
as  National  Child  Passenger  Safety  Week  and  Buckle  Up  America 
Week  activities  ($476  thousand) . 
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FY  1995  Request 

This  will  mark  the  first  year  of  full -implementation  of  the 
combined  DWI/BELTS  program.   The  agency  will  continue  its 
cooperative  agreement  with  the  Advertising  Council  to  produce 
campaign  materials  which  address  the  public  health  benefits  and 
enforcement -related  aspects  of  increasing  seat  belt  and  child 
seat  usage  and  to  address  air  bag-related  issues  ($600  thousand) . 
Supplemental  media  and  marketing  materials  will  continue  to  be 
produced  to  support  state  and  local  media  efforts  and  to  reach 
low-use  groups  ($568  thousand) .   Coalition  and  public  relations 
efforts  ($545  thousand)  and  national  media  events  and  activities 
($500  thousand)  will  also  be  continued  to  support  the  combined 
DWI/BELTS  effort.   In  each  of  these  areas  of  activity,  new 
materials  will  be  developed  and  events  conducted  which  reinforce 
state  and  local  efforts  to  address  the  dual  problems  of  low  seat 
belt  and  child  seat  use  and  the  involvement  of  alcohol  in  fatal 
and  injury -producing  crashes. 

Accomplishments 

o    Enforcement -related  media  materials  were  developed  in 

support  of  state  efforts  to  increase  seat  belt  usage.   Among 
these  materials  were  the  "Seat  Belts.   They  Only  Work  When 
You  Wear  Them"  campaign  and  a  first- time  enforcement -related 
public  service  announcement  featuring  Vince  and  Larry. 

o    Over  60,000  copies  of  Occupant  Protection  Idea  Sampler  were 
distributed  to  state  and  local  planners  with  ideas  for 
conducting  and  publicizing  law  enforcement  blitzes  and  other 
activities  within  the  four  seasons  freimework. 

o    A  Four  Seasons  Planner  was  developed  in  cooperation  with  the 
National  Safety  Belt  Coalition  containing  ideas  for  media 
campaigns  and  special  events  to  reinforce  the  "buckle  up" 
message  throughout  the  year. 

o    Public  information  materials  were  developed  through  the  Ad 
Council  and  under  separate  contract  to  publicize  the 
importance  of  buckling  up  with  air  bags  and  other  advice  on 
how  to  reap  maximxun  benefits  from  air  bag  technology. 

o    A  new  version  of  the  Emergency  Rescue  Guidelines  for  Air 

Bag- Equipped  Cars  was  produced  to  include  data  on  MY  1992-94 
vehicles  and  was  distributed  to  first  responders  across  the 
U.S.  (police,  fire  and  emergency  rescue  personnel) . 

o    A  new  brochure  on  child  passenger  safety  was  developed  (with 
an  initial  printing  of  700,000  copies)  that  included 
thelatest  information  on  proper  usage,  such  as  where  to 
place  a  rear- facing  infant  restraint  in  a  car  equipped  with 
a  passenger- side  air  bag. 
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NATIONAL  OCCUPANT  PROTECTION  PROGRAM 

FY  1993         FY  1994       FY  1995 
ApproTPriation  Appropriation   Request 

(Dollars  in  Thousands) 

Belt  Law  Compliance  $1,282         $1,282        $1,704 

Program  Obiective 

Increasing  the  national  seat  belt  use  rate  to  75  percent  by  the 
end  of  1996  is  one  of  the  Secretary's  primary  goals  for  highway 
safety.   Years  of  research  and  demonstrations,  combined  with 
successful  agency  efforts  in  recent  years,  have  shown  that 
additional  highly  publicized  enforcement  will  be  necessary  to 
achieve  this  objective.   Only  where  enforcement  efforts  are 
piiblicized  are  usage  rates  above  70  percent  achieved.   Upgraded 
laws  will  also  be  required  and  support  will  be  provided  for 
states  to  improve  both  seat  belt  and  child  passenger  safety  laws. 
Because  states  with  primary  enforcement  laws  have  higher  usage 
rates  than  those  with  secondary  enforcement  laws,  upgrades  to 
primary  enforcement  will  be  supported.   Local  officials  must  be 
made  aware  of  the  potential  for  increasing  seat  belt  use  and  for 
decreasing  alcohol -related  crashes  through  intense,  blitz -like, 
enforcement  and  public  education  campaigns.   This  will  require 
additional  demonstrations  of  successful  programs  and  it  will 
require  better  outreach  to  inform  local  leaders.   Additional 
demonstrations  of  enforcement  blitzes  will  be  conducted  and  an 
outreach  program  modeled  after  the  very  successful  Operation 
Buckle  Down  initiative  will  help  states  influence  local  officials 
that  combined  DWI/BELTS  enforcement  blitzes  will  increase  belt 
use  and  decrease  crashes. 

Program  Description 

The  real -world  benefits  of  increased  belt  law  compliance  achieved 
in  several  states  will  be  dociimented  and  packaged  to  assist  other 
states  in  their  program  planning.   New  approaches  for 
strengthening  belt  use  laws  will  be  pursued.   Beginning  in 
FY  1995,  assistance  will  be  provided  to  states  to  conduct 
combined  DWI/BELTS  blitz  demonstrations.   Results  will  be 
documented  for  consideration  by  other  states.   Upgraded  training 
programs  and  information  materials  for  law  officers,  judges  and 
prosecutors  will  be  developed,  and  support  will  be  provided  for 
information  distribution  and  program  promotion  (e.g.,  the 
National  Chiefs'  Challenge  Program)  through  organizations  such  as 
the  International  Association  of  Chiefs  of  Police  and  the 
National  Sheriff's  Association.   State  grants  will  be  awarded  to 
support  peer-to-peer  outreach  activities  with  local  officials. 
Through  this  outreach  program,  elected  officials  of  larger  urban 
areas  will  receive  the  information  they  need,  face- to- face,  to 
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show  that  these  combined  blitzes  can  provide  significant  benefits 
for  their  communities. 

FY  1994  Program 

The  agency  will  encourage  states  to  upgrade  seat  belt  and  child 
passenger  safety  laws,  and  to  enforce  these  laws.   State  and 
local  results  from  participation  in  the  1991-1992  National  Safety 
Belt  Program  will  be  packaged  and  distributed  to  legislators  and 
law  enforcement  officials,  documenting  how  belt  usage  rose 
nationally  from  aibout  50  percent  to  more  than  60  percent 
($167  thousand) .   Information  with  which  to  plan  and  conduct 
combined  DWI/BELTS  blitz  demonstrations  will  be  developed  for 
FY  1995  implementation.   Occupant  protection  law  enforcement 
training  for  police  executives  and  line  officers  will  be 
continued  ($340  thousand) .   Funding  support  for  statewide 
enforcement  demonstration  projects  will  be  continued 
($775  thousand) . 

FY  1995  Request 

Maintaining  the  FY  1994  funding  level  for  STEP  demonstrations 
($775  thousand)  will  enable  the  gathering  of  additional 
demonstration  program  information  to  help  states  in  their 
enforcement  program  planning.   It  will  support  ten  state  grants 
to  conduct  peer-to-peer  spokesperson  programs  to  promote  belt  use 
programs  and  state-level  training  efforts  ($480  thousand) . 
Information  to  assist  in  encouraging  state  law  upgrades  will  be 
updated  and  distributed  and  training  programs  and  materials  for 
law  enforcement,  judges  and  prosecutors  will  be  developed 
($449  thousand) . 

Accomplishments 

o    The  1992  National  Chiefs'  Challenge  prograim  was  completed 
and  148  law  enforcement  agencies  from  across  the  country 
competed  for  recognition  by  conducting  programs  to  increase 
seat  belt  use.   An  awards  ceremony  was  held  in  May  1993. 

o    Initial  results  from  an  evaluation  of  the  California  primary 
enforcement  law  showed  seat  belt  use  increases  of  10-20 
percentage  points  in  six  test  communities. 

o    An  awards  progrcim  was  developed  to  reward  organizations  and 
jurisdictions  achieving  70  percent  PLUS.   80  percent  PLUS 
and  90  percent  PLUS  seat  belt  use  rates.   This  three- tiered 
program  replaces  the  original  "70  percent  PLUS"  awards 
program. 
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All  states  have  been  solicited  to  propose  practical  methods 
for  conducting  closely- coordinated  and  highly  piiblicized 
enforcement  programs  to  increase  the  use  of  occupant 
protection  devices. 

North  Carolina  has  been  identified  to  demonstrate  the 
effectiveness  of  a  selective  traffic  enforcement  program 
approach  (STEP)  to  increase  child  restraint  use. 
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NATIONAL  OCCUPANT  PROTECTION  PROGRAM 

FY  1993         FY  1994      FY  1995 
Appropriation  Appropriation  Request 

(Dollars  in  Thousands) 

Target  Populations  $1,300         $1,325      $1,321 

Program  Ob-iective 

Although  the  national  seat  belt  usage  rate  has  reached  more  than 
60  percent,  there  are  many  sub-groups  of  the  population  which  do 
not  frequently  use  their  safety  belts.   Some  of  these  groups, 
such  as  young  male  drivers,  have  much  higher  crash  rates  than  the 
average  driver.   The  objective  of  the  Target  Populations  Program 
is  to  increase  the  use  of  safety  belts  and  child  safety  seats 
among  high-risk,  underserved,  and  culturally  diverse  groups,  as 
well  as  among  the  mainstrecun  population.   These  groups  include 
parents  and  care  givers  of  young  children;  youth;  and  rural, 
inner-city,  low  income,  and  culturally  diverse  groups.   Delivery 
channels  must  be  expanded  to  include  the  piiblic  and  private 
sectors,  medical  groups,  law  enforcement,  youth  advocate 
agencies,  intergovernmental,  and  other  groups  with  the  potential 
to  reach  and  influence  a  large  number  of  part-time  and  non-users. 

Program  Description 

To  achieve  the  goal  of  75  percent  belt  use  (and  reduce  alcohol - 
related  fatalities  by  the  end  of  1996) ,  the  agency  must  maintain 
the  gains  made  over  the  past  two  years  while  simultaneously 
moving  beyond  the  current  strategies  and  messages  aimed  at  the 
general  driving  population.   The  program  builds  on  the  successes 
of  recent  years  and  focuses  on  strategies  aimed  at  reaching 
youthful,  culturally  diverse  and  low-use  groups,  identified 
through  research  and  data  analysis. 

National  organizations  that  interact  with  these  populations  will 
be  urged  to  expand  their  involvement  in  educating  constituents 
aJDOut  the  importance  of  seat  belt  use  (and  the  problems  of  drunk 
driving) .   These  organizations  will  provide  for  the  development 
and  delivery  of  effective  targeted  program  strategies. 
Activities  include  training  and  workshops,  demonstrating  new 
strategies  for  high-risk  populations,  and  developing  educational 
materials  for  use  with  targeted  constituents. 

FY  1994  Program 

In  FY  1994,  this  program  will  seek  to  maintain  the  recent  gains 
in  seat  belt  usage  while  including  alcohol -related  messages  and 
reaching  out  to  new  populations.   NHTSA  will  develop  and  pilot 
test  program  strategies  and  materials  designed  to  increase  belt 
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use  by  the  part-time  user  and  other  low  use  groups  through 
national  organizations  that  interact  with  targeted  segments  of 
the  population  ($600  thousand) . 

Program  efforts  will  emphasize  the  need  for  upgraded  laws  and 
support  for  enhanced  enforcement  efforts.   Strategies  and 
material  development  will  reflect  the  results  of  data  analysis 
and  research.   Training  and  workshops  will  be  conducted  for  local 
child  passenger  safety  advocates,  police  officers,  EMS  personnel, 
pediatricians  and  other  health  care  professionals 
($600  thousand) .   Efforts  will  be  made  to  generate  increased 
public  and  private  sector  support  for  belt  initiatives  through 
employer -based  programs  and  the  National  Safety  Belt  Coalition 
($125  thousand) . 

Information  developed  for  this  outreach  program  will  reference 
technological  developments  that  affect  occupant  protection, 
including  air  bag  equipped  cars  and  the  use  of  lap  belts,  as  well 
as  the  need  for  proper  placement  of  infant  rear- facing  car  seats. 
In  addition,  new  program  materials  will  carry  combined  DWI/BELTS 
safety  messages  for  selected  populations  while  other  program 
materials  will  combine  pedestrian,  bicycle  and  child  passenger 
safety  issues  and  messages . 

FY  1995  Request 

Awards  will  be  made  to  approximately  ten  national  organizations 
that  interact  with  identified  target  populations.   Program 
strategies,  materials  and  messages  will  be  developed,  tested, 
evaluated,  and  disseminated  ($626  thousand) .   Expanded  youth  and 
child  safety  seat  programs,  which  incorporate  both  educational 
and  enforcement  strategies,  will  be  developed  and  implemented 
($590  thousand) .   Child  passenger  safety  advocacy  workshops  and 
target  population  workshops  will  be  offered  to  the  States. 
Program  materials  for  use  by  elected  and  appointed  officials  will 
support  a  peer-to-peer  education  program  in  urban  areas.   Efforts 
will  be  expanded  with  the  medical  community  to  reach  patients  and 
involve  them  in  activities  to  upgrade  laws  and  support  law 
enforcement.   Assistance  will  be  provided  to  the  private  sector 
to  educate  employees  and  clients  ($105  thousand) . 

Accomplishments 

o    Initiated  a  peer-to-peer  program  with  pediatricians  to 

encourage  expanded  pediatrician  involvement  in  education 
programs  and  law  enforcement  support. 

o    Expanded  National  Safety  Belt  Coalition  membership  and 
enhanced  member  progrcun  activity. 

o    Developed  training  program  for  law  enforcement  officers  and 
EMS  personnel . 
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Developed  an   education  progrcun  with  the  Little  League  to 
provide  educational  messages  to  ball  players  and  adult 
volunteers . 

Initiated  targeted  traffic  safety  progrcuns  to  develop 
culturally  diverse  progrcun  materials  and  pilot  progrcun 
strategies  for  a  variety  of  diverse  populations  including 
Hispanics,  American  Indians,  and  African  Americans. 

Initiated  and  delivered  an  educational  program  on  child 
safety  seats  and  safety  belts  for  medical  practioners  and 
law  enforcement  through  targeted  television  networks. 
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NATIONAL  OCCUPANT  PROTECTION  PROGRAM 


FY  1993 
Appropriation 


FY  1994 
Appropr iat  ion 


FY  1995 
Request 


(Dollars  in  Thousands) 


Evaluation  Assistance/ 
Technology  Sharing 

Program  Objective 


$404 


$404 


$451 


The  primary  objective  of  this  element  is  to  provide  States  and 
localities  with  program  materials  and  technical  assistance  to 
increase  seat  belt  usage  rates,  and  measure  progress  toward  one 
of  the  agency's  most  important  goals,  increasing  usage  to 
75  percent  by  the  end  of  1996. 

Program  Description 

The  agency  supports  technology  sharing  by  responding  to 
individual  requests  for  program  information  and  materials,  by 
distributing  bulk  quantities  of  program  materials  for  use  in 
local  safety  programs,  and  by  providing  logistical  support  for 
technical  symposia  and  conferences  where  the  research  and  program 
results  can  be  shared.   To  facilitate  this  process,  states  and 
localities  will  be  invited  to  submit  media  materials,  technical 
reports,  program  descriptions  or  any  other  materials  of  potential 
interest  and  value  to  others.   NHTSA  will  publish  a  catalog 
annually  that  provides  information  on  how  to  order  the  materials 
from  the  originator. 

Usage  survey  design  assistance  will  be  provided  to  states.   In 
this  way,  the  agency  helps  to  ensure  that  state  surveys  are 
accurate  and  representative  and  can  be  combined  with  usage 
estimates  from  other  States  to  produce  a  national  estimate  of 
safety  belt  usage.   These  state  and  national  estimates  are  the 
primary  means  by  which  program  officials  at  all  levels  measure 
progress  toward  the  goal  of  achieving  75  percent  belt  usage. 

NHTSA  will  continue  to  provide  technical  assistance  to  states 
requesting  help  in  performing  an  overall  assessment  of  occupant 
protection  program  activities. 

FY  1994  Program 

This  will  mark  the  first  (partial)  year  of  the  combined  DWI/BELTS 
campaign  addressing  the  twin  goals  of  reducing  the  alcohol - 
related  proportion  of  fatalities  from  46  to  43  percent,  and 
increasing  the  seat  belt  usage  rate  to  75  percent  by  the  end  of 
1996.   The  agency  will  produce  bulk  quantities  of  program 
materials  to  support  this  new  combined  emphasis  program 
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($150  thousand) .   A  new  multi-year  contract  will  be  awarded  to 
handle  materials  distribution  ($200  thousand) .   The  Materials 
Inventory  and  Control  System  (MICS)  will  be  modernized  to  take 
full  advantage  of  the  latest  coit^juter  technology  and  survey 
design  assistance  will  be  provided  ($54  thousand) . 

FY  1995  Recmest 

The  agency  will  respond  to  requests  from  State,  local,  and 
private  sector  organizations  for  materials  to  support  program 
planning  and  implementation.   Initial  distributions  of  program 
materials  such  as  the  Occupant  Protection  Idea  Ssimpler,  or  public 
information  materials  such  as  Vince  and  Larry  Public  Service 
Announcements  (PSAs) ,  typically  generate  numerous  requests  for 
additional  quantities  to  fulfill  local  program  needs.   The  agency 
will  provide  materials  in  requested  quantities  or,  for  very  large 
requests,  will  provide  reproducible  negatives  to  State  Highway 
Safety  Offices,  local  program  organizers  and  employers 
($400  thousand) . 

Usage  survey  design  assistance  will  be  continued  ($51  thousand) . 
Technical  assistance  will  also  be  provided  to  States  asking  for 
help  in  performing  statewide  Occupant  Protection  Program 
Assessments.   NHTSA  will  organize  teams  of  program  implementation 
and  evaluation  experts  who  assess  program  strengths  and 
weaknesses,  and  formulate  recommendations  for  program  action 
tailored  to  local  conditions  and  resources. 

Accomplishments 

o    Usage  survey  design  assistance  was  provided  to  10  States, 
and  almost  30  States  conducted  annual  probability-based 
surveys  in  accordance  with  the  DOT  Survey  Guidelines. 

o    Filled  orders  for  over  900  requests  per  month  for  occupant 
protection  educational  materials  received  from  individuals, 
educational  institutions,  employers,  and  others. 

o    A  new  system  for  sharing  and  distributing  safety  belt  media 
campaign  materials  was  pilot  tested.   States  previewed  and 
ordered  up  to  four  different  sets  of  materials.   Several 
thousand  broadcast  quality  copies  of  television  and  radio 
PSAs,  and  over  600,000  copies  of  flyers,  posters  and  ad 
slicks  were  distributed. 

o    Specifications  were  completed  for  a  new  multi-year  program 
materials  distribution  capability  with  contract  award 
scheduled  for  late  FY  1994. 

o    Support  was  provided  for  50  media  events  in  conjunction  with 
State  occupant  protection  program  initiatives. 
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ENFORCEMENT  AND  EMERGENCY  SERVICES 

FY  1993         FY  1994      FY  1995 
Appropriation  Appropriation  Request 

(Dollars  in  Thousands) 

Police  Traffic  $1,203         $1,225       $1,209 

Services  (PTS) 

Program  Objective 

Concerns  with  violent  crimes  and  drugs  have  greatly  increased  the 
demands  for  police  services,  often  resulting  in  a  lack  of 
emphasis  on  traffic  law  enforcement.   The  overall  objective  of 
PTS  is  to  incorporate  traffic  safety  and  enforcement  into  an 
agency's  comprehensive  enforcement  strategy.   Further,  the 
program  efforts  are  to  expand  and  increase  traffic  enforcement's 
effectiveness  and  efficiency  in  reducing  motor  vehicle  crashes, 
injuries  and  deaths. 

Speed  (defined  by  the  agency  as  exceeding  the  posted  speed  limits 
or  driving  too  fast  for  conditions)  continues  to  receive  priority 
attention  from  NHTSA.   In  1990,  approximately  34  percent  of  all 
fatal  crashes  were  speed- related,  based  on  data  from  the  1990 
Fatal  Accident  Reporting  System.   Of  all  crashes  reported  to  the 
police,  about  12  percent  cited  speed  as  a  contributing  factor. 
These  speed-related  crashes  cost  society,  according  to  NHTSA' s 
General  Estimates  System,  in  excess  of  $10  billion  dollars  per 
year.   A  10  percent  reduction  in  speed  related  fatalities  would 
save  approximately  1,500  lives  and  reduce  societal  costs  by 
$3  billion  annually  (including  the  cost  savings  from  injury 
reductions) . 

Program  Description 

The  focus  of  the  police  traffic  services  program  is  to  integrate 
traffic  safety  into  law  enforcement  agencies'  overall  enforcement 
program  by  introducing  innovative  and  effective  initiatives.   The 
PTS  program  is  focused  in  five  major  areas:   working  with  and 
assisting  national  organizations,  assessing  advanced  enforcement 
technology,  producing  public  information  and  education, 
conducting  demonstration  projects  and  providing  technical 
assistance  to  law  enforcement  leaders. 

Enforcement  programs  combating  the  alcohol  and  drugged- impaired 
driver  and  increasing  the  use  of  occupant  restraints  are  included 
in  the  Alcohol,  Drug  and  State  Programs  and  the  National  Occupant 
Protection  Program  budget  requests.   The  Highway  Safety  Research 
request  addresses  research  programs  dealing  with  speed  related 
crash  problems,  the  effectiveness  of  efficient  enforcement 
techniques  and  the  identification  of  dangerous  driving  behavior. 
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This  research  effort  will  also  analyze  crash  data  for  speed 
involvement,  collect  data  from  near  crash  events  to  determine  how 
speed  contributes  to  hazardous  driving  situations,  as  well  as 
identify  specific  population  groups  most  likely  to  speed  and 
using  specific  unsafe  behavior  patterns. 

FY  1994  Program 

The  FY  1994  program  objective  is  to  reduce  crashes  and  to 
increase  traffic  enforcement.   Efforts  to  improve  effectiveness, 
efficiency  and  productivity  with  limited  available  resources  will 
be  emphasized.   In  siimmary,  the  program  efforts  are  combined  into 
four  program  activities,  with  an  emphasis  on  speed,  to  address 
traffic  enforcement  and  to  support  law  enforcement.   These  four 
program  activities  include:   work  with  national  law  enforcement 
organizations  ($255  thousand) ;  transfer  of  new  technology 
($290  thousand) ;  production  of  public  information  and  education 
materials  and  training  ($250  thousand) ;  conduct  of  traffic 
enforcement  demonstration  projects  ($290  thousand) ;  and  support 
for  technical  assistance  and  training  ($140  thousand) . 

The  highlights  of  the  FY  1994  program  activities  are:   initiation 
of  a  municipal  speed  enforcement  demonstration  project;  continue 
to  conduct  statewide  PTS  assessments  and  provide  technical 
assistance  to  implement  recommendations;  development  of  a 
curriculum  for  police  use  of  laser  speed  measuring  devices; 
support  of  the  NHTSA/FHWA  commercial  vehicle  traffic  enforcement 
and  speed  control  programs;  development  of  a  workshop  for  smaller 
police  agencies  on  how  to  work  with  the  media  on  traffic  safety 
issues;  and,  providing  technical  assistance  to  law  enforcement. 

FY  1995  Request 

NHTSA  will  increase  speed  related  program  emphasis,  which 
includes  expanding  enforcement  activities.   A  project  will  be 
conducted  with  a  municipal  law  enforcement  agency  to  develop 
effective  speed  enforcement  countermeasures .   PTS  will 
demonstrate  the  integration  of  traffic  safety  into  agencies' 
overall  enforcement  program.   PTS  will  also  continue  to  field 
test  applications  of  new  and  innovative  technology  that  can  be 
used  for  traffic  enforcement.   A  joint  project  between  NHTSA  and 
FHWA  will  deal  with  speed  control/corridor  safety 
($338  thousand) . 

NHTSA  will  continue  providing  assistance  to  law  enforcement 
through  national  organizations,  including  the  International 
Association  of  Chiefs  of  Police  (lACP) ,  National  Sheriffs' 
Association  and  others  to  promote  traffic  enforcement.   PTS  will 
conduct  a  workshop  for  law  enforcement  leaders  to  assess  the 
changes  confronting  traffic  enforcement  into  the  21st  century. 
PTS  will  provide  technical  assistance  on  implementation  of  the 
National  Majcimum  Speed  Limit  (NMSL)  compliance  and  monitoring 
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rule;  continue  state  assessments  using  teams  of  national  experts 
to  review  a  state's  police  traffic  services  progrcim;  and, 
continue  to  provide  technical  assistance  for  the  Sheriff's  Rural 
Traffic  Enforcement  initiative  ($244  thousand) . 

PTS  will  complete  training  programs  for  laser  speed  measuring 
devices;  continue  to  assess  technology  that  can  improve 
enforcement  effectiveness  and  efficiency;  continue  the  testing 
program  for  speed  measurement  devices,  including  upgrading 
university  test  laboratories  for  lasers;  and,  conduct,  in 
cooperation  with  the  Department  of  Justice,  an  assesment  of  the 
national  law  enforcement  accreditation  standards  with  particular 
consideration  of  the  traffic  enforcement  standards  ($240 
thousand) . 

To  be  most  effective,  speed  enforcement  efforts  must  be  supported 
with  the  use  of  targeted  public  information  and  education 
materials.   New  multimedia  public  service  announcements  that 
explain  the  dangers  of  speed  will  be  produced  and  distributed  as 
part  of  the  speed  control  program  ($200  thousand) . 

NHTSA,  in  cooperation  with  the  National  Institute  of  Standards 
and  Technology  and  the  lACP,  will  support  the  speed  measurement 
devices  testing  and  technical  assistance  program.   This  program 
will  help  provide  the  high  quality  and  accuracy  of  speed 
measuring  devices  used  by  law  enforcement  agencies.   Also, 
support  will  be  given  to  training  efforts  for  local  police  such 
as  workshops  on  working  with  the  media  on  traffic  safety  issues, 
including  speed,  impaired  driving,  occupant  protection  and  other 
serious  traffic  violations;  and,  the  use  of  in- car  video.   PTS 
will  continue  support  for  state  assessment  recommendation 
activities  ($187  thousand) . 

Accomplishments 

o    Formulated  innovative  "Drugs  That  Impair"  section  for  the 
Standardized  Field  Sobriety  Testing  curriculum  and  had  the 
curriculum  adopted  as  the  national  standard. 

o    Completed  model  minimum  specifications  and  testing  protocols 
for  laser  speed  measuring  devices . 

o    Upgraded  two  testing  ledDoratories  to  test  laser  devices. 

o    Developed  training  for  use  of  laser  speed  measuring  devices. 

o  Provided  technical  assistance  on  traffic  enforcement  to 
Motor  Carrier  Safety  Assistance  Program  agencies  within 
FHWA. 
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o    Updated  police  traffic  services  standards  for  the  Commission 
on  Accreditation  for  Law  Enforcement  Agencies. 

o    Developed  a  curriculum  and  presented  Law  Enforcement  Public 
Information  Workshops. 
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EMERGENCY  MEDICAL  SERVICES 

FY  1993         FY  1994      FY  1995 
Appropriation  Appropriation  Request 

(Dollars  in  Thousands) 

Emergency  Medical  Services    $1,543        $614        $769 

Program  Objective 

The  mission  of  Emergency  Medical  Services  (EMS)  is  to  reduce 
death,  disability  and  resulting  health  costs  from  highway  crashes 
by  enhancing  EMS  systems,  particularly  in  rural  areas.   Most  of 
NHTSA's  activities  focus  on  preventing  crashes  from  occurring  and 
on  minimizing  the  injuries  that  result  from  crashes.   But,  when 
crashes  do  occur  and  people  are  injured,  EMS  becomes  an  essential 
component  of  the  highway  safety  effort,  for  the  purpose  of 
ensuring  prompt  and  effective  care  of  highway  crash  victims. 

According  to  NHTSA's  estimates,  each  fatality  prevented  may  save 
$700  thousand  in  costs  to  society.   Nearly  30  percent  of  the 
first  year  medical  costs  resulting  from  motor  vehicle  injuries 
are  paid  by  tax  dollars.   Even  greater  savings  could  result  from 
preventing  long-term  injuries.   EMS  professionals  continue  to 
serve  as  strong  advocates  for  highway  safety  injury  prevention 
initiatives,  particularly  in  rural  areas.   The  following 
objectives  are  aimed  at  this  goal:   to  improve  State  EMS  systems; 
to  conduct  demonstrations  involving  new  programs  and  emerging 
technologies  in  rural  areas,  including  those  with  large  Native 
American  populations;  to  revise  EMT  (Emergency  Medical 
Technician)  national  standard  curricula;  to  implement  statewide 
prehospital  data  systems  and  promote  linkage  with  other  data 
bases;  to  improve  EMS  communications;  and  to  provide  public 
information  and  education  materials  on  EMS. 

NHTSA's  leadership  in  EMS  has  been  instrumental  in  coordination 
among  Federal  agencies  and  working  collaboratively  to  provide 
technical  assistance  to  State  EMS  programs.    We  will  continue 
our  joint  efforts  with  other  Federal  agencies  to  provide 
technical  assistance  to  states,  and  will  initiate  discussions 
with  the  Department  of  Health  and  Hioman  Services  to  update  our 
interagency  agreement  to  clarify  roles  and  responsibilities  for 
EMS  programs . 

Program  Description 

The  largest  portion  of  traffic  fatalities  occur  in  rural 
counties.   The  single  most  common  characteristic  rural  residents 
share  is  the  distance  between  them,  and  that  distance  can  stack 
the  odds  against  rural  EMS  providers.   Well  supplied,  trained, 
and  medically  directed  prehospital  providers,  as  well  as  rapid 
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transport  to  the  right  medical  care,  can  lessen  those  odds. 
Unfortunately,  rural  EMS  systems  often  lack  these  resources,  and 
the  problems  they  encounter  need  special  attention.   Specific 
problems  that  complicate  delivery  of  EMS  in  rural  areas  include: 
large  geographic  areas  covered  by  ambulance  services;  infrequency 
with  which  severe  medical  emergencies  are  encountered;  long 
distances  over  which  patients  must  be  transported;  lack  of  high 
technology  medical  facilities;  and  large  seasonal  changes  in 
populations  in  rural  resort  areas. 

In  an  effort  to  improve  rural  EMS  systems,  NHTSA  initiated  a 
rural  preventable  mortality  study  to  identify  where,  in  the 
continuum  of  care,  patients  were  dying.   The  study  found  that 
17  percent  of  the  motor  vehicle  deaths  reviewed  could  have  been 
prevented.   Considering  only  the  hospital  deaths,  as  previous 
studies  have  done,  the  rate  was  32  percent.   Additional  studies 
will  be  completed  in  FY  1994  to  confirm  these  results.   A 
demonstration  project  will  be  initiated  (using  the  results  of 
these  studies)  to  provide  strategies  for  improving  rural  EMS 
systems  nationwide.   The  results  of  this  project  and  the 
Bystander  Care  demonstrations  conducted  in  FY  1994,  will  be  used 
as  models  for  other  States. 

From  our  statewide  EMS  technical  assessments  we  know  that  states 
lack:   effective  training  programs  for  prehospital  providers; 
public  information  and  education  programs;  standardized 
prehospital  data  collection  and  reporting,  efficient 
communications  systems;  and  comprehensive  trauma  systems.   Our 
projects  will  focus  on  these  findings  including:   revisions  to 
the  national  standard  curricula  which  serve  as  national 
guidelines;  technical  assistance  to  states  and  communities  on 
public  information  and  education  for  EMS;  encouraging  EMS 
professionals  to  continue  their  highway  injury  prevention 
activities;  expertise  and  guidance  on  prehospital  data  collection 
and  evaluation  (including  linkage) ;  technical  assistance  on 
statewide  communications  planning;  and  continuation  of  NHTSA' s 
I?eveiop/nent  of  Trauma  Systems   workshops. 

FY  1994  Program 

Major  activities  planned  in  FY  1994  are  technical  assistance  to 
the  States  to  implement  recommendations  from  the  statewide 
technical  assessments  and  complete  assessments  in  the  remaining 
states  ($259  thousand) .   The  agency  will  complete  two  additional 
rural  preventable  mortality  studies;  support  demonstration 
projects  of  the  Bystander  Care  program;  provide  national 
leadership  in  identifying  and  defining  uniform  prehospital  data 
elements  for  evaluation;  continue  liaison  activities  with  the 
Bureau  of  Indian  Affairs  and  Indian  Health  Service  to  assess  EMS 
systems  serving  Native  American  populations;  and  continue 
partnerships  with  other  Federal  agencies  to  provide  technical 
assistance  to  states  ($230  thousand) .   The  EMT-Basic  National 
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standard  Curriculum  will  be  completed,  and  revisions  will  be 
initiated  for  the  First  Responder  progreim  (police,  fire,  and  EMS) 
($125  thousand) . 

FY  1995  Request 

NHTSA's  EMS  program  efforts  will  focus  on  improving  EMS  systems 
serving  rural  areas,  including  Native  American  populations. 
A  rural  demonstration  project  will  be  initiated  based  on  the 
results  of  the  additional  rural  preventable  mortality  studies 
completed  in  FY  1994.   In  addition,  states  will  be  encouraged  to 
implement  the  bystander  care  program  using  state  demonstrations 
to  be  conducted  in  FY  1994  as  models.   NHTSA  has  learned  a  great 
deal  from  our  statewide  EMS  assessments  which  we  will  use  to 
structure  our  technical  assistance  to  states  and  communities. 
NHTSA  will  continue  to  provide  national  expertise  and  guidance  to 
states  on  educating  the  public  on  how  and  when  to  access  EMS,  and 
what  to  do  until  help  arrives.   The  communications  structure  must 
be  in  place  to  allow  the  public  to  access  EMS  through  a  central 
number,  such  as  911.   Technical  expertise  will  be  provided  to 
states  to  assist  in  communications  planning  and  implementation  of 
new  FCC  requirements.   NHTSA  will  also  provide  technical 
assistance  to  states  to  improve  prehospital  data  collection  to 
encible  states  to  link  statewide  data  bases  (police  crash  reports, 
prehospital  run  reports,  and  hospital  discharge  reports)  to 
provide  valuable  injury  and  cost  data  to  evaluate  the 
effectiveness  of  highway  safety  programs  ($525  thousand) . 


As  the  recognized  nation 
Standard  Curricula,  NHTS 
curricula  and  initiate  t 
training.  In  addition. 
Ambulance  Driver  Trainini 
State  adoption  of  each, 
providers  remain  up- to 


l1  leader  in  developing  the  EMT  National 
will  continue  our  revisions  of 

le  update  to  advanced  levels  of  EMT 

:he  EMT  Dispatcher,  First  Responder,  and 
will  be  completed  and  we  will  encourage 

It  is  essential  that  prehospital 


te  with  new  medical  and  educational 
technologies,  particularly  in  rural  areas.   We  will  assess  the 
need  to  provide  curricula  in  other  languages  to  serve  diverse 
populations  ($244  thousajnd) 

Accomplishments 

o    Completed  EMS  Assessments  in  40  states  and  Deveiqpinent  of 
Traxma.  Systems    (DOTS)    seminars  in  21  states. 

o    Developed  and  promoted  "Make  The  Right  Call"  PI&E  campaign 
in  English  and  Spanish. 

o    Facilitated  assessment  of  Indian  Health  Services'  EMS 
progrcun . 
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o    Completed  National  Standard  Curriculum  on  Bystander  Care. 

o    Convened  national  conference  to  develop  uniform  prehospital 
EMS  data  elements . 
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HIGHWAY  SAFETY  RESEARCH 

FY  1993         FY  1994      FY  1995 
Appropriat  ion  Appropriation  Request 

{Dollars  in  Thousands) 

Alcohol  and  Drugs       $2,245        $2,262      $2,006 

Program  Objective 

The  primary  objective  of  the  alcohol  and  drug  research  program  is 
to  develop  and  test  methods  and  programs  for  reducing  impaired 
driving.   In  the  drug  area,  research  is  focused  on  determining 
which  drugs  are  the  most  hazardous  so  that  state/local  programs 
can  be  focused  on  these  drugs,  and  on  developing  procedures  to 
help  police  identify  drug- impaired  drivers. 

Program  Description 

Alcohol  remains  a  major  highway  safety  problem  area.   Other  drugs 
such  as  marijuana  and  cocaine,  when  combined  with  alcohol  and 
other  drugs,  may  also  significantly  increase  crash  risk.   Solving 
the  safety  problem  posed  by  driving  under  the  influence  of 
alcohol  and  drugs  is  clearly  an  agency  priority.   The  states  have 
the  responsibility  of  implementing  programs  that  will  reduce 
alcohol  and  drug  impaired  driving.   However,  programs  for 
accomplishing  this  may  not  exist,  and  for  existing  programs, 
information  regarding  cost  effectiveness  is  often  lacking.   Given 
this  situation,  states  and  localities  look  to  the  Federal 
government  for  help  in  obtaining  the  information  they  need  to 
effectively  deal  with  the  impaired  driving  problem.   No  single 
program  or  approach  will  solve  the  nation's  drunk  and  drugged 
driving  problem.   Instead,  different  methods  must  work  together, 
including  deterrence  through  enforcement  and  publicity  of  driving 
while  intoxicated  (DWI)  and  driving  under  the  influence  of  drugs 
(DUID)  laws,  treatment  of  problem  drinkers  and  drug  abusers, 
education  and  voluntary  actions  that  citizens  can  take  to  prevent 
impaired  driving  by  themselves  and  others  because  they  consider 
it  improper  and  unacceptable,  and  programs  to  provide 
transportation  alternatives  to  impaired  driving.   NHTSA's 
research  supports  development  and  evaluation  of  programs  in  all 
these  areas. 

Also,  because  the  nature  and  magnitude  of  the  drug  problem  is  not 
fully  understood,  NHTSA  research  supports  laboratory,  simulator, 
controlled  on- road,  and  crash  research  to  collect  the  information 
needed  to  relate  dosage  to  driving  impairment . 
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FY  1994  Program 

Research  continued  on  target  groups  to  more  specifically  define 
at-risk  groups  of  drinker -drivers  in  order  to  develop  improved 
countermeasures  ($590  thousand) .   Work  on  tracking  changes  in  the 
public's  attitudes  and  behaviors  is  also  continued  ($93 
thousand) .   Work  was  initiated  to  determine  the  relative  crash 
risk  of  drivers  on  the  road  with  various  BACs  ($637  thousand) . 
Work  continued  to  develop  strategies  which  support  the  .08  BAC 
limit  (  e.g.  identification  procedures  which  police  officers  can 
use  to  detect  drivers  on  the  road  and  at  roadside  with  BACs  below 
.10),  and  on  other  enforcement,  adjudication,  and  education 
programs  ($322  thousand)  .   Research  in  the  drug  prograim  continued 
with  crash  studies  and  controlled  field  test  studies  to  determine 
the  effects  of  various  drugs  ($434  thousand) .   Testing  also 
continued  on  both  alcohol  test  devices  and  on  drug  non- invasive 
test  devices  ($186  thousand) . 

FY  1995  Request 

In  the  alcohol  safety  area,  data  show  that  only  a  minority  of  the 
driving  age  population  exposes  itself  to  risk  of  drinking  and 
driving.   New  programs  to  generate  future  reductions  in  DWI  will 
be  directed  at,  and  based  on  an  understanding  of,  the  groups  that 
constitute  this  population  at  risk  ($650  thousand) .   Several 
states  have  lowered  their  BAC  limits  to  .08  per  se,  and  more  are 
expected  to  do  so  in  the  near  future.   Research  will  continue  on 
developing  improved  strategies  for  implementing  and  enforcing  the 
.08  BAC  laws  ($150  thousand).   Work  will  also  continue  to 
determine  the  most  promising  sanctioning  programs  for  repeat  DWI 
offenders  ($167  thousand) .   New  work  will  concentrate  on  the 
development  of  in^jroved  police  DWI  enforcement  procedures  (e.g. 
on  patrol  and  at  checkpoints  ($639  thousand) .   Problems  in  the 
adjudication  of  DWI  offenders  sometimes  permits  violators  to 
avoid  conviction  and/or  the  implementation  of  sanctions.   Work 
will  begin  on  the  identification  of  problems  and  solutions 
regarding  the  adjudication  of  DWI  offenders  ($200  thousand) . 

With  respect  to  drugs  other  than  alcohol,  current  research  has 
shown  that  drugs  are  found  much  less  frequently  in  fatally 
injured  drivers  than  alcohol.   When  drugs  are  found,  they  are 
usually  found  in  combination  with  alcohol  or  other  drugs.   There  ' 
are  data  available  which  indicate  that,  in  these  situations, 
drugs  may  increase  crash  risk.   Therefore,  more  narrowly  focused 
(and  less  expensive)  programs  for  dealing  with  drug- irtpai red 
driving  appear  warranted.   In  FY  1995,  research  to  develop  and 
test  these  types  of  programs  (e.g.,  modified  suspect 
interrogation  and  behavioral  test  procedures,  use  of  non- invasive 
drug  screening  devices,  etc.)  will  be  continued  ($50  thousand). 
New  work  will  identify  visual  cues  which  police  can  use  prior  to 
and  after  a  driver  has  been  stopped  ($25  thousand) .   Research 
will  also  be  initiated  to  determine  em  individual's  motivations 
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to  drive  after  taking  drugs,  and  what  would  be  required  to 
chemge  their  attitudes  and  behavior  ($125  thousand) . 

Accomplishments 

o    "Incidence  and  Role  of  Drugs  in  Fatally  Injured  Drivers." 

o    "The  Detection  of  DWI  Motorcyclists"  report,  brochure,  and 
accoit^anying  video. 

o    "Driving  Under  the  Influence:   A  Report  to  Congress  on 
Alcohol  Limits." 

o    "Assessment  of  Impoundment  and  Forfeiture  Laws  for  Drivers 
Convicted  of  DWI:   Phase  I  Report." 

o    Breath  Alcohol  Ignition  Interlock  Device  model 
specifications. 

o    "Proposed  Model  Specifications  for  Alcohol  Screening 
Devices" 

o    "Marijuana  Effects  on  Actual  Driving  Performance" 
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HIGHWAY  SAFETY  RESEARCH 

FY  1993         FY  1994      FY  1995 
Appropriation  Appropriation  Request 

(Dollars  in  Thousands) 

Occupant  Protection  $972  $972        $670 

Program  Objective 

The  objective  of  this  research  progrcun  is  to  identify  and  test 
strategies  and  methods  for  increasing  levels  of  use  and  correct 
use  of  occupant -protection  systems  and  devices  among  specific 
subpopulations  of  the  general  public,  particularly  the  young. 
Program  strategies  include  informing  and  educating  members  of 
specific  population  subgroups;  encouraging  police  agencies  to 
enforce  occupant  protection  laws  more  vigorously;  and  assisting 
state  and  community  agencies  and  organizations  to  adopt 
promotional  programs. 

Program  Description 

The  major  direction  of  the  research  program  in  occupant 
protection  in  recent  years  has  been  to  identify  those  population 
subgroups  that  are  using  belts  and  child  safety  seats  least 
frequently  and  develop  group- specif ic  strategies  for  increasing 
their  frequency  of  use.   This  work  applies  methods  used  in  the 
private  sector  to  develop  product -marketing  strategies  (geo- 
demographic  database,  focus -group  discussions,  surveys  of  the 
American  public)  to  "selling"  safety.   Most  recently,  work  has 
focused  on  youthful  drivers  and  passengers.   Not  only  do  young 
drivers  use  safety  belts  at  lower  rates  than  other  drivers,  they 
are  among  the  most  likely  to  engage  in  other  high-risk  driving 
actions,  thereby  resulting  in  over- representation  in  crash  and 
fatality  statistics.   Getting  these  groups  to  increase  their  use 
levels  will  be  more  difficult  than  the  earlier  gains  in  use 
rates,  but  the  payoffs  should  be  greater. 

FY  1994  Program 

The  FY  1994  research  program  focuses  on  developing  methods  and 
procedures  for  law  enforcement  to  get  occupant  protection  laws 
enforced  more  widely  and  more  efficiently.   The  program  expands 
on  the  marketing  techniques  we  developed  in  prior  years  to  reach 
new  problem  audiences,  particularly  drivers  ages  16  to  21. 
Special  approaches  for  this  age  group  include  integrating  a  two- 
phase  driver  education  program  with  provisional  licensing  for 
young  drivers,  developing  an  understanding  of  the  situations  in 
which  teens  do  and  do  not  wear  belts,  and  gaining  greater 
understanding  of  risk  taking  generally. 
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FY  1995  Request 

The  entire  FY  1995  budget  supports  the  continuation  of  work  to 
identify  problem  populations  ($670  thousand) . 

Accomplishments 

o    Completed  two  long-term  studies  of  methods  to  improve 

enforcement  of  occupant  protection  laws  for  both  children 
euid  adults. 


o 


Completed  study  of  gender  differences  in  perception  of 
safety  messages  and  their  iit^jlications  for  future  programs 
addressing  gender- specif ic  audiences. 

Produced  detailed  geo- demographic  analyses  of  State 
populations  for  four  States  to  assist  in  developing  targeted 
safety  programs. 

Conducted  a  workshop,  attended  by  nationally  recognized 
specialists  on  driver  education,  youth,  and  risk  taking,  on 
training  requirements  for  reducing  risky  behaviors  of 
younger  drivers. 
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HIGHWAY  SAFETY  RESEARCH 

FY  1993         FY  1994      FY  1995 
Appropriat  ion  Appropriation  Request 

(Dollars  in  Thousands) 

Older  Drivers  $496  $500        $444 

Program  Objective 

The  objective  of  the  Older  Driver  research  program  is  to  improve 
the  safety  and  mobility  of  older  roadway  users  through 
implementing  the  research  agenda  described  in  the  agency's 
revised  Traffic  Safety  Plan  for  Older  Persons,  published  in  1988 
and  revised  in  1993.   This  plan  includes  the  development  of  a 
variety  of  methods  for  determining  which  older  drivers  pose  a 
threat  to  the  public  safety  (and  which  do  not)  and  assisting 
older  drivers  to  make  appropriate  choices  regarding  the 
circumstances  under  which  they  continue  to  drive  or  seek 
alternative  transportation.   In  addition  to  law  enforcement  and 
driver  licensing  agencies,  potential  intervenors  include  family 
members,  physicians,  and  occupational  therapists. 

Program  Description 

The  Older  Driver  research  program  implements  the  revised  (March 
1993)  NHTSA  Traffic  Safety  Plan  for  Older  Persons,  which  is 
directed  toward  increasing  the  safety  and  mobility  of  older  road 
users.   The  behavioral  research  program  has  two  major  elements: 
assisting  those  older  drivers  who  are  able  make  appropriate 
decisions  regarding  situations  in  which  they  can  continue  to 
drive  safely;  and  assisting  States'  departments  of  motor  vehicles 
(DMVs)  to  identify  and  regulate  the  driving  of  those  who  drive 
unsafely.   The  FY  1993  budget  initiated  development  of  procedures 
for  assessing  drivers  who  have  been  reported  to  DMVs  as  problem 
drivers.   This  year's  efforts  concentrate  on  developing  methods 
for  improving  procedures  for  notifying  DMVs  about  individual 
problem  drivers  by  those  who  are  in  the  best  position  to  know  of 
the  problems:   physicians  and  family  members  or  friends.   The 
results  of  this  work  will  be  incorporated  into  a  series  of 
guidelines  for  physicians,  law-enforcement  officers,  and  family 
members,  and  the  development  of  training  programs  for  older 
drivers . 

FY  1994  Program 

The  FY  1994  budget  supports  the  development  of  procedures  for 
DMVs  to  assess  driving  performance  of  older  drivers  and  the 
initiation  of  a  study  to  develop  methods  to  identify  older 
drivers  who  do  not  appropriately  regulate  their  driving  ($400 
thousand) .   Another  new  project,  to  be  coordinated  with  the 
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Federal  Transit  Administration  emd  the  Administration  on  Aging, 
will  determine  what  happens  to  an   older  person's  mobility  when 
they  stop  driving,  identifying  needs  for  and  availcUoility  of 
other  transportation  modes  to  meet  their  mobility  needs  ($100 
thouseuid)  . 

FY  1995  Request 

The  FY  1995  budget  funds  the  conclusion  of  a  study  to  understand 
the  consequences  of  losing  driving  privileges,  especially  in 
regard  to  the  availability  and  use  of  alternative  transportation 
modes  ($98  thousand) .  We  will  initiate  studies  to  identify 
obstacles  encountered  by  physicians  and  faunily  members  or  friends 
when  notifying  DMVs  edsout  older  drivers  who  have  experienced 
problems.   These  studies  will  develop  procedures  to  overcome 
these  obstacles  ($198  thousand) .   Another  project  will  use  the 
results  of  previous  work  to  develop  specific  procedures  for 
negotiating  intersections  that  will  permit  older  drivers  to 
perform  more  safely  in  this  threatening  environment 
($148  thouseuid)  . 

Accomplishments 

o    Submitted  a  report  to  Congress  titled:  "Addressing  the 

Safety  Issues  Related  to  Younger  and  Older  Drivers:   the 
Research  Agenda  of  the  National  Highway  Traffic  Safety 
Administration. " 

o    Revised  and  submitted  to  Congress  the  Agency's  Traffic 
Safety  Plem  for  Older  Persons. 

o    Published  a  collection  of  position  papers  authored  by 

nationally  recognized  geriatric  researchers  summarizing  the 
/   state  of  the  art  and  describing  needed  research  regarding 


the  safety  and  mobility  of  older  road  users. 
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HIGHWAY  SAFETY  RESEARCH 

FY  1993         FY  1994      FY  1995 
Appropriation  Appropriation  Request 

(Dollars  in  Thousands) 

Pedestrians  &  Bicyclists     $258  $258        $355 

Program  Objective 

The  primary  objective  of  the  pedestrian/bicyclist  research 
program  is  to  develop  cost-effective  countermeasures  for  use  by 
states  and  localities  in  reducing  pedestrian/bicycle  accidents 
and  injuries. 

Program  Description 

Pedestrian  and  bicyclist  fatalities  account  for  about  16  percent 
of  all  highway  related  deaths  each  year  with  a  total  societal 
cost  estimated  to  be  $4.7  billion  annually.   In  some  large  U.S. 
cities,  50  percent  or  more  of  the  highway  fatalities  are 
pedestrians .   Research  has  shown  these  accident  areas  to  be 
complex  with  multiple  factors  contributing  to  the  crashes.   The 
identification  of  crash  types  by  NHTSA  has  been  a  major  step  in 
improving  our  understanding  of  how  these  crashes  happen  and  what 
can  be  done  to  prevent  them.   Using  the  crash  types  as  targets, 
research  focuses  on  the  development  of  countermeasures  in  the 
areas  of  public  safety  information,  model  regulations,  and  safety 
training.   Work  done  in  conjunction  with  the  Federal  Highway 
Administration  broadens  the  countermeasure  approaches  to  include 
signing,  traffic  signals,  and  other  environmental  aides.   The 
current  focus  is  on  preventing  crashes  involving  older 
pedestrians,  including  those  who  are  impaired  by  alcohol.   States 
and  localities  with  limited  resources  for  safety  activities  can 
focus  on  applying  solutions  when  the  basic  work  of  problem 
identification,  countermeasure  development  and  testing  is  done  at 
the  federal  level. 

FY  1994  Program 

Work  continued  on  the  development  of  a  campaign  to  raise  the 
level  of  awareness  about  pedestrian  and  bicyclist  safety  problems 
for  both  the  pxiblic  and  for  professional  groups  having 
responsibilities  in  these  safety  areas.   Evaluation  of  the 
PEDZONE  project  in  conjvinction  with  FHWA  continued  during  this 
period  ($50  thousand) .   Finally,  research  was  initiated  on 
developing  countermeasures  in  the  bicyclist  crash  area  ($111 
thousand) . 
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FY  1995  Request 

A  portion  of  the  requested  FY  1995  funding  will  be  used  to 
con?)lete  countermeasure  development  work  already  underway 
($120  thousand) .   Specifically,  the  program  continues  evaluation 
of  the  joint  NHTSA/FHWA  "PEDZONE"  project,  where  sections  of  a 
city  (zones)  having  high  numbers  of  older  (65+)  pedestrian 
crashes  are  identified  cmd  treated  with  an  appropriate  mix  of 
behavioral  and  engineering  countermeasures .   In  its  final  year, 
the  PEDZONE  project  will  provide  localities  with  a  coit^lete 
program  of  pedestrian  protection  for  older  persons.   Also  being 
funded  and  completed  in  this  time  period  will  be  bicyclist  crash 
countermeasures  in  the  form  of  public  service  announcements  and 
print  media  ads.   Identifying  the  nature  and  magnitude  of 
pedestrian  euid/or  bicyclist  crash  problems  is  an  inportant  first 
step  in  the  prevention  process  at  the  local  level.   In  FY  1995, 
we  will  review  the  operational  experience  of  a  Problem 
Identification  Progrcun  software  package  for  pedestrian  and 
bicyclist  crashes  that  was  made  availcQjle  earlier  to  localities, 
and  make  whatever  revisions  are  required  to  iitprove  its 
usefulness  and  performance  ($75  thousamd) .   In  addition,  we  will 
initiate  the  development  of  a  training  module  to  instruct 
community  traffic  safety  program  (CTSP)  coordinators  on  the  crash 
problems  cmd  safety  programs  in  the  pedestrian  and  bicyclist 
areas  ($23  thouscuid) .   Finally,  a  new  initiative  in  FY  1995  will 
examine  the  magnitude  of  the  alcohol -pedestrian  problem  in  other 
target  groups,  e.g.,  Hispanic,  rural.  Native  American  populations 
($137  thousand) .   Prior  research  has  identified  alcohol 
iirpairment  as  a  factor  in  35-45  percent  of  adult  pedestrian 
fatalities.   This  estimate  may  differ  when  specific  target  groups 
are  desegregated.   The  proposed  research  will  examine  availaible 
crash  data  to  determine  the  magnitude  of  the  problem  in  selected 
ethnic  groups. 

Accomplishments 

o    "Walking  Through  The  Years , "  a  safety  package  for  older 
pedestrians,  including  the  report  "Development  of  Safety 
Information  Materials  and  Media  Plans  for  Elderly 
Pedestrians . " 

o  Developed  Safe  Crossing  Program,  a  variety  of  media  resource 
materials  enconpassing  pedestrian  safety  messages  for  use  at 
the  local  level . 

o    "Pedestriem  and  Bicyclist  Safety:  A  Review  of  Key  Program 
and  Countermeasure  Developments  During  the  1980 's." 


k 


HS-48 


510 


HIGHWAY  SAFETY  RESEARCH 

FY  1993         FY  1994      FY  1995 
Appropriation  Appropriation  Request 

(Dollars  in  Thousands) 

Speed  &  Unsafe  Driving 
Actions  $376  $376         $620 

Program  Objective 

The  primary  objectives  of  the  Speed  and  Unsafe  Driving  Actions 
Research  program  are  to  determine  the  nature  and  magnitude  of  the 
crash  problem  associated  with  the  major  unsafe  driving  behaviors, 
and  to  develop  and  evaluate  programs  designed  to  reduce  these 
behaviors . 

Program  Description 

Excessive  speeding  has  been  a  major  highway  safety  problem  for 
many  years,  and  is  an  Agency  priority.   Other  unsafe  driving 
behaviors  (e.g.,  rvinning  a  stop  sign  or  traffic  light)  are  on  the 
increase  and  are  also  becoming  major  highway  safety  problems. 
However,  little  is  known  about  the  nature  of  the  crash  problem 
associated  with  these  behaviors  and  what  can  be  done  to  reduce 
these  crashes.   States  and  communities  look  to  NHTSA  for  this 
type  of  information  so  that  they  can  effectively  combat  these 
unsafe  behaviors.   Research  in  this  area  focuses  on  determining 
the  degree  to  which  unsafe  driving  behaviors  that  are  under  the 
voluntary  control  of  the  driver  contribute  to  crash  causation, 
and  on  determining  under  what  circumstances  (i.e.,  when  and 
where)  behaviors  such  as  speeding  are  most  likely  to  increase 
crash  risk  and  who  is  practicing  these  behaviors.   In  addition, 
research  is  also  directed  at  the  development  and  evaluation  of 
programs  (e.g.,  enforcement,  adjudication,  public  information, 
education,  etc.)  designed  to  reduce  the  occurrence  of  these 
behaviors  in  situations  that  lead  to  increased  crash  risk. 

FY  1994  Program 

Work  continued  on  field  testing  undetectable  speed  enforcement 
procedures  (e.g.,  laser  and  radar).   For  the  crash  study  that 
determines  the  nature  and  magnitude  of  the  highway  safety  problem 
associated  with  speed  and  other  unsafe  behaviors,  methodology  was 
developed  and  a  pilot  test  con^leted. 

FY  1995  Request 

The  development  of  effective  countermeasures  to  reduce  driver 
behaviors  thought  to  be  responsible  for  crashes  has  been  only 
partially  successful  because  we  have  little  knowledge  of  the 
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nature  of  the  specific  behaviors  that  are  actually  hazardous,  the 
specific  conditions  accompanying  these  behaviors,  and  the  types 
of,  and  perceptions  of,  drivers  who  perform  them.   A  study 
involving  crash  investigations  will  continue  to  identify  the 
nature  and  extent  of  the  crash  problem  associated  with  speed  and 
other  unsafe  behaviors  ($420  thousand) .   Nationwide  surveys  will 
be  initiated  to  determine  what  motivates  the  public  to  commit  the 
unsafe  behaviors  ($100  thousand) .   Research  will  continue  on 
speed  enforcement  technology  (e.g.,  laser  and  radar) 
($100  thousand) . 

Accomplishments 

o    Completed  evaluation  of  effectiveness  of  combined 

enforcement  strategies  that  focus  on  speed,  alcohol,  and 
safety  belts. 
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STATE  MOTOR  VEHICLE  SERVICES 

FY  1993         FY  1994      FY  1995 
Appropriation  Appropriation  Request 

(Dollars  in  Thousands) 

Records  and  Licensing    $238  $1,140      $1,330 

Program  Objective 

The  objective  of  the  Traffic  Records  and  Driver  Licensing  program 
is  to  support  and  assist  States  in  in^roving  traffic  records  and 
driver  licensing  systems  and  to  establish  more  uniform  practices 
throughout  the  country.   A  good  traffic  records  system  is 
necessary  for  State  and  community  managers  to  identify  highway 
safety  problems,  implement  effective  countermeasures ,  euid 
evaluate  their  results.   A  good  licensing  system  is  necessary  to 
grcuit  licenses  only  to  qualified  drivers  and  to  identify  problem 
drivers  in  order  to  take  appropriate  action.   In^roved  driver 
licensing  programs  are  necessary  to  address  older  and   entry  level 
driver  safety  through  non-prejudicial  methods  that  identify 
drivers  with  poor  driving  records,  or  with  physical  and  mental 
limitations  smd  to  determine  how  these  drivers  should  be  treated 
to  mcLximize  their  safety  and   mobility. 

Progreun  Description 

NHTSA's  role  is  to  provide  national  leadership  in  records  and 
licensing  to  increase  both  safety  and  mobility.   Our  goal  is  to 
improve  state  record  systems'  coit^jleteness,  accuracy,  timeliness, 
consistency,  and  usefulness;  and  to  improve  State  driver 
licensing  practices  and   procedures  for  dealing  with  problem 
drivers.   To  do  this,  we  (1)  continuously  monitor  and  assess 
State  activities,  with  en^hasis  on  identifying  noteworthy  uses  of 
new  technology  and  practices,  (2)  develop,  demonstrate  and 
implement  new  technology  cind  practices  and  promote  their  use, 
(3)  provide  grants  cuid  other  support  to  assist  States  in 
upgrading  their  records  and  licensing  systems,  and  (4)  provide 
technical  assistance  through  workshops,  seminars,  publications, 
information  dissemination,  and  direct  consultation.   For  exanple, 
results  of  two  major  NHTSA  traffic  records  demonstration  projects 
currently  underway  in  New  Jersey  emd  North  Carolina  will  form  the 
basis  of  much  of  our  future  technology  transfer  efforts  relative 
to  latest  con^>uter  hardware  and  software  technologies.  These 
projects  are  demonstrating  current  technology  in  personal 
conputer  (PC)  use  for  data  collection  and  transmission  by 
enforcement  and  emergency  medical  services  personnel,  use  of 
Global  Positioning  System  (GPS)  and  Geographic  Information  System 
(GIS)  technology,  emd  means  by  which  local  agencies  Ceui  provide 
data  input  emd  directly  access  State  data  files. 
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FY  1994  Program 

Start-up  funds  are  being  requested  in  FY  1994  (by  both  NHTSA  and 
FHWA)  for  a  new  program  to  provide  planning  assistance  to  States 
that  are  contemplating  major  upgrades  of  their  traffic  records 
systems.   States  will  upgrade  their  traffic  records  systems  to 
comply  with  the  requirements  for  a  Safety  Management  System 
(SMS) ,  to  implement  the  CADRE  uniform  data  elements  provisions, 
and  to  enhance  their  ability  to  monitor  their  highway  safety 
program  performance  by  better  tracking  their  traffic  fatality  and 
injury  crashes.   Up  to  10  implementation  grants  will  be  awarded 
to  States  that  have  demonstrated  a  commitment  to  upgrading  their 
records  systems.   These  funds  will  be  used  to  determine  the 
changes  needed  in  the  State  systems  to  meet  SMS  and  CT^RE 
provisions  and  to  develop  detailed  plans  for  implementing  these 
changes  ($700  thousand) . 

We  will  begin  a  major  demonstration  of  a  State  older  driver 
licensing  program.   We  will  conduct  personal  computer  (PC) 
workshops  and  begin  a  demonstration  of  PC  use  for  police  agency 
accident  reporting  and  data  transmission.   We  will  continue  to 
support  provisional  licensing  programs  in  the  States,  improved 
driver  licensing  examiner  training  (including  older  driver 
screening  and  counseling) ,  promote  the  exchange  of  uniform 
violation  and  conviction  information  between  the  States  through 
the  Non- Resident  Violator  and  Driver  Licensing  Compacts,  and  use 
of  the  D-20  Data  Element  Dictionary  ($440  thousand) . 

FY  1995  Request 

At  the  requested  budget  level,  we  estimate  that  up  to  10 
additional  States  (over  those  funded  in  FY  1994)  can  receive 
traffic  record  implementation  grants.   These  grants,  which  will 
be  jointly  funded  with  FHWA,  will  be  awarded  to  States  that  have 
demonstrated  commitments  to  upgrade  their  record-keeping  systems. 
Because  of  the  enormous  costs  of  system  upgrades  in  traffic 
records,  NHTSA  cannot  make  any  meaningful  contribution  to  the 
actual  hardware  changes  needed.   Rather,  our  resources  are  better 
spent  in  helping  the  States  determine  what  changes  are  needed  to 
meet  the  multiple  requirements  for  records  established  under  the 
provisions  of  the  Intermodal  Surface  Transportation  Efficiency 
Act  (ISTEA) ,  and  to  improve  their  ability  to  monitor  traffic 
safety  problems,  trends  and  performance  in  fatality  and  injury 
crashes.   The  requested  budget  also  will  support  a  review  and 
synthesis  of  the  results  of  the  1994  in^lementation  grants 
($800  thousand) . 

With  FHWA  we  will  develop  traffic  records  guidance  for  data 
collection  and  use  relative  to  SMS  development  and  management. 
Results  of  the  FY  1994  implementation  grants  will  provide 
significant  input  to  the  development  of  this  SMS  guidance.   We 
also  will  work  with  FHWA  to  begin  an  inventory  of  available 
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public -domain  software  used  by  various  State  and  local  agencies 
for  data  management  and  analysis.   This  will  assist  States  and 
communities  seeking  to  inprove  or  replace  their  software  systems. 
We  also  will  provide  technical  assistance  to  the  States  by 
advising  on  application  of  new  technology  for  data  collection, 
transmission  and  analysis  ($230  thousand) . 

NHTSA  will  coit^lete  and  evaluate  the  older  driver  licensing 
demonstration  program  begun  in  FY  1994  and  will  begin 
disseminating  its  results  to  the  States.   We  will  continue  to 
promote  state  provisional  licensing  programs,  improve  driver 
license  exeuniner  training,  encourage  states  to  participate  in  the 
Non-Resident  Violator  and  Driver  License  Coirpact  to  improve  the 
exchange  of  violation,  licensing  and  driver  records  data  between 
the  states,  and  assist  state  record  uniformity  through  the  ANSI 
D-20  Data  Element  Dictionary  ($300  thousand) . 

Accomplishments 

o    Funded  and  provided  oversight  for  the  traffic  record 

demonstrations  in  New  Jersey  and  North  Carolina  that  use  the 
latest  personal  computer  technology  for  data  collection  and 
transmission  and  apply  Global  Positioning  System  (GPS) 
technology  for  accurate  crash  location. 

o    Completed  assessments  of  status  of  State  implementation  of 
CADRE  in  all  50  States. 

o    Initiated  a  major  demonstration  of  an  improved  State  older 
driver  licensing  program,  including  various  restricted 
licensing  provisions  and  counseling  on  voluntary  driving 
restrictions,  alternative  transportation,  and  other 
available  community  services. 

o    Continued  to  assist  States  in  reviewing  and  in^roving  their 
traffic  records  systems  through  individual  State  traffic 
records  assessments. 

o    Sponsored  personal  computer  workshops  for  State  and  local 

police  and  emergency  medical  service  agencies.   Inplemented  a 
limited  demonstration  of  hand-held,  pen-based  personal 
coit^juters  for  data  collection  and  transmission  by  police  and 
emergency  medical  agencies. 

o    Through  the  Americein  Association  of  Motor  Vehicle 

Administrators  (AAMVA) ,  provided  technical  assistance  to  States 
on  provisional  licensing,  false  identification,  administrative 
license  revocation  provisions,  older  driver  education  and 
mobility  alternatives,  and  driver  license  examiner  training. 
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RESEARCH  AND  ANALYSIS  PROGRAM 

Highlights  Statement 

Research  and  Analysis  operates  under  the  mcuidate  of  the  National 
Traffic  and  Motor  Vehicle  Safety  Act  of  1966,  the  Highway  Safety 
Act  of  1966,  and  the  Motor  Vehicle  Information  and  Cost  Savings 
Act  of  1972. 

The  mission  of  the  Research  and  Analysis  Program  is  to  provide  a 
scientific  basis  for  future  reductions  in  motor  vehicle  crash 
losses.   This  research  component  consists  of  broadly  based 
research  and  development,  data  acquisition,  cuid  analysis  programs 
designed  to  support  those  motor  vehicle  areas  that  show  the 
greatest  promise  for  avoiding  crashes,  reducing  injuries,  and 
saving  lives.   The  need  for  developing  and  applying  new 
technology  to  solve  the  nation's  motor  vehicle  problems  is 
evident.   Thus,  this  program  is  playing  a  major  role  in 
identifying  and  exploiting  advanced  technology  through  its 
research  endeavors. 

The  Crash  Avoidance  program  fosters  the  development  and  early 
deployment  by  the  industry  of  affordable,  reliable,  user- friendly 
products  for  improving  the  collision  avoidance  of  motor  vehicles. 
It  provides  continued  support  of  heavy  vehicle  research,  the 
National  Advanced  Driving  Simulator  (NADS) ,  and  Intelligent 
Vehicle -Highway  Systems  (IVHS)  program.  This  program  supports 
three  of  the  Secretarial  themes:  Strengthening  Transportation's 
Role  in  Supporting  the  Economy,  Supporting  the  Safety  of  our 
Transportation  Systems,  and  Advancing  U.S.  Transportation 
Technology  and  Expertise. 

The  heavy  vehicle  research  program  will  continue  its  cooperative 
work  with  industry  to  develop  a  database  of  truck  tire  traction 
characteristics  and  to  assess  the  occupant  protection 
capcibilities  of  truck  interior  CeQj  con^jonents  cuid  cab  structural 
integrity  through  component  and  full-scale  testing. 

The  IVHS/human  factors  program  will  carry  out  research  to  define 
measurable  relationships  between  driver  capabilities  and 
limitations  and  driver  performance,  e.g.,  capabilities  and 
limitations  of  older  drivers,  assessment  of  workload  effects 
associated  with  in- vehicle  displays,  optimum  methods  of  warning 
drivers  cJsout  potential  collision  threats,  and  vehicle-based 
methods  of  monitoring  driver's  performance  to  warn  them  of 
lapses.  These  data  will  define  an  in^roved  driver  performance 
data  base  which  will  aid  designers  in  optimizing  the  interface 
between  technology  and  the  driver  and  serve  as  the  basis  for 
agency  evaluations  of  the  safety  impact  of  adding  such  devices  to 
motor  vehicles.  To  support  the  acquisition  of  needed  driver 
performance/safety  evaluation  data,  the  agency  will  construct  the 
NADS  cuad  an   instrumented  test  vehicle  which  will  serve  as  a 
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testbed  for  evaluating  IVHS  hardware  and  as  a  safety  test  vehicle 
for  evaluating  the  system  safety  of  automated  highway  system 
(AHS)  concepts.  Performance  guidelines  will  be  developed  for 
collision  avoidance  countermeasures  to  rear-end;  lane  change, 
merging,  and  backing;  intersection;  and  road  departure  crashes  as 
well  as  night  vision  enhancement  systems.  These  specifications 
will  define  the  performance  characteristics,  in  engineering  and 
human  factors  terms,  of  the  system  which  must  be  met  in  order  to 
ensure  that  the  designed  products  achieve  their  safety  potential. 
These  guidelines  will  be  the  foundation  for  development  of 
advanced  collision  avoidance  systems  by  the  motor  vehicle 
industry  and  for  safety  impact  analysis  by  the  agency.  The  agency 
will  also  continue  to  work  with  the  industry  to  evaluate  a  system 
for  automatically  summoning  EMS  response  following  a  crash  and 
providing  the  exact  location  of  the  crash  as  well  as  other 
mobility  enhancing  systems. 

The  Crashworthiness  program  will  insure  and  promote 
transportation  safety  by  continuing  research  on  frontal,  side, 
and  rollover  crashes  involving  passenger  cars,  light  trucks,  and 
vans.   Both  analytical  and  experimental  efforts  are  planned  to 
study  and  improve  the  lifesaving  characteristics  of  vehicles  in 
these  major  crash  modes.   Preventing  occupant  ejection  will 
continue  to  receive  emphasis  in  the  research  effort.   During  the 
1990' s,  while  the  U.S.  automotive  industry  is  cutting  back  on 
both  personnel  and  funding  for  basic  safety  research  in  order  to 
be  lean  and  efficient  in  the  world  market  place,  the  agency's 
biomechanics  group  has  the  sole  program  developing  the  frontal 
impact  safety  dummy  for  the  early  21st  Century.   Basic  research 
in  the  biomechanics  of  impact  injury  mechanisms  is  planned  and 
will  provide  NHTSA  a  clearer  understanding  of  what  causes  injury 
to  people.   This  increased  knowledge  will  promote  technological 
advancements  in  the  safety  arena  and  allow  them  to  be  efficiently 
integrated  with  the  sometimes  conflicting  recjuirements  of 
improving  fuel  efficiency  and  minimizing  the  environmental 
effects  of  the  automotive  fleet.   These  efforts  will  also  be 
pursued  through  collaborative  efforts  with  the  Federal  Highway 
Administration,  the  Department  of  Defense  (Army  and  Air  Force) , 
and  the  U.S.  Auto  Industry  Research  Cooperatives  to  achieve  the 
President's  objectives  of  fostering  intermodalism  and  his 
commitment  to  effectively  using  technology  to  meet  a  variety  of 
national  objectives. 

The  National  Center  for  Statistics  and  Analysis  will  continue  to 
use  large  scale  automated  data  bases  to  support  problem 
identification,  prograim  planning  and  program  evaluation.   This 
data  must  be  of  superior  quality  since  it  is  used  by  the  agency 
to  support  research  and  development  of  motor  vehicle  and  highway 
safety  policy  and  programs.   With  39,235  fatalities  and  more  than 
six  million  police  reported  crashes  in  1992,  and  direct  economic 
losses  from  traffic  crashes  approaching  $138  billion  per  year, 
motor  vehicle  and  highway  safety  continues  as  a  top  priority  in 
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transportation  safety.   These  data  also  are  the  primary  source  of 
information  on  motor  vehicle  and  highway  safety  for  other  DOT 
modes,  especially  the  Federal  Highway  Administration  (FHWA) .   The 
auto  manufacturing  and  insurance  industries.  State  auid  local 
governments,  and  consumers  all  benefit  from  the  data  produced  by 
NHTSA.   The  FY  1995  program  will  continue  these  major  data 
systems. 
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RESEARCH  AND  ANALYSIS  PROGRAM 
Summary  of  Budget  Requirements 


FY  1994 
Appropriation 


FY  1995 
Request 


Increase  (+) 

or 
Decrease  (-) 


Positions: 
Use  of  Funds : 


(Dollars  in  Thousands) 
130  132 


+2 


Salaries  &  Expenses 

$9,103 

$9,633 

+  $530 

Operating  Expenses 

2,158 

2,561 

+403 

Contract  Program 

38,260 

36,730 

-1,530 

Total,  Research  & 

Analysis 

49,521 

48,924 

-597 

Source  of  Funds: 

O&R  Federal 

38,643 

38,337 

-306 

O&R  Trust 

10.873 

10.587 

-291 

Total,  Research  & 

Analysis 

49,521 

48,924 

-597 
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Position  Increase  Justification 


Positions 

FY  1993 
Appropriat  ion 

130 

FY  1994 
Apprppriatipn 

130 

FY  1995 
Request 

132 

Change 
+2 

In  FY  1995,  two  new  IVHS  positions  are  requested  for  the  Crash 
Avoidance  Research  Program  to  support  the  agency's  initiative  to 
significantly  improve  motor  vehicle  and  highway  safety  through  the 
application  of  intelligent  systems  to  motor  vehicles.   The 
development,  deployment,  and  use  of  autonomous  and  cooperative  "smart" 
vehicle  systems  will  improve  drivers'  recognition  and  skills,  and 
compensate  for  certain  driver  errors. 

Public -private  partnerships  are  an  important  element  in  the  rVHS 
program.   One  engineering  position  and  one  human  factors  position 
would  be  utilized  to  support  the  agency's  increased  participation  in 
cooperative  agreements  with  industrial  partners  in  order  to  accelerate 
the  development  amd  early  deployment  of  rVHS-based  collision  avoidance 
systems  and  to  support  the  agency's  responsibility  for  vehicle 
engineering,  system  safety  and  human  factors  support  for  the 
Department's  Automated  Highway  System  Program. 

Both  of  these  progrsuns  will  support  a  strengthening  of  the  U.S. 
leadership  in  producing  high  technology  systems  and  will  facilitate 
the  conversion  of  defense  capabilities  to  civilian  applications. 


R&A-5 


521 


RESEARCH  AND  ANALYSIS  PROGRAM 

Contract  Program  Surnmary 

FY  1993         FY  1994 
Appropriation  Appropr iat  ion 


FY  1995 
Request 


MOTOR  VEHICLE  RESEARCH 
Crashworthiness  Research 

Safety  Systems 

Biomechanics 

Subtotal,  Crash- 
worthiness  Research 

Crash  Avoidance  Research 
IVHS/Human  Factors/ 

Driver  Perf . 
Simulator 
Heavy  Vehicles 
Subtotal ,  Crash 

Avoidance  Research 

Total,  Motor  Vehicle 
Research 

NATIONAL  CENTER  FOR 
STATISTICS  &  ANALYSIS 
Fatal  Accident 

Reporting  System 
Nat'l  Accident 

Sampling  System 
Data  Analysis  Program 
State  Data  Systems 
Restraint  Usage  Data  Prog. 
Special  Crash 
Investigations 
Total,  National  Center  for 
Statistics  &   Analysis 

TECHNOLOGY  TRANSFER 

Total,  Res.  &  Anal. 


(Dollars  in  Thousands) 


$7,480 
4,986 

$7,050 
5.300 

$6,050 
4,500 

12,466 

12.350 

10,550 

7,024* 

7,500** 

7,271 

5,000 
2,774 

0 
1,097 

2,000 
597 

14,798 

8,597 

9,868 

27,264 

20,947 

20,418 

3,933 


4,338 


8,724 

9,409 

1,575 

1,625 

953 

1,236 

**** 

350 

315 

315 

15,500 

17,273 

40 

40 

4,338 


8, 
1, 
1, 

,359 

,824 

,436 

0 

315 

16, 

,272 

40 

42,804 


38,260 


36,730 


*  $2  million  additional  appropriated  to  NHTSA  from  FHWA's  Budget  for 
conducting  IVHS  related  safety  research. 

**  $7  million  additional  included  in  FHWA's  FY  1994  appropriation. 
***  $10  million  additional  included  in  FHWA's  FY  1995  request. 
****  Funding  of  $350  thousand  for  FY  1993  is  included  in  the  Highway 
Safety  Program's  budget. 
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CRASHWORTHINESS  RESEARCH 

FY  1993  FY  1994         FY  1995 

Appropriation    Appropriation     Request 

(Dollars  in  Thousands) 

Safety  Systems         $7,480  $7,050         $6,050 

Program  Ob-jective 

Frontal,  side,  and  rollover  crashes  account  for  most  of  the 
deaths  and  injuries  to  occupants  of  passenger  cars  and  light 
trucks  and  vans  (LTV's) .   In  addition  to  the  harmful  interactions 
resulting  from  occupant  in5>acts  with  the  various  vehicle  interior 
surfaces  during  these  crashes,  ejections  through  door  and  window 
areas  and  pedestrian  iir^jacts  contribute  significantly  to  the 
deaths  and  injuries.   In^rovements  in  vehicle  structure  and 
occupant  compartment  design,  in  combination  with  improvements  in 
restraint  systems,  require  research  in  test  procedures, 
biomechanics  of  injury  measurement,  and  countermeasure 
development  and  evaluation.   Research  will  explore  the  issues 
associated  with  the  introduction  of  ultra- stiff ,  low  mass 
electric  and  other  vehicles  that  are  envisioned  as  a  result  of 
the  Administration's  "clean  car"  initiative.   The  objective  of 
this  research  program  is  to  undertake  these  activities  so  as  to 
ensure  and  promote  transportation  safety,  and  to  advance  U.S. 
transportation  technology  and  expertise  by  investing  in  the 
national  laboratories. 

Program  Description 

While  continuing  much  of  the  FY  1994  research  program  supporting 
priority  activities  for  improved  frontal  crash  protection, 
rollover  protection,  side  iitpact  protection,  upper  interior  head 
protection,  and  occupant  ejection  protection;  the  planned 
activities  also  include  the  continuation  of  the  development  of 
occupant  protection  systems/devices  beyond  the  scope  of  those 
currently  used  in  passenger  cars.   These  developments  include 
upgraded  air  bag  deployment  techniques  including  precrash 
sensing,  upgraded  belt  restraints  including  pretensioners  and 
adjustable  anchorages,  side  inflatable  cushions,  inproved  seat 
designs,  improved  energy  eibsorbing  vehicle  interior  surfaces,  and 
optimized  safety  belt/air  bag  systems  that  provide  inproved 
protection  for  the  elderly.   Activities  include  collcuborative, 
intermodal  efforts  with  the  Federal  Highway  Administration  (FHWA) 
and  involve  projects  with  the  Lawrence  Livermore  National 
Laboratory  (LLNL)  utilizing  their  expertise  in  finite  element 
modeling. 
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FY  1994  Program 

The  FY  1994  research  program  provides  the  required  support  for 
the  comprehensive  agency  objectives,  including  activities  to 
support  regulatory  decisions  for  interior  head  protection, 
rollover  protection,  door  retention  components,  and  improved 
frontal  crash  protection.   Activities  are  underway  to  support 
agency  initiatives  in  school  bus  safety,  child  restraint 
programs,  improving  the  manner  in  which  vehicle  structural 
components  engage  during  a  crash  in  order  to  minimize  occupant 
compartment  intrusion,  and  reducing  the  occupant  compartment 
intrusion  and  deceleration  levels  caused  by  differences  in 
vehicle  weight  and  structural  characteristics  during  a  crash. 
Activities  are  also  underway  to  ensure  that  electric  vehicles 
attain  an  appropriate  level  of  safety  compared  to  that  which 
applies  to  vehicles  with  conventional  internal  combustion  engines 
as  required  by  the  Federal  motor  vehicle  safety  standards. 

FY  1995  Request 

The  FY  1995  proposed  research  program  involves  continuing  many  of 
the  FY  1994  research  activities  supporting  agency  initiatives  and 
comprehensive  agency  objectives.   Specifically,  the  program 
includes  the  following  activities: 

Research  will  identify  and  mitigate  the  safety  problems 
associated  with  frontal  crashes  beyond  the  implementation  of 
Federal  Motor  Vehicle  Safety  Standard  (FMVSS)  No.  208,  which 
requires  crash  testing  of  vehicles  with  instrumented  human- 
like test  dummies  to  measure  and  minimize  the  likelihood  of 
occupant  injury  to  the  head,  chest,  and  upper  legs.   The 
focus  will  be  on  the  development  and  evaluation  of 
countermeasures  required  to  mitigate  the  safety  problems 
associated  with  injuries  to  the  body  regions  not  covered  by 
208  (including  the  neck,  abdomen,  pelvis,  and  the  lower 
extremities) ;  injuries  associated  with  occupant  age  and 
size;  occupant  compartment  intrusion  resulting  from  offset 
and  higher  severity  full  frontal  collisions;  and  vehicle 
aggressiveness  deriving  from  vehicle  size,  stiffness,  and 
geometric  incompatibility  with  collision  partners.   Research 
to  ensure  that  electric  vehicles  and  other  vehicles 
developed  as  a  result  of  the  "clean  car"  initiative  attain 
an  appropriate  level  of  safety  compared  to  that  which 
applies  to  vehicles  with  conventional  internal  combustion 
engines  will  be  undertaken.   Research  efforts  will  be 
expanded  for  understanding  vehicle  aggressivity  and 
compatibility.   Since  much  of  the  test  development  work  will 
be  completed  in  FY  1994,  the  work  for  FY  1995  is  expected  to 
involve  substantial  crash  testing  of  modified  vehicle 
designs.   ($1.75  Million) 
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Test  procedures,  injury  mitigation  hardware,  and   performance 
criteria  will  be  developed  for  improved  occupant  protection 
in  rollover  and  side  inpact  crashes  of  LTV's  and  passenger 
cars.   Collaborative  efforts  are  planned  with  FHWA  for 
evaluating  side  impact  protection  afforded  in  collisions 
with  roadside  hardware.   Efforts  will  be  continued  at  LLNL 
to  refine  structural  models  developed  for  analyzing  side 
impact  crashes.   Research  will  be  directed  at  reducing 
occupant  ejection  injuries  through  improvements  as 
necessary,  depending  on  rulemaking  decisions,  in  glazing, 
latches,  and  hinges.   Research  will  utilize  advanced 
structural  modeling  technicjues  to  analyze  roof  structure 
performance  during  rollover  crashes  and  to  develop,  build 
prototype  hardware,  and  evaluate  design  concepts  for 
reducing  roof  crush.   ($1.6  Million) 

Activities  will  support  agency  initiatives  and  actions  for 
school  bus  safety,  child  restraint  programs,  pedestrian  and 
cyclist  programs,  and  the  elderly.   The  focus  will  be  on 
improved  restraint  concepts  for  children  and  work  on  the 
special  protection  that  may  be  helpful  to  the  elderly. 
($1.4  Million) 

Research  will  continue  to  provide  the  scientific  bases  for 
the  development  of  occupant  protection  devices  beyond  the 
scope  of  those  currently  used  in  passenger  cars. 
Investigations  of  potential  improvements  will  be  expanded  of 
devices  including  upgraded  air  bag  systems,  inflatable 
automatic  belt  systems,  upgraded  air  bag  deployment 
technologies  including  precrash  sensing,  upgraded  belt 
restraints  including  pretensioners  and  adjustable 
anchorages,  side  inflatcdale  cushions,  improved  energy 
cibsorbing  vehicle  interior  surfaces,  and  improved  seat 
designs.   Front  and  rear  seat  passengers  will  be  included. 
While  the  FY  1994  activities  will  be  mostly  analytical,  the 
FY  1995  efforts  will  include  hardware  development  of  the 
promising  technologies.   ($700  Thousand) 

The  development  and  improvements  of  the  existing  modeling 
technicjues  required  to  properly  characterize  the  vehicle  and 
restraint  system  responses  and  their  effects  on  occupant 
safety  will  be  continued.   This  will  entail  not  only 
software  modifications,  but  also  requires  con^jonent  level 
testing  to  develop  parameter  values  for  the  models. 
Projects  at  LLNL  will  provide  the  necessary  in^rovements  to 
the  modeling  programs.   LLNL  will  also  provide  validation 
efforts  using  their  sophisticated  testing  capability  to 
provide  validation  data,   /additional  full -system  testing  at 
other  test  facilities  also  will  be  recjuired  for  model 
validation  as  well  as  for  determination  of  system 
performance.   ($600  Thousand) 
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The  issues  and  problems  associated  with  the  introduction  of 
ultra  stiff,  low  mass  electric  and  other  vehicles  that  are 
on  the  horizon  as  a  result  of  the  "clean  car"  initiative 
will  be  explored. 

Accomplishments 

During  the  past  year,  a  number  of  activities  led  to  significant 
accomplishments.   These  include: 

o    The  first  phase  of  the  research  program  to  support  the 
upgrade  of  child  safety  rulemaking  was  completed.   This 
included  the  assessment  of  vehicle  interior  dimensions,  the 
evaluation  of  air  bag/child  restraint  interactions,  the 
evaluation  of  front  seat  characteristics,  the  evaluation  of 
belt -positioning  booster  seats,  the  evaluation  of  a 
lap/shoulder  belt  test  procedure,  the  evaluation  of  the 
effect  that  seat  back  flexibility  has  on  test  results,  and 
the  reevaluation  of  FMVSS  No.  213  criteria  for  the  potential 
upgrade  of  the  standard. 

o    The  preliminary  research  effort  to  define  the  problem 

determination  for  the  regulatory  decision  involving  improved 
frontal  crash  protection  has  been  completed.   Additional 
offset  car- to- car  testing  has  been  conducted  to  investigate 
the  effects  of  overlap  percentage,  impact  angle,  and  injury 
criteria  modifications.   Full  frontal  barrier  crash  testing 
has  been  conducted  to  investigate  the  effects  on  occupant 
size. 

o    Cooperative  research  grants  have  been  awarded  to  develop 

improved  air  bag  occupant  protection  systems.   Among  other 
improvements,  this  research  will  investigate  anticipatory 
sensing  and  methods  to  utilize  pre-crash  data  in  air  bag 
designs  which  are  tailored  to  the  crash  environment. 

o    Sophisticated  computer  models  using  finite  element 

methodology  have  been  developed.   A  model  of  the  agency's 
side  impact  dummy  has  been  developed  for  use  in  the  advanced 
research  effort  for  side  impact  protection.   A  model  of  a 
Ford  Taurus  has  been  developed  for  simulating  both  full 
frontal  and  offset  crashes  into  a  rigid  barrier.   Finally,  a 
model  of  a  Nissan  pickup  truck  has  been  developed  to  explore 
countermeasures  for  reducing  roof  crush  during  a  rollover 
crash. 
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CRASHWORTHINESS  RESEARCH 

FY  1993  FY  1994         FY  1995 

Appropriation    Appropriation     Request 

(Dollars  in  Thousands) 

Biomechanics 

Research  $4,986         $5,300         $4,500 

Program  Objective 

The  purpose  of  biomechanics  research  is  to  advance  the  basic 
scientific  understanding  of  the  automotive  injury  process  by 
quantifying  the  relationships  between  forces  on  and   motions  of 
the  various  parts  of  the  body  and  the  risk  to  life  and  limb. 
This  knowledge  is  then  translated  into  testing  technologies  such 
as  test  dummies  and  injury  criteria,  such  that  they  accurately 
evaluate  both  the  fatality  and  injury  risk  that  those  crash 
circumstances  present  to  a  human. 

Program  Description 

Biomechanics  research  is  the  cornerstone  upon  which  many  of  the 
agency's  performance -based  occupant  safety  initiatives  are  and 
will  be  based.   Biomechanics  is  a  science  that  uses  theories, 
methods,  and  practices  of  engineering  to  identify,  study, 
quantify,  control,  and  prevent  impact  injuries  to  humans.   The 
pursuit  of  the  basic  science  provides  a  fundamental  understanding 
of  the  injury  process  in  the  h\iman  body  by  defining  it  in 
mechanical  terms.   This  supports  development  of  intervention  and 
prevention  strategies  by  correctly  modifying  or  limiting  the 
mechanical  components  of  the  impact  process  that  cause  injury. 
Biomechanics  research  is  divided  into  four  major  con^onents. 

Highway  Traffic  Injury  Studies  -  The  objective  of  these  studies 
is  to  identify  and  understand  human  injury  mechanisms  by  studying 
real -world  crashes  using  detailed  engineering  investigations  of 
crashes,  together  with  detailed  medical  studies  of  crash 
injuries.   Medical  researchers,  accident  investigation  teams, 
engineering  researchers,  and  the  agency  staff  identify, 
investigate,  and  document  causes,  conditions,  and  consequences  of 
selected  crashes  involving  serious  injuries.   While  NASS  is 
vitally  necessary  to  determine  the  causes  (i.e.,  the  specific 
parts  of  the  car  that  the  occupant's  body  impacts  and  the  medical 
effects  of  such  iit^acts)  and  the  total  nvimber  of  injuries  and 
death  that  occur  each  year  on  a  national  basis,  the  statistically 
relevemt  sample  that  the  NASS  system  is  cible  to  collect  on  an 
individual  type  of  inpact  is  relatively  small.   These  Highway 
Traffic  Injury  Studies  "over  san%>le"  specific  types  of  crashes  or 
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injuries  and/or  gather  much  more  detailed  or  unusual  information 
that  are  of  specific  interest  due  to  near- term  priorities  of 
program  needs. 

Impact  In-iury  Research  -  The  objective  of  these  studies  is  to 
provide  a  detailed  understanding  of  the  forces,  motions,  and 
distortions  that  the  human  body  experiences  during  an  impact,  and 
their  relationship  to  the  type,  location,  and  severity  of  the 
resulting  injuries.   Impact  injury  research  is  the  experimental 
quantification  in  the  ladaoratory  environment  (in  engineering  and 
medical  terms)  of  the  injury  mechanisms  that  affect  various  parts 
of  the  body  in  automotive  crashes. 

Human  Injury  Simulation  and  Analysis  -  The  objective  of  the 
research  is  to  create  detailed  computer  models  of  the  human  body 
that  can  simulate  humain  impact  response  and  injury  in  simulated 
automotive  crash  events.   Using  the  analytical  techniques  of 
modeling  engineering  structures,  this  work  will  develop  detailed 
models  of  the  human  anatomical  structures  of  the  skull/brain, 
neck,  torso,  and  limbs.   These  models  will  simulate  crash  impact 
responses  of  the  human  body  and  predict,  using  material  failure 
properties,  the  type,  location,  and  extent  of  any  expected 
injuries.   These  mathematical  techniques  are  particularly 
valuable  in  efficiently  exploring,  with  a  computer,  variations  in 
occupant  injury  tolerance  due  to  variations  in  occupant  size  and 
advancing  age   (i.e.,  the  added  susceptibility  of  older  persons 
to  injury) .   They  also  can  reduce  the  need  for  actual  physical 
testing  with  dummies  or  other  surrogates.   This  requires  the 
simulation  of  not  only  the  human  structure  but  also  the  vehicle 
structure  with  which  the  crash  victim  interacts. 

Crash  Test  Dummy  Component  Development  -  The  objective  of  this 
research  is  to  develop  test  equipment  and  iir^jroved  diimmy 
components  capable  of  measuring  crash  forces  and  evaluating 
injury  risk  in  automotive  crashes.   This  work  will  design, 
develop,  test,  and  evaluate  realistic  mechanical  substitutes  for 
the  humem.   It  will  involve  dummy  subcomponent  test  devices 
representing  the  head,  neck,  thorax,  and  limbs.   These  devices 
will  enable  better  evaluation  of  injury  potential  to  allow  future 
improvements  in  regulatory  technologies.   Emphasis  of  proposed 
efforts  will  remain  devoted  to  developing  and  implementing 
advanced  instrumentation  techniques,  improved  dummy  components 
for  more  accurate  evaluation  of  various  restraint  conditions,  and 
devices  for  evaluating  specific  irtpact  situations. 

FY  1994  Program 

The  activities  aind  accon^lishments  of  the  FY  1994  Biomechanics 
Program  are  as  follows: 

Highway  Traffic  Injury  Studies:   Con^ilete  initial  group  of 
investigations  and  analyses  of  pediatric  occupajits  involved 
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in  crashes  while  being  restrained  by  either  a  child 
restraint  or  available  vehicle  restraint  system.   Complete 
study  documenting  injury  consequences  of  compartment 
intrusion  associated  with  high  speed  crashes.  ($800 
thousand) 

Impact  Injury  Research:   Complete  testing  and  analyses  of 
frontal  crashes  conducted  using  a  variety  of  restraint 
systems,  i.e.,  air  bag,  2-  and  3-point  belt  systems  and 
formulate  new  thoracic  injury  criteria.   Initiate  lateral 
impact  injury  program  to  enhance  understanding  of  associated 
injury  mechanisms  and  their  detection.   One  of  the 
university  laboratories  is  investigating  the  biomechanic 
response  and  the  trauma  tolerance  of  the  hiiman  lower 
extremities.  ($2,400  thousand) 

Human  Simulation  and  Analysis:   Complete  initial  validation 
and  begin  application  of  brain  injury  criterion  that  uses  a 
model  of  the  brain  to  predict  both  extent  and  severity  of 
brain  injury  given  the  inertial  accelerations  experienced  by 
the  dummy's  head  during  a  crash  test.   Develop  initial 
validation  of  the  capability  of  a  model  of  the  anatomical 
neck  to  predict  both  ligamentous  and  bony  injuries.  ($1,000 
thousand) 

Crash  Test  Dummy  Component  Development:   Complete 
development  and  evaluation  of  a  prototype  dummy  neck 
possessing  biofidelity  in  flexion-extension,  lateral 
bending,  and  axial  compression- tension.   Complete  design  and 
evaluation  of  new  lower  extremity  for  a  dummy  capable  of 
assessing  a  variety  of  injuiry  mechanisms.  ($1,100  thousand) 

FY  1995  Request 

The  requested  Biomechanics  research  budget  proposes  to  continue 
research  efforts  in  each  of  the  four  major  areas  of  activity: 
Highway  Traffic  Injury  Studies  ($500  thousand) ,  Impact  Injury 
Research  ($2  million) ,  Human  Injury  Simulation  and  Analysis  ($900 
thousand),  and  Crash  Test  Dummy  Component  Development  ($1.1 
million) .   These  efforts  are  designed  to  support  both  the 
agency's  near- term  rulemaking  priorities  as  well  as  the  agency's 
longer  term  efforts  to  improve  frontal,  side,  and  rollover  crash 
protection  by  improving  the  fundamental  understanding  of  the 
impact  injury  process,  describing  these  processes  in  mechanical 
terms,  and  designing,  developing,  and  providing  appropriate 
physical  test  devices  which  can  monitor  those  mechanical 
components  of  the  impact  process  that  have  been  identified  to 
cause  injuries. 

Highway  Traffic  Injury  Studies:   The  efforts  will  continue 
to  fund  modest  efforts  at  several  trauma  hospitals  which 
combine  detailed  crash  investigations  with  detailed  injury 
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documentation  to  study  euid  accelerate  understanding  of 
emerging  safety  issues  such  as  extent,  severity,  and 
significemce  of  lower  limb  injuries  for  fully  restrained 
occupants  in  frontal  crashes  and  identification  and  study  of 
unexpected  injury  modes. 

Impact  Injury  Research:   NHTSA  will  continue  its  program  of 
inpact  injury  research.   The  level  of  effort  in  this  program 
area  will  be  achieved  by  reducing  the  number  of  university 
based  Impact  Injury  Research  Laboratories  from  the  current 
level  of  five  centers  to  four.   Each  of  these  laboratories 
has  a  multidisciplinary  research  team  consisting  of 
physicians,  engineers,  and  anatomists  that  perform  these 
con^jlex  research  efforts.   The  research  will  investigate  and 
develop  more  definitive  injury  criteria  for  major  crash 
modes  such  as  frontal,  side,  and  rollover  in  significant 
body  regions  such  as  the  skull/brain,  the  neck,  the  torso, 
and  the  lower  extremities.   This  data  develops  not  only  the 
performance  criteria  for  evaluation  of  injury  hazard  but 
also  the  mechanical  response  requirements  for  design  of 
NHTSA' s  physical  test  equipment  such  as  test  dummies . 

Human  Injury  Simulation  and  Analysis:   These  planned  efforts 
will  continue  to  enhance  NHTSA' s  capabilities  to 
analytically  simulate  in  detail  the  human  in  the  automotive 
crash  environment  with  the  goal  of  mathematically  predicting 
the  occupant's  interaction  with  typical  automotive 
restraints  and  structures  as  well  as  the  extent  and  severity 
of  expected  injuries  without  physical  testing.   Emphasis 
will  continue  on  developing  viable  and  verified  response  and 
injury  simulation  capabilities  for  the  skull/brain,  the 
neck,  the  torso,  and  the  lower  extremities. 

Crash  Test  Dummy  Component  Development:   Planned  research 
efforts  in  this  area  will  continue  NHTSA' s  innovative  test 
device  development  activities  which  will  provide  the  agency 
with  enhcmced  test  devices,  from  subcomponent  devices 
representing  particular  body  segments,  such  as  the  head, 
neck,  emd  lower  leg,  to  complete  dummies  representing  the 
total  human,  with  which  the  agency  can  evaluate  and  regulate 
safety. 

By  establishing  collaborative  efforts  with  the  Federal  Highway 
Administration,  the  Department  of  Defense  (Army  and  Air  Force) , 
and  U.S.  Auto  Industry  Research  Cooperatives  to  achieve  these 
mutually  desired  research  goals,  the  President's  objectives  of 
promoting  efficiency,  international  competitiveness,  and  long- 
term  economic  growth  are  also  pursued. 
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Accomplishments 

6    Completed  development  of  first  generation  brain  model  that 
predicts  the  magnitude  and  distribution  of  impact  induced 
brain  distortions. 

o    Demonstrated  the  capability  of  simulating  the  interaction  of 
a  detailed  model  of  the  human  thorax  with  models  of  either  a 
torso  belt  or  air  bag  and  predicting  where  and  when  rib 
fracture  will  occur. 

o    Expanded  impact  injury  research  capabilities  by  initiating 
research  agreements  with  two  additional  research 
organizations . 

o    Completed  initial  set  of  50  frontal  cadaver  tests  designed 
to  provide  data  to  develop  an  improved  thoracic  injury 
criterion  that  can  accurately  evaluate  the  performance  of 
either  bag,  belt,  or  hybrid  restraint  systems. 

o    Completed  initial  set  of  side  impact  human  cadaver  tests 
designed  to  provide  data  to  develop  an  improved 
understanding  of  pelvic  trauma,  effects  of  recently 
developed  safety  padding  on  trauma,  right  side/left  side 
tolerance,  and  effects  of  different  arm  rests  on  abdominal 
traiima. 
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CRASH  AVOIDANCE  RESEARCH 

FY  1993         FY  1994      FY  1995 
Appropriation  Appropriation  Request 

(Dollars  in  Thousands) 

Intelligent  Vehicle    NHTSA  $7,024       $7,500       $7,271 
Highway  Systems        FHWA  a/  2,000        7,000       10,000 
(rVHS) /Hym^n  Factors/ 
Driver  Performance 

a/  Funds  are  included  in  FHWA' s  budget  and  provided  to  NHTSA 

Program  Objective 

This  program  will  enhance  the  crash  avoidance  performance  of 
motor  vehicles  through  the  application  of  intelligent  vehicle 
technology  eind  will  help  ensure  no  loss  of  safety  as  collision 
avoidaxice  and  mobility  enhancement  systems  are  incorporated  into 
motor  vehicles.   In  order  to  achieve  the  significant  safety 
benefits  offered  by  advanced  technology  systems,  the 
characteristics  of  such  systems  must  be  matched  to  the 
performcince  capabilities  and  limitations  of  the  drivers  who  must 
use  them. 

Proqreun  Description 

This  program  will  promote  the  development  and  evaluation  of 
advanced  technology  safety  products  and  systems  by  iit^lementing 
the  agency's  rVHS  program  Plan. 

The  agency  will  estciblish  the  safety  targets  for  crash  avoidance 
technology,  develop  performance  guidelines  for  crash  avoidance 
systems,  evaluate  the  safety  performance  of  such  systems,  work 
with  industry  to  demonstrate  the  most  promising  ones,  and 
facilitate  their  deployment  in  the  marketplace. 

These  pursuits  will  be  addressed  by  a  five -thrust  progreun  which 
will: 

Develop  research  tools,  such  as:   driver/vehicle  performance 
measurement /analysis  systems;  instrumented  vehicles  for 
gathering  data  on  vehicle  performance  and  driver  actions; 
simulation  models  for  evaluating  vehicle  interaction  with 
the  road«ray,  driver  interaction  with  the  vehicle  and  highway 
environment,  emd  the  intact  of  collision  avoidance  measures 
on  traffic  flow;  and   specialized  data  bases.   These  tools 
will  be  used  in  developing  a  better  understanding  of 
driver-vehicle  interactions  euad  in  exploring  potential 
countermeasure  concepts. 
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Through  intensive  analysis  of  agency  accident  data  bases, 
develop  descriptions  of  the  specific  crash  problems  to  be 
addressed  to  ensure  that  countermeasures  addressing  these 
crash  problems  can  then  be  specified  in  performance  terms 
that  match  real  safety  needs.   Through  assessment  of  the 
capabilities  of  technology  and  first  generation  collision 
avoidance  systems,  develop  guidelines  for  the  performance  of 
systems  and  techniques  for  evaluating  system  safety.   As 
soon  as  performance  guidelines  are  available,  the  private 
sector  will  have  product  design  targets,  and  the  agency  will 
have  a  basis  for  conducting  safety  impact  analyses  and 
evaluations  and,  if  appropriate,  for  initiating  rulemaking. 

Conduct  in-service  field  evaluations  in  conjunction  with  the 
industry  to  assess  performance,  reliability, 
maintainability,  failure  modes/consequences,  and  costs. 
Validation  of  safety  specifications  under  real -world 
operating  conditions  will  facilitate  the  final  deployment  of 
marketable  IVHS  systems. 

Participate  in  the  safety  evaluations  of  DOT  mobility 
enhancement  technologies  to  ensure  no  loss  of  safety  as 
these  technologies  are  introduced  into  motor  vehicles. 
NHTSA  support  for  DOT'S  Automated  Highway  Systems  (AHS)  is 
included  in  this  thrust. 

This  program  supports  three  of  the  Secretary's  major  goals: 
"Strengthening  Transportation's  Role  in  Supporting  the  Economy, 
Advancing  U.S.  Technology  and  Expertise,  and  Supporting  the 
Safety  of  our  Transportation  Systems."  The  program  also  supports 
the  important  goals  of  effectively  converting  defense 
capabilities  to  civilian  use  and  improving  U.S.  leadership  in 
production  of  high  technology  systems. 

FY  1994  Program 

NHTSA,  in  FY  1992  initiated  a  series  of  multidisciplinary,  multi- 
year  research  efforts  to  better  understand  human  factor 
limitations  and  capabilities  that  constrain  the  performance  of 
IVHS  collision  avoidance  systems  and  to  develop  performance 
specifications  for  IVHS  systems.   The  FY  1994  program  continues 
funding  for  these  programs  to  ensure  that  the  safety  potential  of 
IVHS  crash  avoidance  technology  is  achieved  in  real -world 
applications.   In  support  of  this  goal,  the  agency  is  pursuing  a 
major  research  effort  to  facilitate  development  and  deployment  of 
cost-effective,  user- friendly  technologies  for  improving  crash 
avoidance  capabilities  of  motor  vehicles. 

Research  Tools  -  The  FY  1994  program  continues  funding  for  the 
instrumented  vehicle  and  brings  the  prototype  system  for 
acquiring  and  analyzing  data  on  vehicle  location  and  speeds 
relative  to  the  roadway  and  to  other  vehicles  during  normal 

R&A-17 


533 


driving  maneuvers  such  as  lane  changes,  congested  traffic 
following,  intersection  traversal,  etc.  {definition  of  the 
vehicle  motion  environment  will  provide  a  statistical  basis  of 
exposure  information  that  can  be  used  to  estimate  countermeasure 
benefits) ,  and  the  portable  human  factors  data  acquisition 
packages  to  the  point  of  being  ready  for  field  evaluation. 
Driver  performance  efforts  begxin  in  previous  years  related  to 
enhancing  driver/vehicle  interaction  cuad  reducing  conflicts 
continue.   One  program  identifies  the  safety- related  driving 
performance  capcQjilities  cuid  limitations  of  older  drivers,  so 
that  vehicle-based  methods  of  adapting  to  these  driver 
characteristics  Cem  be  developed.  Another  program  identifies 
feedback  cues  that  drivers  use  to  gauge  whether  their  vehicle  is 
under  control.   Knowing  these  cues  possibly  could  lead  to  the 
capability  of  modifying  them  to  keep  drivers  within  acceptable 
vehicle  stability  bounds,  or  warning  them  of  operation  near  the 
limits.   ($3.9  million) 

Crash  Descriptions  -  The  effort  to  identify  promising  crash 
avoidance  opportunities  on  the  basis  of  crash  problem  analysis  of 
the  agency's  extensive  data  bases  declines  to  a  smaller  support 
level  in  FY  1994,  because  the  initial  emphasis  on  this  area  over 
the  past  two  fiscal  years  has  been  conpleted.  ($150  Thousand) 

Performance  Guidelines  -  Efforts  to  establish  performance 
specifications  for  crash  avoidance  countermeasures  (to  rear  end; 
lane  chamge,  merging  and  backing;  intersection,  eind  road 
departure  crashes  initiated  in  FY  1992)  move  into  Phase  II.   The 
focus  is  on  assessment  of  the  state-of-the-art  with  regard  to  the 
component  technologies  cuid  initiation  of  work  to  construct  a 
testbed  which  functionally  represents  the  intended  countermeasure 
as  a  first  step  in  verifying,  fine  timing  and  finalizing  the 
performeince  specification  previously  developed  analytically. 
These  contracts  require  increased  fxinding  during  their  later 
stages  to  support  the  extensive  test  program  needed  to  ensure  the 
appropriateness  and  practicability  of  the  emerging  performance 
specifications.   Performance  specifications  will  serve  as  the 
basis  for  evaluating  the  safety  in^iact  of  commercially  availsQDle 
products  and   as  design  targets  for  products  which  do  not  yet 
exist.   Thus,  they  represent  a  significant  threshold  to  in^jroved 
safety.   ($3.37  million) 

Countermeasure  Evaluation  -  The  FY  1994  progreun  provides  second 
year  funding  to  identify  practical  concepts  for  a  system  which 
would  automatically  summon  an   EMS  response  following  a  crash  and 
provide  reliable  data  on  vehicle  location  which  are  worthy  of 
test  ouad  evaluation.   ($80  thousand) 

FHWA  Funding  for  IVHS  (FY  1994) 

The  additional  $7  million  for  NHTSA  from  FHWA  provides  the 
increased  funding  necessary  to  support  development  of  performance 
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guidelines.   The  funds  also  permit  initiation  of  the  field 
testing,  in  a  rural  area,  of  a  communications  system  for 
automatically  summoning  EMS  response  following  a  crash  and 
providing  reliable  data  on  crash  location.   Also  funded  are  the 
agency's  mobility  enhancements  safety  evaluations  and  the  human 
factors  and  safety- related  research  in  support  of  the 
Department's  1997  demonstration  of  an  automated  highway  and 
vehicle  prototype. 

Performance  Guidelines  -  Additional  funding  in  FY  1994  supports 
the  extensive  test  program  needed  to  ensure  the  appropriateness 
and  practicability  of  the  emerging  performance  specifications  for 
crash  avoidance  countermeasi;res.   ($2  million) 

Countermeasure  Evaluation  -  Concepts  for  a  communications  system 
for  automatically  summoning  EMS  response  following  a  crash,  and 
for  providing  reliable  data  on  crash  location,  resulting  from 
previous  research  studies,  will  be  evaluated  in  an  operational 
test  to  be  initiated  in  FY  1994.   If  the  anticipated  significant 
improvement  in  the  speed  of  delivery  of  treatment  can  be 
demonstrated,  the  probability  of  survival  and  timely  recovery  for 
motor  vehicle  crash  victims  will  be  increased  greatly,  especially 
in  rural  areas.   ($3  million) 

Mobility  Enhancement  Safety  Evaluations  -  The  ISTEA/1991  mandated 
the  demonstration  of  an  automated  highway  and  vehicle  prototype 
system  (AHS)  by  FY  1997.   The  agency's  crash  avoidance  projects 
already  planned  for  FY  1992  and  FY  1993  support  this  project.   In 
FY  1994,  NHTSA  will  support  FHWA  in  identifying  AHS  system 
concepts  and  in  assessing  the  safety,  and  "user  friendliness"  of 
the  systems  components  and  subsystems  for  which  the  agency  is 
primarily  responsible.   The  success  in  delivering  improved  safety 
depends  on  matching  technology  to  capabilities  and  limitations  of 
drivers  who  must  use  the  developed  systems.   The  agency  also  is 
continuing  to  participate  in  the  safety  evaluation  of  FHWA 
operational  tests  in  FY  1994.   ($2  million) 

FY  1995  Request 

During  FY  1992,  FY  1993  and  FY  1994,  major  multi-year  projects 
were  initiated  to  develop  research  tools  and  knowledge  bases,  to 
define  crash  avoidance  problems  and  estimate  benefits,  to  develop 
performance  guidelines,  to  evaluate  countermeasures,  and  to 
evaluate  the  intact  on  safety  of  mobility  enhancement  systems. 
The  FY  1995  funding  will  support  the  following  work: 

Research  Tools  and  Knowledge  Bases  -  The  driver/vehicle 
interaction  hiunan  factors  research  program  will  continue 
experimental  studies  to  define  optimum  methods  of  warning  drivers 
about  potential  collision  threats;  to  assess  human  factors 
aspects  of  safety- related  driving  performance  aids  to  enhance  the 
capabilities  and  minimize  the  limitations  of  older  drivers; 

R&A-19 


535 


identify  feedback  cues  that  drivers  use  in  safely  operating  their 
vehicles;  define  quantitatively  driving  behaviors  that  increase 
crash  propensities;  assess  workload  effects  associated  with  in- 
vehicle  display  use;  continue  assessments  of  display  formats  used 
in  advsmced  technology  collision  avoidance  warning  devices; 
continue  human  factors  evaluations  of  advanced  technology 
lighting  and  signalling  systems;  complete  cooperative  work  to 
assess  the  h\jman  factors  in^jlications  of  the  direct  and  indirect 
fields  of  view  properties  of  vehicles;  emd  continue  development 
of  vehicle-based  methods  of  monitoring  drivers'  driving 
performance  to  warn  them  of  performance  lapses.   The  experimental 
results  of  these  studies  will  define  an  iir^roved  data  base  on 
driver  performance  which  will  aid  designers  in  optimizing  the 
interface  between  technology  and  the  driver  and  serve  as  the 
basis  for  agency  evaluations  of  the  safety  inpact  of  adding  such 
devices  to  motor  vehicles,  i.e.,  whether  the  system  is  "user 
friendly"  and  "safety  positive." 

To  support  the  acquisition  of  the  needed  driver  performance/ 
safety  evaluation  data,  the  agency  will  continue  developing  human 
factors  experimentation  capabilities  in  preparation  for  the 
National  Advanced  Driving  Simulator,  as  well  as  an  instrumented 
test  vehicle  which  will  provide  a  testbed  for  evaluating  IVHS 
hardware  and  will  serve  as  a  safety  test  vehicle  for  evaluating 
the  system  safety  of  automated  highway  system  concepts.   ($3,451 
million) 

Crash  Descriptions  -  A  continuation  of  a  low  level  of  effort  on 
problem  definition  and  benefit  estimation  is  included  in  this 
budget  request.   These  analyses  will  update  what  is  known  about 
the  crash  problems  addressed  and,  in  conjunction  with  the  driver 
performance  data  base,  will  serve  as  input  data  to  the 
development  of  meaningful  performance  specifications  for 
countermeasures  to  address  them.   ($150  thousand) 

Performance  Guidelines  -  The  budget  request  includes  funding  for 
continuation  of  projects  for  developing  performance 
specifications  for  collision  avoidance  countermeasures  (to  rear- 
end;  lane  change,  merging  and  backing;  intersection;  and  road 
departure  crashes  and  night  vision  enhancement  systems) .   This 
funding  will  support  the  extensive  test  bed  development  and 
testing  that  will  be  needed  to  conplete  work  on  performance 
specifications.  These  specifications  will  define  the  performance 
characteristics,  in  engineering  and   hxoman  factors  terms,  of  the 
system  which  must  be  achieved  to  ensure  that  the  designed 
products  achieve  their  maiximum  safety  potential.   These 
specifications  will  be  the  foundation  for  development  of  advanced 
collision  avoidance  systems  by  the  motor  vehicle  industry  and   for 
safety  in^jact  assessment  by  the  agency.   ($3.17  million) 

Countermeasure  Evaluation  -  Continued  funding  will  be  provided 
for  cooperative  agreements  with  industrial  partners  to  foster 
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development  and  deployment  of  collision  avoidance  systems.   These 
cooperative  agreements  will  enhance  the  agency's  ability  to 
assess  the  capabilities  of  the  technology  being  developed  to 
improve  safety  and  to  assist  in  its  development  and  application. 
($500  thousand) 

FHWA  Funding  for  IVHS  (FY  1995) 

The  $10  million  for  NHTSA  safety  programs  being  requested  in  the 
FHWA  budget  will  provide  funding  necessary  to  support  a 
continuation  of  evaluations  of  the  impact  on  safety  of  mobility 
enhancement  projects,  as  well  as  field  testing  of  collision 
avoidance  countermeasures .   The  recjuest  will  also  provide 
increased  funding  for  the  development  of  performance  guidelines 
and  development  of  research  tools  and  knowledge  bases. 

Research  Tools  and  Knowledge  Bases  -  The  proposed  funding  is 
necessary  to  utilize  instrumentation  systems  developed  in 
previous  fiscal  years  to  gather  data  on  the  vehicle  motion 
environment  and  driver  performance  and  to  develop  human  factors 
experimentation  capabilities  for  the  NADS.   These  data  bases  and 
experimentation  capabilities  are  critical  to  both  NHTSA  and  FHWA 
programs.   ($1  million) 

Performance  Guidelines  -  This  funding  is  needed  to  keep  the  test 
program  for  development  of  performance  specifications  on 
schedule.   These  specifications  will  be  used  in  both  NHTSA 
programs  and  in  the  Automated  Highway  Vehicle  System  initiative. 
($3  million) 

Countermeasure  Evaluation  -  Second  year  funding  will  be  provided 
for  the  evaluation  of  systems  that  automatically  summon  EMS 
response  following  a  crash  and  provide  the  precise  location  of 
the  crash.   The  request  will  also  provide  support  for  NHTSA' s 
participation  in  the  IVHS  IDEA  program  of  the  Transportation 
Research  Board- -a  program  designed  to  produce  new  concepts  and 
innovative  products  that  would  accelerate  the  development  and 
implementation  of  IVHS  in  the  nation's  highways,  vehicles,  and 
intermodal  surface  transportation  and  transit  systems.   Improving 
vehicle  safety  is  the  principal  IVHS  IDEA  application  area.   ($3 
million) 

Mobility  Enhancement  Safety  Evaluations  -  This  funding  will 
support  the  needed  funding  for  continued  evaluation  of  the  safety 
impact  of  mobility  enhancement  systems  undergoing  field  testing 
in  Departmental  operational  tests.   The  request  will  also  provide 
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needed  support  for  NHTSA  participation  in  the  development  of  the 
ISTEA/1991  mandated  automated  highway  and  vehicle  prototype  by 
1997.   ($3  million) 

Accomplishments 

o    Completed  the  data  acquisition  phase  of  the  safety 

evaluation  of  the  TravTek  route  guidance  and  navigation 
operational  test  in  Orlando,  Florida. 

o    Initiated  cooperative  agreements  with  industrial  partners  to 
foster  the  development  and  early  deployment  of  IVHS 
collision  avoidance  systems. 

o    Completed  development  of  a  preliminary  driver  workload 

assessment  protocol,  and  development  of  a  preliminary  hxoman 
factors  guidelines  for  IVHS  collision  avoidance  warning 
systems. 
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CRASH  AVOIDANCE  RESEARCH 

FY  1993  FY  1994         FY  1995 

Appropriation    Appropriation     Request 

(Dollars  in  Thousands) 

National  Advanced  $5,000  $-0-  $2,000 

Driving  Simulator 

Program  Ob-jective 

This  program  will  develop  a  state-of-the-art  driving  simulator  in 
the  U.S.  that  will  serve  as  a  national  research  asset  for  use  by 
scientists  and  engineers  in  both  the  public  and  private  sectors. 

Program  Description 

The  simulator  is  a  critical  tool  needed  for  the  agency  to  pursue 
Intelligent  Vehicle  Highway  Systems  (IVHS) ,  crash  avoidance,  and 
human  factors  research  in  potentially  hazardous  situations 
without  putting  subjects  at  risk.   A  critical  research  need  is 
improved  understanding  about  how  drivers,  including  older 
drivers,  interact  with  their  vehicle  and  the  roadway  environment. 
This  information  is  key  to  the  development  of  systems  that  can 
assist  drivers  in  maintaining  control  of  their  vehicle  in 
emergency  situations,  by  ensuring  a  match  between  technology  and 
the  performance  capabilities  and  limitations  of  drivers  who  must 
use  this  technology.   Simulators  will  be  essential  to  the 
acquisition  of  this  improved  understanding  of  driver  behavior. 
The  use  of  the  National  Advanced  Driving  Simulator  (NADS)  will  be 
especially  beneficial  in  studying  driver  behavior  in  crash 
imminent  situations,  and  in  investigation  of  concepts  for 
advanced  collision  avoidance  technology.   This  program  will  serve 
to  help  maintain  the  U.S.  simulation  industry's  technological 
leadership  in  the  world  and,  as  such,  supports  the  Secretary's 
major  goal  of  "Advancing  U.S.  Transportation  Technology  and 
Expertise."   It  will  represent  the  world's  most  advanced  driving 
simulator  when  it  becomes  operational  in  early  1998. 

FY  1994  Program 

During  FY  1994,  the  NADS  design  competition  will  be  initiated. 
Two  contractor  teams  will  independently  develop  design  concepts 
for  the  NADS;  the  contractor  with  the  winning  design  will  be 
selected  to  construct  the  NADS.   The  FY  1994  program  will  be 
supported  utilizing  carry-over  funding  from  previous  fiscal 
years . 
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FY  1995  Reguest 

The  FY  1995  budget  request  of  $2  million  will  provide  incremental 
funding  for  the  purchase  and/or  design  and  fabrication  of  the 
major  NADS  subsystems,  namely,  the  motion  system,  the  coit^uter 
generated  image  and  audio  systems,  and  the  dynamic  simulation 
coir^juters  and  software.   It  will  also  provide  the  funds  necessary 
for  NADS  project  office  and  University  of  Iowa  support.   The 
FY  1995  budget  will  be  augmented  by  availcdjle  DOT  carry-over 
funding  and  non-DOT  cost  sharing  funds  in  the  amount  of  $5.75 
million.   The  University  of  Iowa  has  responsibility  for  securing 
these  cost -sharing  funds.   These  funds  should  provide  sufficient 
support  based  on  projected  expenditures  by  the  contractor  in 
FY  1995. 

Accomplishments 

o    Awarded  contracts  for  the  independent  development  of  NADS 
design  concepts  by  two  contractor  teams  competing  to 
ultimately  be  selected  to  construct  NADS. 
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CRASH  AVOIDANCE  RESEARCH 

FY  1993  FY  1994         FY  1995 

Appropriation    Appropriation     Request 

(Dollars  in  Thousands) 

Heavy  Vehicles  $2,774         $1,097  $597 

Program  Objective 

The  heavy  vehicle  program  focuses  on  making  these  vehicles 
brake/handle  better  and  on  improving  their  occupant  crash 
protection  performance. 

Program  Description 

Work  will  continue  to  develop  and  use  testing  methodologies  to 
assess  the  crash  avoidance  and  occupant  crash  protection 
performance  of  heavy  vehicles.   Testing  of  truck  interior 
components  and  cab  structures  to  assess  their  occupant  protection 
capabilities  and  testing  of  truck  tires  to  develop  a  knowledge 
base  describing  the  contribution  tires  make  to  overall  heavy 
vehicle  dynamic  stability  and  control  will  continue  at  this 
funding  level.   Support  of  current  and  pending  heavy  vehicle- 
related  rulemaking  actions  will  continue,  including  stopping 
performance  and  stability  and  control  while  braking;  lighting, 
visibility,  and  marking;  and  fuel  system  integrity.   The  heavy 
vehicle  research  program  supports  the  Secretary's  major  goal  of 
"Supporting  the  Safety  of  our  Transportation  Systems." 

FY  1994  Program 

Cooperative  work  with  industry  to  develop  test  methods  for 
evaluating  the  occupant  crash  protection  performance  of  heavy 
trucks  is  being  completed  in  FY  1994,  enabling  their  use  to 
identify  alternative  improved  restraint  systems,  interior 
component  designs,  and  cab  structural  integrity.   Similarly,  work 
to  develop  truck  tire  traction  performance  assessment 
methodologies  is  being  completed,  enabling  the  initiation  of  work 
to  develop  a  library  of  data  describing  the  range  of  performance 
characteristics  of  typical  truck  tires. 

FY  1995  Request 

Work  on  the  crash  avoidance  characteristics  of  heavy  vehicles 
will  focus  on  continuing  the  cooperative  work  with  industry, 
begun  in  previous  years,  to  quantify  the  traction  performance  of 
a  representative  reinge  of  typical  truck  tires  and  develop  a 
library  of  truck  tire  traction  data  that  can  be  used  by  designers 
and  truck  buyers  to  configure  vehicles  with  tires  optimized  for 
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traction,  handling,  ride  quality,  and  durability.   These 
properties  ultimately  determine  the  limits  of  a  truck's  cdaility 
to  turn  and  stop. 

Each  year,  approximately  900  drivers  of  medium/heavy  trucks  are 
fatally  injured  in  crashes,  making  truck  driving  one  of  the 
nation's  most  hazardous  occupations.   Cooperative  research  with 
industry  will  continue  to  identify  ways  of  improving  truck 
restraint  systems,  interior  surface  padding  charaCeristics,  as 
well  as  cab  structural  integrity  properties  as  a  mecuis  of 
enhancing  truck  occupant  protection,  especially  in  rollover 
crashes . 

Continuing  support  will  also  be  provided  for  current  and  pending 
heavy  vehicle- related  rulemaking  actions,  including  stopping 
performance  emd  stadsility  and  control  while  braking;  lighting, 
visibility  and  marking;  and  fuel  system  integrity  and 
crashworthiness . 

Accomplishments 

o    Coir^leted  development  of  test  methods  for  evaluating  the 

occupant  crash  protection  characteristics  of  heavy  trucks. 

o    Completed  first  phase  of  testing  needed  to  develop  heavy 
truck  tire  traction  performeuace  measurement  methodology 
which  will  eneible  the  subsequent  characterization  of  a 
representative  sampling  of  truck  tires. 
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NATIONAL  CENTER  FOR  STATISTICS  AND  ANALYSIS 

FY  1993  FY  1994        FY  1995 

Appropriation    Appropriation    Request 

{Dollars  in  Thousands) 

Fatal  Accident  $3,933         $4,338         $4,338 

Reporting  System  (FARS) 

Program  Objective 

The  Fatal  Accident  Reporting  System  (FARS)  is  a  nationwide  data 
collection  system  of  all  fatal  crashes  in  the  U.S.   FARS  is  an 
essential  resource  that  p-irmits  the  agency  and  the  traffic/ 
highway  safety  community  to  quantify  and  describe  the  national 
traffic  safety  environment.   The  FARS  system  collects  vital 
information  on  over  100  characteristics  of  drivers,  vehicles,  and 
occupants  from  all  fatal  traffic  crashes  occurring  in  the  U.S., 
the  District  of  Columbia  (DC)  and  Puerto  Rico  each  year.   FARS 
data  are  used  to  assess  progress  in  reducing  fatalities  due  to 
motor  vehicle  crashes  at  the  national  level  and  in  the  States. 
Analyses  of  FARS  data  are  used  to  identify  highway  safety  problem 
areas  recjuiring  new  or  additional  research,  to  support  regulatory 
initiatives  and  developr.ent  of  new  safety  countermeasures ,  and  to 
evaluate  current  and  future  safety  programs. 

Program  Description 

More  than  150  state  personnel  provide  data  entry  support  to  FARS 
through  cooperative  agreements  with  the  agency.   FARS  data  are 
obtained  from  a  variety  of  state  record  systems  and  are  coded, 
entered  into  a  microcomputer  located  in  each  state  FARS  office, 
and  then  transmitted  to  a  central  pc-based  computer  system.   The 
electronic  data  files  allow  sophisticated  analysis  of  all  fatal 
crashes  nationwide  which  have  occurred  since  1975.   The  wide 
range  and  variety  of  data  collected  provide  important  insights 
into  the  age,  license  status,  etc.,  of  the  drivers  involved  in 
fatal  crashes;  the  characteristics  of  their  vehicles  and 
passengers;  roadway  conditions;  the  critical  events  leading  to 
the  crash;  and  more.   FARS  data  provided  a  census  of  data  on  the 
39,235  traffic  fatalities  that  occurred  in  1992. 

FARS  data  are  used  extensively  by  NHTSA  and  FHWA,  and  by  state 
and  local  governments,  research  organizations,  private  citizens, 
the  auto  and  insurance  industries.  Congress,  and  the  media. 
Since  its  inception,  FARS  has  come  to  be  recognized  throughout 
the  highway  safety  community  as  the  definitive  source  of  data  to 
assess  national  progress  in  improving  highway  safety.   The  agency 
responds  to  over  3,000  annual  requests  for  FARS  information,  and 
sends  out  more  than  50  coiqjuter  tapes  of  FARS  data  every  year. 
FARS  furnishes  data  for  the  agency's  analyses  of  trends  in 
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traffic  safety  and  crashworthiness .   For  example,  PARS  supports 
rulemaking  on  side  and  frontal  impact  protection,  analysis  of 
heavy  truck  crash  factors,  the  agency's  review  of  safety- related 
defects.   PARS  is  used  within  the  agency  to  identify  and  define 
highway  safety  problems  and  to  assess  the  effectiveness  of  safety 
improvement  actions. 

The  agency  provides  basic  and  advanced  training  to  maintain  the 
level  of  competence  of  the  PARS  state  analysts,  ensure 
consistency  in  data  collection,  enhance  data  collection  and  use, 
and  address  emerging  traffic  safety  issues.   PARS  operations 
include  managing  the  52  cooperative  agreements  to  collect  PARS 
data,  providing  the  technical  guidance  necessary  to  operate  the 
PARS  program,  planning  and  developing  training  for  over  150  state 
personnel,  data  processing,  maintenance  of  computer  hardware  and 
software  functions,  telecommunications  support,  and  data 
collection  quality  control. 

PY  1994  Program 

py  1994  is  the  third  year  of  a  five-year  period  of  cooperative 
agreements  with  the  states  to  collect  and  code  the  data  necessary 
to  maintain  PARS.   The  FY  1994  budget  includes  an  increase  in  the 
state  cooperative  agreements  for  salary,  overhead,  and  data 
acquisition.   The  PY  1994  budget  allows  PARS  to  re- institute  its 
quality  control  activities,  provide  specialized  training  and 
continue  with  critical  data  processing  support.   The  quality 
control  portion  is  a  key  area  for  PARS.   Without  it,  the  agency 
and  others  are  severely  limited  in  their  ability  to  study,  with 
reliability  and  accuracy,  critical  issues  such  as  differences  in 
restraint  use  and  their  effectiveness,  and  the  fatality 
experiences  of  vehicles  of  various  types  and  sizes.   The  quality 
control  activities  for  PARS  are  essential  to  sort  through  coding 
errors  and  correct  important  information  such  as  vehicle 
identification  and  alcohol  involvement.   The  PARS  quality  control 
program  ensures  the  file's  integrity  and  is  essential  to  the 
agency's  research  emd  analytical  activities. 

FY  1995  Request 

The  PARS  program  will  continue  to  collect  detailed  information  on 
a  census  of  all  highway  traffic  fatalities.   An  electronic  data 
base  will  be  developed  to  support  highway  safety  analysis  and 
problem  identification  activities.   Training  will  be  provided  to 
state  PARS  analysts  to  keep  them  current  on  new  data  elements  and 
changes  in  coding  of  current  elements  to  maintain  the  quality  of 
the  data  base. 

Accomplishments 

o    Continued  to  operate  PARS,  collecting  detailed  information 

on  32,235  fatalities  resulting  from  traffic  crashes  in  1992. 
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An  extensive  range  of  data  from  the  50  states,  the  District 
of  Columbia,  and  Puerto  Rico  provide  information  on  the 
characteristics  of  crash  victims,  their  injuries,  the  types 
of  vehicles  involved,  the  roadway  smd  environment, 
alcohol/drug  involvement,  and  restraint  usage. 

Used  PARS  data  as  the  principal  data  source  to  study  the 
involvement  of  alcohol  in  fatal  crashes,  as  well  as  to 
evaluate  safety  belt  laws,  the  safety  of  older  drivers, 
child  restraint  use,  aind  the  involvement  of  specific  vehicle 
types  in  fatal  crashes  with  fires,  rollovers,  and  ejections. 

Continued  coordination  with  FHWA  to  expand  their  Tirucks  in 
Fatal  Accidents  (TIFA)  file.   TIFA  contains  PARS  data  on 
fatal  crashes  involving  heavy  trucks  and  data  from  PHWA's 
motor  carrier  accident  file.   This  is  an  in^jortant  data  base 
for  the  PHWA's  motor  carrier  safety  activity  to  identify 
problems  cuid  develop  safety  progreuns  for  large  trucks  in 
commercial  operation. 

Continued  significcmt  upgrades  to  the  PARS  training  program, 
including  the  enheuicement  of  conputer  aided  training  lessons 
to  train  new  PARS  auialysts  in  their  own  state  locations. 
Developed  specific  training  modules  to  increase  state 
cuialyst  skills  in  interpreting  emd  coding  data  in  key  areas 
such  as  crash  avoidcuace  maneuvers,  heavy  truck 
configurations,  drug  test  results,  ouid  commercial  drivers 
license  requirements. 
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NATIONAL  CENTER  FOR  STATISTICS  AND  ANALYSIS 

FY  1993         FY  1994      FY  1995 
Appropriation  Appropriat  ion  Request 

(Dollars  in  Thousands) 

National  Accident  $8,724  $9,409      $8,359 

Sampling  System  (NASS) 

Progreim  Obnective 

The  National  Accident  Sampling  System  (NASS)  is  the  only  crash 
data  collection  program  in  NHTSA  that  provides  nationally 
representative  data  on  motor  vehicle  traffic  crashes.   Currently, 
NASS  operates  two  components,  a  Crashworthiness  Data  System  (CDS) 
and  a  General  Estimates  System  (GES) .   In  CDS,  information  is 
collected  from  detailed  investigations  of  approximately  5,500 
representative  crashes  annually  that  involve  light  passenger 
vehicles.   This  information  forms  a  unique  database  for  agency 
actions  in  crashworthiness  rulemaking,  consumer  information  on 
occupant  crash  protection,  and  the  development  and  evaluation  of 
countermeasures  to  reduce  occupant  injury. 

In  CY  1992,  NASS  GES  and  CDS  began  collecting  key  crash  avoidance 
information  to  support  performance  specifications  for  the 
Intelligent  Vehicle  Highway  Systems  (IVHS) .   The  NASS  CDS  is  the 
sole  source  of  data  by  which  the  agency  and  the  highway  safety 
community  determine  the  details  of  pre -crash  events,  vehicle 
crash  performance  and  injury  causes  and  outcomes,  and  develop 
vehicle  countermeasures  for  crash  avoidance  in  the  real  world. 

In  GES,  basic  crash  data  on  all  types  of  highway  crashes  are 
collected  from  about  40,000  police  traffic  crash  reports 
annually.   The  GES  data  are  used  to  assess  the  state  of,  and 
determine  trends  in,  overall  highway  safety  in  the  nation  and  to 
add  a  national  perspective  to  detailed  analyses  from  other  data 
sources.   It  is  the  only  database  currently  in  place  that  can 
provide  national  estimates  for  all  police- reported  traffic 
crashes  and  identify  potential  safety  problems  and  causes. 

Program  Description 

The  vehicle- trauma  detail  of  NASS  CDS  and  the  national  crash 
trend  data  found  in  NASS  GES  form  the  foundation  for  a 
con^rehensive  understanding  of  both  the  relationship  between 
vehicle  crash  severity  and  occupant  injury  and  the  scope  of  the 
highway  safety  problem.   These  data  are  not  available  from  any 
other  data  system. 
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CDS  data  are  collected  at  24  sites  in  17  states  and  GES  data  are 
collected  at  60  sites  (including  the  24  CDS  sites)  in  26  states. 
Police  reported  crashes  are  sampled  according  to  a  coitplex 
algorithm  to  produce  nationally  representative  crash  data. 
Highly  specialized  NASS  CDS  Researchers  under  contract  to  the 
agency  collect  data  at  the  crash  scene,  inspect  the  vehicle  for 
specific  damage  and  countermeasure  performance,  identify  injuries 
from  hospital  or  other  medical  records,  and  determine  causes  of 
injury. 

NASS  data  have  been  electronically  coded  in  con^uterized  data 
files  for  statistical  analysis  since  1979.   NASS  has  investigated 
and  collected  detailed  data  on  a  sample  of  over  90,000  minor, 
serious,  and  fatal  crashes.   Detailed  data  have  also  been 
collected  on  over  12,000  special  study  crashes  that  focused  on 
specific  highway  crash  issues.   Custom  software  incorporating 
automated  quality  control  is  used  for  data  entry.   Separate 
contractors  perform  extensive  quality  control  reviews  of  field 
case  sampling  procedures  and  non-automated  data  such  as  scene 
diagrams  and  vehicle  damage  sketches.   Additional  case  data,  such 
as  vehicle  photographs  and  scene  diagrams,  are  retained  for 
detailed  analysis  by  the  agency  and  the  highway  safety  community. 
Contractor  staff  are  trained  in  NASS  investigation  procedures  at 
the  Transportation  Safety  Institute  in  Oklahoma  City,  Oklahoma. 
Performance  of  contractor  staff  is  carefully  monitored  against 
defined  goals  to  assure  accuracy  and  completeness  of  crash 
sampling  and  data  collection. 

Police  reports  used  as  the  source  for  GES  data  are  collected  by 
either  CDS  tesims  or  part-time  contractor  personnel  at  non-CDS 
locations.   Data  are  converted  to  a  common  format  and  coded  to 
the  electronic  file  at  one  central  contractor  location.   All  CDS 
and  GES  data  are  carefully  controlled  to  protect  the  privacy  of 
involved  persons.   NASS  data  are  available  in  electronic  data 
files  and  in  annual  reports  for  selected  years.   These  data  are 
essential  to  a  variety  of  regulatory  and  enforcement  initiatives. 
Currently  NASS  CDS  data  are  supporting  rulemaking  in  light  truck 
side  impact  and  light  vehicle  rollover  crash  protection,  head 
injury  protection,  and  occupant  ejection.   Other  uses  of  the  data 
include  in-depth  engineering  analyses  of  crashes  involving 
automatic  occupant  protection  systems  and  evaluation  of  pre- crash 
avoidance  maneuvers  for  the  problem  definition  stage  of  IVHS 
specifications  to  in^rove  the  man/machine  interface  in  crash 
events . 

FY  1994  Program 

In  FY  1994  funding  will  be  used  to  investigate  NASS  crashes  and 
collect  euid  code  data  at  24  CDS  sites,  60  GES  sites,  and  two  CDS 
Zone  Centers.  All  26  NASS  CDS  field  contracts  were  renegotiated 
in  FY  1993  by  combining  the  previous  multiple  contract  structure 
into  two  contracts.   New  contracts  were  awarded  during  the  first 
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quarter  of  FY  1994.   This  new  contract  structure  is  expected  to 
improve  field  productivity  and  consolidate  agency  contract 
management  activities.  An  allowance  for  negotiated  increases  in 
IcQjor  costs  in  these  contracts  ($260  thousand)  is  included  in  the 
FY  1994  request  as  well  as  funds  ($250  thousand)  for  the  final 
closeout  of  the  26  completed  contracts. 

About  5,500  crashes  are  being  investigated  at  the  24  ODS  sites 
bringing  the  total  of  the  detailed  CDS  file  to  over  40,500  cases. 
Information  on  about  40,000  crashes  are  being  entered  into  GES 
data  files.   An  annual  data  report  is  being  issued  for  GES  and  an 
update  of  the  multi-year  CDS  report  is  being  prepared. 

Work  is  continuing  in  FY  1994  on  upgrading  and  reprogramming  the 
CRASH  algorithm  which  is  essential  for  relating  crash  severity  to 
injury  levels,  particularly  for  newer  vehicle  designs.   Planning 
and  development  of  the  Pedestrian  Data  Study  is  continuing  with 
implementation  of  data  collection  tentatively  scheduled  for  mid- 
year CY  1994.   Research  is  being  initiated  for  development  of  a 
rollover  data  collection  procedure  that  can  be  implemented  with 
little  impact  on  the  researcher's  time  for  damage  profile 
documentation.   Work  is  continuing  on  a  NHTSA-wide  re -evaluation 
of  NASS  CDS  to  determine  where  changes  are  required  in  the  data 
used  to  support  the  establishment  and  enforcement  of  motor 
vehicle  regulations. 

FY  1995  Request 

The  FY  1995  funding  will  be  used  for  NASS  CDS  and  GES  operations. 
The  CDS  progrcun  will  support  collection  of  information  on  about 
4,500  cases  per  year  at  this  funding  level.   One  initiative,  the 
Pedestrian  Crash  Data  Study,  is  planned  at  this  level.   The  cost 
for  conducting  this  initiative  will  be  offset  by  reducing  the 
normal  case  selection  from  the  CDS  by  600  cases.   The  CDS  data 
forms  an  unique  data  base  for  agency  work  in  crashworthiness 
rulemaking,  crash  avoidance  including  IVHS  initiatives,  and  the 
evaluation  of  countermeasures  to  reduce  occupant  injuries. 

The  GES  system  will  support  collection  of  30,000  Police  Accident 
Reports  on  all  types  of  highway  crashes .   This  data  forms  the 
basis  for  understanding  the  total  highway  crash  environment.   It 
is  used  to  identify  trends  in  overall  traffic  safety  and  to  add  a 
national  perspective  to  detailed  analysis  from  other,  more 
detailed  data  sources. 

Accomplishments 

o    Collected  and  coded  a  Scin^le  of  over  40,000  crash  reports 
for  GES  to  provide  national  estimates  of  highway  crash 
statistics  in  the  United  States  and  trends  in  highway 
safety. 
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Collected  detailed,  in-depth  data  on  a  sanple  of  over  5,000 
passenger  car,  light  truck  and  vcm  crashes  in  CDS  with 
emphasis  on  late  model  year  vehicle  crashes  resulting  in 
hospitalization. 

Published  annual  GES  data  of  police- reported  traffic 
crashes  in  the  United  States  in  the  combined  FARS/GES 
annual  report  and  incorporated  GES  data  in  other  agency 
reports  including  the  Medium  and  Heavy  Truck  Report  amd 
various  highway  crash  fact  sheets. 

Released  annual  GES  and  CDS  statistical  files  for  sale  to 
the  public  and  continued  making  CDS  case  records,  with 
personal  identifiers  removed,  available  to  the  public  for 
engineering  analysis. 

Coit^leted  the  second  year  of  data  collection  for  additional 
rollover  causation  factors  in  both  CDS  and  GES,  aind 
additional  on- scene  roll  dynamics  data  in  CDS. 

Added  data  elements  to  both  CDS  and  GES  to  increase  the 
amount  of  data  collected  on  precrash  maneuvers  to  support 
problem  definition  for  IVHS  specifications. 

Updated  CDS  travima  data  procedures  to  incorporate  the 
Association  for  Advancement  of  Automotive  Medicine  (AAAM) 
1990  injury  scales  and  added  other  trauma  data  elements. 

Continued  the  collection  of  extensive  drug  evaluation 
classification  data  for  involved  drivers  in  the  CDS  sanple. 

Provided  in-depth  injury  information  on  air  bag  amd 
automatic  belt  data  from  NASS  CDS  cases  for  engineering 
analyses  for  continuing  research  on  Federal  Motor  Vehicle 
Safety  Standard  208,  the  federal  regulation  requiring  a 
four  year  phase- in  of  automatic  protection  systems  in 
passenger  cars. 

Utilized  CDS  statistical  data  for  crash  protection 
regulatory  actions  on  light  truck  side  crash  protection, 
passenger  vehicle  rollover  crash  protection,  interior  head 
injury  protection,  door  retention  components,  emd  seat 
strength. 

Utilized  GES  emd  CDS  data  in  preliminary  regulatory  actions 
including  child  booster  seats,  reflective  materials  on 
heavy  trailers,  euad  truck  rear  underride  guards. 

Utilized  GES  and  CDS  data  in  numerous  non- regulatory 
reports  including  Pedestrian/Bicyclist  crashes,  costs  of 
motor  vehicle  crashes,  school  bus  crashes,  blind  spots  in 


R&A-33 


549 


heavy  trucks,  child  safety  seat  effectiveness  and  child 
safety  seat  testing  in  side  impacts,  and  fatalities  and 
injuries  in  passenger  car  center-rear  seats. 
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NATIONAL  CENTER  FOR  STATISTICS  AND  ANALYSIS 

FY  1993  FY  1994       FY  1995 

Appropriation   Appropriation   Recjuest 

(Dollars  in  Thousands) 

nafa  Analysis  $1,575  $1,625       $1,824 

Program 

Program  Objective 

The  principal  objective  of  the  National  Center  for  Statistics  and 
Analysis  (NCSA)  data  analysis  program  is  to  analyze  motor  vehicle 
crash  and  related  data  to  support  NHTSA's  research,  rulemaking, 
enforcement  and  traffic  safety  efforts.   The  results  of  these 
analyses  not  only  form  the  basis  for  agency  decisions  affecting 
motor  vehicle  and  traffic  safety,  but  also  are  used  by  the  entire 
highway  safety  community  to  understand  problems,  set  priorities, 
and  target  resources  where  they  will  be  most  effective. 

Program  Description 

The  data  analysis  prograun  provides  analytical  and  statistical 
support  to  the  agency  and  the  highway  safety  community  at  large 
in  the  general  areas  of  data  analysis,  Scut^jling  and  survey 
design.   In  general,  these  analyses  have  one  or  more  of  the 
following  objectives:   (1)  relate  hxoman,  vehicle,  environmental 
and  roadway  characteristics  to  crash  frequency  and  the  severity 
of  injuries  sustained  in  these  crashes,  (2)  identify  injury 
mechanisms  and  associated  crash  dynamics  in  motor  vehicle 
crashes,  (3)  evaluate  the  effectiveness  of  crashworthiness,  crash 
avoidance  and  traffic  safety  efforts,  (4)  monitor  the  magnitude 
of  the  traffic  safety  problem,  and  (5)  qucuitify  the  benefits 
resulting  from  proposed  or  in^jlemented  agency  initiatives. 
NCSA's  major  analytic  activities  are  guided  by  am  agenda 
developed  at  the  beginning  of  each  fiscal  year  with  direction 
provided  from  all  program  offices  in  the  agency.   This  amalytic 
agenda  is  the  basis  for  major  analytic  work  to  be  initiated  in 
that  fiscal  year. 

In  addition  to  carrying  out  these  analytic  functions,  the 
analysis  prograun  also  produces  regular  statistical  reports 
summarizing  particular  aspects  of  the  nation's  motor  vehicle 
crash  problem.   The  reports  serve  as  indispensable  reference 
material  for  the  highway  safety  community  to  understand  the 
nature  amd  extent  of  problems  in  these  areas.   Further,  NCSA 
responds  to  approximately  10,000  inquiries  for  crash  statistics 
and  other  information  each  year.   These  requests  come  from  the 
public  at  large,  the  highway  safety  community,  foreign 
governments,  Congress,  amd  the  motor  vehicle  manufacturing 
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industry.  The  bulk  of  requested  funds  are  for  acquiring  the  data 
processing  and  technical  support  services  needed  to  support  these 
analytic  activities. 

FY  1994  Program 

NCSA's  FY  1994  program  includes  maintaining  the  current  level  of 
analytic  support  provided  to  the  various  agency  programs,  as  well 
as  expanding  technical  support  resources.   The  expanded 
requirement  for  technical  support  results  from  the  growing  needs 
of  the  agency,  especially  in  the  areas  of  traffic  safety  program 
monitoring  and  evaluation  of  countermeasure  effectiveness,  as 
well  as  analytical  assistance  to  states  and  increased  analysis  of 
medical  outcome  data.   This  last  requirement  stems  from  the 
increasing  quality  and  availability  of  trauma- related  data 
systems  being  implemented  within  the  states,  especially  related 
to  the  Crash  Outcome  Data  Evaluation  Study  (CODES)  project. 

FY  1995  Request 

Resources  will  be  devoted  to  the  areas  of  state  analytical 
assistance,  analysis  of  countermeasure  effectiveness  and  some 
analysis  of  CODES -type  medical  outcome  data.   As  most  higher 
priority  analysis  efforts  are  conducted  by  in-house  professional 
staff,  NCSA  will  continue  to  provide  analytical  and  statistical 
support.   The  requested  increase  in  funding  includes  an  expansion 
of  resources  devoted  to  State  analytical  assistance  (in  many 
cases  this  involves  analytical  support  for  legislative 
initiatives  in  the  states) ,  evaluation  of  countermeasures 
effectiveness  and  the  analysis  of  CODES -type  medical  outcome 
data.   In  addition,  the  funding  will  make  it  possible  to  provide 
increased  statistical  support  to  meet  the  growing  needs  of  the 
agency  especially  in  the  areas  of  traffic  safety  progrcun 
monitoring,  work  on  demographic  targeting,  evaluation,  analytical 
assistance  to  states,  and  increased  emphasis  on  crash  avoidance 
countermeasures.   Broad-based  quality  control  efforts  will  be 
undertaken.   These  quality  control  activities  will  build  upon 
those  currently  conducted  at  the  internal  system  level  (e.g., 
with  vehicle  identification  numbers  and  coding)  for  NCSA's  data 
systems  to  encompass  file  maintenance,  analysis  integrity,  and 
information  dissemination. 

Accomplishments 

o    Report  to  Congress  on  the  Effectiveness  of  Automatic 

Occupant  Protection  Systems  and  Their  Use  (FMVSS  208) : 
NCSA  compiled  the  report  using  materials  from  the 
Evaluation  of  the  Occupaint  Protection  Program  (above)  and 
input  on  restraint  use  provided  by  Traffic  Safety  Program' s 
Office  of  Occupant  Protection. 
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Assessment  of  Fire  Occurrence  in  Crashes  Involving  Heavy 
Trucks:   Working  with  Rulemgdcing  staff,  NCSA  provided  data 
analysis  in  support  of  the  upgrade  of  FMVSS  301  (Fuel 
System  Integrity)  for  heavy  truck  crossover  lines. 

Analysis  of  the  Statistical  Relationship  Between  HIC  and 
the  Probability  of  Cadaveric  Skull  Fracture  and  Brain 
Injury:   At  the  request  of  Plans  and  Policy  staff,  NCSA  re- 
analyzed existing  cadaveric  data  to  support  the  confutation 
of  projected  benefits  for  the  recent  eunendment  to  FMVSS  201 
(Occupant  Interior  Protection) . 

Analysis  of  Light  Vehicle  Rollover:   NCSA  conducted  the 
cmalysis  of  the  relationship  between  light  vehicle  rollover 
occurrence  and  measure  of  static  steJaility/directional 
control.   In  this  regard,  statistical  models  were  developed 
to  document  the  relationships  proposed  for  estcQslishing 
rulemaking  alternatives  to  the  solution  of  the  light 
vehicle  rollover  problem.   These  analyses  were  documented 
by  NCSA  staff  in  a  technical  report  that  formed  the  basis 
for  the  ANPRM  cuad  was  subsequently  presented  at  SAE 
meetings.   The  effort  is  continuing  as  new  data  for  both 
crashes  and  vehicle  metrics  are  added. 

Investigate  the  Relationship  Between  State -Reported  Belt 
Use  Survey  Results  and  Reported  Belt  Use  in  FARS:   NCSA 
developed  statistical  models  to  relate  state  survey 
estimates  of  belt  use  with  belt  use  in  fatal  crashes.   This 
information  Com  be  used  to  compare  reported  observational 
suirveys  with  use  documented  in  FARS  as  a  check  on  the 
validity  of  reported  state  belt  use  survey  estimates. 

Alcohol  Involvement  in  Fatal  Crashes  -  1990:  As  part  of 
NCSA's  routine  reporting  of  alcohol  statistics,  produced 
annual  report  of  alcohol  involvement  in  fatal  crashes, 
covering  various  person-level,  vehicle-level  and  crash- 
level  characteristics.   The  report  documents  changes  in 
alcohol  involvement  since  1982. 

Speed  Limit  Complicmce  re:  NMSL  (National  Maiximum  Speed 
Limit)  in  Response  to  ISTEA  Requirement:   NCSA  developed 
the  speed  limit  coir^liemce  formula  to  determine  whether 
states  would  be  in  con^liemce  with  the  national  mcucimum 
speed  limits.   In  addition,  NCSA  developed  statistical 
models  for  este±)lishing  the  criteria  of  reasonaJsle  levels 
of  allowcd3le  percentages  of  vehicles  to  exceed  various 
speed  intervals  (+5,  +10,  and  +15  nph  over  posted  speed 
limits) .   This  information  was  used  directly  in  the  NPRM. 

Development  of  Estimates  for  Older  Driver  Travel:   NCSA 
developed  estimates  for  vehicle  miles  of  travel  for  older 
driver  age  groups.   These  estimates  were  based  on  data 
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collected  by  the  National  Personal  Transportation  Survey, 
which  aggregated  data  for  persons  age  65  and  older.   More 
detailed  data  was  required  in  order  to  focus  on  drivers  age 
65-69,  70-74,  etc. 

o    Analysis  of  Inadvertent  Safety  Belt  Latch  Opening:   NCSA 
provided  analytical  support  to  the  Office  of  Defects 
Investigation,  developing  statistical  models  to  investigate 
the  injury  risk  to  occupants  of  passenger  cars  equipped 
with  "end  release"  vs.  "side  release"  safety  belt  buckles. 
Data  from  PARS,  NASS  Crashworthiness  Data  System  and  state 
files  were  used  to  demonstrate  no  differences  in  injury 
rates  or  ejection  rates  for  the  two  systems. 

o     Analysis  of  GM  C/K  Pickup  Truck  Fire  Occurrence:   Using 
data  from  PARS  and  state  files,  contrasted  the  rates  of 
fire  and  Most  Harmful  Event  fire  for  GM  C/K,  Pord  P-Series 
and  Dodge  D/W  series  pickup  trucks  using  on  an  involved- 
vehicle  basis  and  on  a  per  registered  vehicle  year  basis 
(using  data  from  R.L.  Polk) .   In  addition,  developed 
estimates  for  a  broad  range  of  passenger  vehicles  in  most 
crash  modes  (frontal,  side  and  rear) . 

o     Provided  Responses  to  over  10,000  Inquires  for  Information 
on  Motor  Vehicle  Traffic  Crashes:   During  the  year  NCSA 
received  approximately  10,000  inquires  for  information  on 
motor  vehicle  traffic  crashes  from  within  NHTSA,  DOT,  the 
highway  safety  community.  Congress,  the  media, 
representatives  of  State  and  local  governments,  and  the 
general  public.   Data  were  provided  for  all  these  requests 
from  information  available  from  NCSA's  databases. 

o    Pioblished  Reports  using  Data  from  NCSA  Databases:   Reports 
which  serve  as  invaluable  reference  resources  for  NHTSA, 
DOT,  the  highway  safety  community,  and  others  were 
published  using  NCSA's  major  databases.   The  reports 
piiblished  include  the  1991  PARS  Annual  Report,  the  1991 
NASS  GES  Annual  Report,  1992  Traffic  Fatalities  Preliminary 
Report,  1992  Traffic  Crashes  Preliminary  Report,  Alcohol 
Involvement  in  Fatal  Crashes  -  1991,  Changes  in  Alcohol 
Involved  Fatal  Crashes  Associated  with  Tougher  State 
Alcohol  Legislation,  Summary  of  Medium  &  Heavy  Duty  Trucks 
in  1990,  and  1991  Motorcycle  Crash  Facts,  Elderly  Crash 
Facts,  Occupant  Protection  Pacts,  Drunk  Driving  Pacts, 
Pedestrian  Crash  Facts,  Large  Truck  Crash  Facts,  and 
Pedalcycle  Crash  Pacts. 
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NATIONAL  CENTER  FOR  STATISTICS  AND  ANALYSIS 

FY  1993  FY  1994         FY  1995 

Appropriation   Appropriation     Request 

(Dollars  in  Thousands) 

State  Data  Program         $953  $1,236  $1,436 

Program  Objective 

State  data  are  an  important  source  of  information  for  addressing 
highway  safety  issues.   They  are  particularly  suited  for 
examining  the  statistical  relationships  between  vehicle  design 
characteristics,  crash  involvement  and  injury  propensity, 
analyses  that  require  data  bases  much  larger  than  that  produced 
by  the  NASS  Crashworthiness  Data  System  or  that  is  not  outcome 
related  like  the  Fatal  Accident  Reporting  System.   Within  the 
agency,  state  data  have  been  an<J  continue  to  be  used  to  support 
some  of  the  agency's  highest  priority  programs  including:   defect 
investigations;  light  duty  vehicle  rollover;  inadvertent  safety 
latch  opening;  car  weight/safety  analysis;  IVHS;  occupant 
restraint  systems  and  anti-lock  braking  systems;  and  onboard 
refueling  vapor  recovery  systems.   The  objective  of  NHTSA's  State 
data  system  program  is  to  provide  the  best  quality  data  related 
to  motor  vehicle  traffic  crashes  at  the  State  level  for  agency 
use  in  analyses.   This  involves  developing  the  analytic  potential 
of  State  data  of  relevance  to  highway  safety  including  police 
reported  accident  data,  medical  outcome  data,  and  other  data 
bases  such  as  driver  and  vehicle  records. 

Program  Description 

A  primary  component  of  NHTSA's  state  data  program  is  obtaining 
accident  data  files  from  states  and  making  those  files  usable  to 
NHTSA  analysts  by  converting  them  into  a  format  which  can  be 
processed  by  the  agency's  analytical  software.   Currently, 
accident  data  files  from  17  states  are  obtained,  documented,  and 
converted  into  a  format  which  can  be  used  by  NHTSA  analysts 
through  the  Statistical  Analysis  System  (SAS) .   From  these 
databases,  program  staff  also  make  analytical  retrievals  to 
provide  for  the  informational  needs  of  the  agency.   Other 
specialized  dataibases,  such  as  the  CARDFile  database,  are 
created. 

NCSA  also  conducts  programs  to  in^rove  the  usefulness  of  state 
data  for  highway  safety  analysis  and  assists  states  in  developing 
statistical  expertise  to  carry  out  cmalyses  which  support  the 
development  ajid  evaluation  of  their  highway  safety  programs.   By 
using  their  own  data  bases,  states  will  recognize  shortcomings 
and  will  work  to%irard  inproving  them. 
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The  Intermodal  Surface  Transportation  Efficiency  Act  of  1991 
required  NHTSA  to  report  to  Congress  on  the  benefits  of  safety 
belts  and  motorcycle  helmets.   NHTSA  is  using  this  opportunity  to 
work  with  several  states  to  develop  Crash  Outcome  Data  Evaluation 
Systems  (CODES),  as  the  source  of  data  for  this  report.   To 
accomplish  this,  NCSA  has  worked  with  states  to  encourage  the 
linking  of  medical  outcome  databases  with  crash  data.   By 
supplementing  police  reported  data  with  injury  outcome  data, 
CODES  offer  a  rich  potential  for  analyses  in  the  many  highway 
safety  areas  which  need  population  based  injury  outcome  data  in 
more  detail  than  that  provided  by  police.   Linking  with  long  term 
care  and  financial  data  will  provide  a  source  of  information  not 
available  through  any  of  NHTSA' s  other  data  sources. 

CODES  link  crash  data  with  medical  outcome  data  (i.e.,  emergency 
medical  services  data  and  hospital  discharge  data) ,  and  makes 
crash  data  more  useful  to  states  for  highway  safety  purposes . 
Thus,  the  agency  will  investigate  the  utility  and  accuracy  of 
these  linked  databases  and  will  develop  proposals  for  detailed 
analyses  which  use  these  databases  to  determine  how  their  data 
can  be  used  to  support  highway  safety  efforts.   The  agency  is 
working  to  encourage  institutionalization,  and  also  eventual 
funding,  of  CODES  within  participating  states  by  encouraging 
development  and  use  of  these  potentially  valuable  data  bases. 

FY  1994  Program 

The  agency's  FY  1994  program  includes  efforts  to  obtain  copies  of 
state  motor  vehicle  crash  data  files  and  convert  them  into  a 
format  which  can  be  used  by  NHTSA  analysts.   The  agency  will 
continue  to  carry  out  plans  to  encourage  state  adoption  of  the 
CADRE,  data  elements  necessary  to  improve  their  databases,  and 
will  provide  technical  assistance  to  states  to  assist  in  the 
development  of  their  analytical  capabilities.   The  agency's  CODES 
program  will  continue  to  provide  states  with  guidance  and 
assistance  in  the  development  of  a  medical  outcome  data  system 
suitable  for  addressing  state  and  local  highway  safety  issues 
when  linked  with  crash  data.   NCSA  will  continue  to  work  with 
those  states  funded  through  ISTEA  to  complete  their  CODES  data 
base  and  to  report  on  the  benefits  of  safety  belt  and  helmet  use. 
These  states  will  be  providing  a  copy  of  their  data  bases  to 
NHTSA,  and  the  agency  will  use  these  data  to  begin  producing  a 
report  to  Congress  on  the  benefits  of  safety  belt  and  motorcycle 
helmet  use.   NHTSA  will  implement  a  project  to  explore  the 
datcibases,  develop  proposals  for  more  detailed  analyses,  and 
determine  how  the  data  can  be  used  to  support  highway  safety 
efforts  other  than  restraint  use  benefits  (e.g.,  crashworthiness, 
EMS,  enforcement,  and  alcohol  programs) . 
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FY  1995  Request 

NCSA  would  continue  its  efforts  to  provide  and  improve  state  data 
in  support  of  its  analysis  program.   Obtaining,  documenting,  and 
converting  to  SAS  formats  the  data  files  for  the  17  states  in  the 
State  Data  Program  would  continue  as  would  the  development  of 
ancillary  dataibases.   Implementation  of  CADRE,  assisting  states 
in  analytical  efforts,  and  in  evaluating  the  usefulness  of  linked 
crash  and  medical  outcome  data  (CODES)  would  continue. 

The  increase  in  funding  will  be  used  to  encourage  states  to  use 
probabilistic  linkage  methodology  to  link  traffic  records 
databases.   This  data  is  increasingly  important  as  it  will  allow 
states  to  quantify  the  public  health  costs  associated  with 
traffic  crashes.   Increased  technical  assistance  would  be 
provided  to  states  who  are  in  the  process  of  linking  or  who  are 
exploring  possible  analytical  uses  of  their  linked  data. 

Accompl ishments 

o    Streamlined  data  files  from  17  states  into  format  usable  by 
analysts  on  personal  computers  through  the  Statistical 
Analysis  System  (SAS)  and  converted  data  from  six  states 
into  CARDFile  format. 

o    Used  data  from  state  files  to  support  analyses  to  examine 
injury  rates  of  helmeted  motorcycle  drivers  vs.  unhelmeted 
motorcycle  drivers,  to  exeimine  restraint  use  in  emergency 
vehicles,  and  to  examine  vehicle  design  features. 

o    Worked  with  the  State  of  Virginia  on  a  special  study  to 

determine  severity  of  head  injury  in  motorcycle  crashes  by 
linking  crash  data  with  trauma  data.   Data  collection  is 
completed  and  data  linkage  is  in  process. 

o     Created  a  CADRE  implementation  plan. 

o     Coirpleted  a  state-by- state  CADRE  assessment  to  determine 
the  level  of  CADRE  implementation. 

o    Worked  with  the  Centers  for  Disease  Control  to  assist  with 
a  national  trauma  data  inventory.   Data  collection 
instrument  design  was  completed. 

o    Entered  into  cooperative  agreements  with  states  to  initiate 
a  Congress ionally  meindated  study  (ISTEA  Section  1031(b))  on 
Safety  Belts  and  Motorcycle  Helmet  Use  Benefits.   Awarded 
approximately  $5  million  to  seven  states  to  develop 
sophisticated  crash,  medical  outcome,  and  medical  payment 
information  data  lii^kage  in  order  to  properly  coR^lete 
study. 
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Provided  technical  assistance  to  states  interested  in 
improving  their  restraint  use  surveys . 


/ 
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NATIONAL  CENTER  FOR  STATISTICS  AND  ANALYSIS 

FY  1993  FY  1994       FY  1995 

Appropriation   Appropriation   Request 

(Dollars  in  Thousands) 

Restraint  Use 

Data  Program  *  $350         $-0- 

*In  FY  1993,  funding  of  $350  thousand  for  the  19 -City 
Survey  was  contained  in  the  budget  of  the  former  Office  of 
Driver  and  Pedestrian  Research,  R&D,  now  the  Office  of 
Program  Development  and  Evaluation,  TSP. 

Program  Objective 

NHTSA  develops  and  implements  at  national  and  state  levels  a 
variety  of  programs  which  promote  the  use  of  occupant  restraints. 
To  support  these  progrcims,  occupant  restraint  use  data  are  needed 
to  set  priorities  for  planning  highway  safety  programs  and  to 
help  determine  whether  new  rulemaking  initiatives  are  needed  to 
improve  occupant  protection.   In  addition,  belt  use  data  are 
often  used  in  Evaluation  Reports  and  in  Regulatory  In^)act 
Analyses,  even  beyond  analyses  of  Federal  Motor  Vehicle  Safety 
Standard  208,  Occupant  Crash  Protection.   Many  of  these  programs 
target  specific  age  groups  or  occupants  of  specific  vehicle 
types.   The  objective  of  the  Restraint  Usage  Data  Program  is  to 
provide  information  on  safety  belt,  child  safety  seat,  emd 
motorcycle  helmet  usage  necessary  to  support  the  agency's 
programs  to  increase  occupant  restraint  use. 

Program  Description 

Previously,  the  agency  obtained  much  of  its  occupant  restraint 
use  data  through  its  program  for  measuring  trends  in  restraint 
use,  the  19 -City  Survey.   That  prograun  was  canceled  in  FY  1992, 
and   the  agency  became  dependent  on  the  use  of  state -conducted 
survey  data  on  restraint  use  for  an  overall  estimate  of  restraint 
usage.   State  surveys,  however,  vary  in  quality  cind  in  data 
collected.   Most  state  surveys  concentrate  only  on  the  restraint 
use  of  front  seat  outboard  passengers  and  do  not  collect  the 
detailed  demographic  or  vehicle  information  needed  by  the  agency. 
Additionally,  state  surveys  do  not  uniformly  cover  the  same 
population  of  interest,  excluding  portions  of  the  state  or  road 
segments  which  do  not  meet  a  minimum  daily  traffic  volume.   These 
factors,  combined  with  the  differences  in  the  statistical  design 
of  state  surveys,  meeui  that  their  data  are  at  best  useful  at  the 
national  level  for  an  overall  usage  estimate. 

NHTSA  is  in  the  process  of  inplementing  a  new  progreun  to  provide 
for  its  specific  restraint  use  information  needs  beyond  that 
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which  can  be  met  with  state  restraint  use  surveys.   In  FY  1993, 
NHTSA  irrplemented  a  contract  to  provide  resources  for  designing 
and  conducting  observational  restraint  use  surveys.   This 
contract  allows  flexibility  in  meeting  the  agency's  changing 
restraint  use  data  needs,  from  conducting  a  national  survey  of 
belt  usage  to  studying  patterns  in  child  safety  seat  use  and 
misuse. 

FY  1994  Program 

In  1993  the  agency  identified  its  occupant  restraint  use  data 
needs.   As  a  result  of  this  needs  study,  NHTSA  is  designing  and 
implementing  a  nationwide  survey  in  FY  1994  to  observe  both 
occupant  restraint  use  in  passenger  vehicles  and  motorcycle 
helmet  use.   This  first -time  national  survey  of  restraint  use 
will  provide  the  agency  with  basic  information  at  the  national 
level  on  estimates  of  restraint  use  (e.g.,  overall  restraint  use, 
driver  versus  passenger,  basic  age  groups,  passenger  car  versus 
light  truck)  for  its  restraint  use  programs. 

FY  1995  Request 

No  funding  for  restraint  use  data  collection  is  requested  for 
FY  1995. 

Accomplishments 

o    Completed  procurement  process  to  obtain  a  contractor  to 

support  the  design  and  collection  of  occupant  restraint  use 
and  motorcycle  helmet  use  information. 

o    Tasked  the  new  contractor  to  design  a  national  survey  of 
occupant  restraint  and  motorcycle  helmet  use. 

o    Conducted  a  first -time  national  survey  of  occupant 
restraint  and  motorcycle  helmet  use. 
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NATIONAL  CENTER  FOR  STATISTICS  AND  ANALYSIS 

FY  1993  FY  1994       FY  1995 

Appropriation   Appropriation   Request 

(Dollars  in  Thousands) 

Special  Crash  $315  $315         $315 

Investigations 

Program  Objective 

The  Special  Crash  Investigation  (SCI)  program  provides  the 
flexibility  to  acquire  detailed  engineering  information  on 
crashes  of  special  interest  which  fall  outside  the  established 
scope  or  criteria  of  other  agency  data  systems.   It  is  the 
agency's  sole  resource  for  examining  the  safety  impact  of  rapidly 
changing  technology  and  exploring  alleged  or  potential  vehicle 
defects.   These  include  but  are  not  limited  to  investigation  of 
crashes  in  which  an  air  bag  or  safety  belt  system  appeared  to 
operate  in  an  unexpected  manner,  crashes  involving  heavy  trucks, 
crashes  involving  alteimative  fuel  vehicles,  crashes  involving 
children  in  restraints,  and  serious  school  bus  crashes  not 
investigated  by  other  Federal  agencies.   As  new  highway  safety 
issues  emerge,  this  program  has  a  capability  to  respond  quickly 
for  collection  of  field  information  to  support  agency  analysis 
and  appropriate  action. 

Program  Description 

This  program  utilizes  highly  skilled,  geographically  dispersed 
crash  reconstruction  teams  to  determine  relevant  crashworthiness 
and  causation  issues  in  selected  crashes.   These  assessments 
involve  determination  of  crash  severity  levels,  occupant  injury 
mechcinisms,  restraint  use  assessments,  and  the  role  of  vehicular 
components  and  characteristics  in  crash  events;  and  aid  in  the 
identification  of  countermeasures  for  injury  reduction  and  crash 
avoidcmce.   These  major  crash  investigations  are  coordinated  with 
other  relevant  Federal  agencies.   Major  support  has  been  provided 
to  the  agency's  effort  to  monitor  the  real  world  field 
performemce  of  air  bags  and  safety  belts  which  has  resulted  in 
the  investigation  of  approximately  60  vehicle  crashes  each  year. 
Support  also  has  been  provided  to  the  agency's  enforcement  and 
rulemaking  programs  through  the  investigation  of  selected  school 
bus,  safety  defect,  and  electric  vehicle  crashes.  An  electronic 
data  file  system  has  been  created  euid  is  utilized  for  information 
storage  emd  retrieval  on  these  crashes. 

FY  l??4  Pr<?qr»in 

The  FY  1994  budget  of  $315  thousand  continues  the  work  of  three 
special  indepth  crash  investigation  teams  which  conduct  clinical 
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crash  investigations  on  selected  crashes  of  interest  to  the 
agency,  and   which  are  outside  the  scope  of  the  NASS  or  PARS 
programs.   These  crashes  involve  automatic  restraint  systems 
(including  air  bags) ,  child  restraints,  school  buses,  potential 
safety  defects,  or  other  agency  priority  issues. 

FY  1995  Request 

Funding  the  Special  Crash  Investigation  program  at  the  FY  1995 
Request  level  of  $315  thousand  will  allow  for  the  continued 
investigation  and  distribution  of  information  concerning 
approximately  60  special  interest  crashes  which  pertain  to  driver 
air  bag  system  performance,  school  bus  pedestrian  and 
crashworthiness  issues,  and  unique  safety  defect  investigations. 

Accomplishments 

o    Completed  over  60  crash  investigations  involving  automatic 
restraint  performance,  school  bus  pedestrian  fatalities, 
potential  safety  defects,  school  bus  crashworthiness,  and 
other  issues  of  concern  to  the  Agency. 

o     Con^leted  the  final  year  of  data  collection  for  cases 

involving  child  restraints  in  conjunction  with  a  Children's 
Hospital  trauma  center. 

o  Coitpleted  updating  of  the  automatic  restraint  electronic 
data  file  and  transfer  of  over  700  cases  to  the  publicly 
accessible  storage  facilities. 
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TECHNOLOGY  TRANSFER 

FY  1993         FY  1994       FY  1995 
Appropriation   Appropr iat  ion   Request 

(Dollars  in  Thousands) 

Technology  Transfer        $40  $40  $40 

Program  Objective 

The  objective  of  this  program  is  to  inform  a  broad  community  of 
people  interested  in  motor  vehicle  and  highway  safety  about 
NHTSA's  research  results  so  they  may  be  put  to  effective  use  more 
quickly  to  improve  motor  vehicle  and  traffic  safety. 

Program  Description 

The  program  in  FY  1995  will  continue  the  publication  of  NHTSA's 
technical  journal,  Auto  &  Traffic  Safety.   This  journal  describes 
recent  research  results  of  interest  to  the  motor  vehicle  and 
highway  safety  community. 

FY  1994  Program 

The  FY  1994  funding  provides  for  contract  support  necessary  for 
publishing  Auto  &  Traffic  Safety  two  times  each  fiscal  year.   It 
covers  the  technical  editing  and  layout  of  the  contents  of  each 
issue. 

FY  1995  Request 

These  funds  will  provide  the  necessary  contract  support  for 
technical  editing  of  two  issues  of  Auto  &  Traffic  Safety. 
This  publication  contributes  primarily  to  the  Secretary's  theme 
of  supporting  the  safety  of  our  transportation  system.   By  giving 
wider  dissemination  of  research  results  in  the  field  of  motor 
vehicle  and  highway  safety,  it  also  contributes  to  the 
Secretary's  theme  of  advancing  U.S.  transportation  technology  and 
expertise. 

Accomplishments 

P\iblication  of  Auto  &  Traffic  Safety  started  in  FY  1991.  The 
second  issue  will  be  published  in  the  Winter  of  1994. 
Thereafter,  the  journal  will  be  on  a  semiannual  schedule.   The 
agency  has  received  more  than  a  thousand  requests  to  be  added  to 
the  mailing  list. 
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OFFICE  OF  THE  ADMINISTRATOR 
AND  STAFF  OFFICES 

Highlights  Statement 

The  Office  of  the  Administrator  budget  activity  provides  for  the 
overall  executive  direction,  coordination  and  implementation  of 
the  administration's  programs  in  accordance  with  statutory 
authority  derived  from  the  National  Traffic  and  Motor  vehicle 
Safety  Act,  the  Highway  Safety  Act,  and  the  Motor  Vehicle 
Information  and  Cost  savings  Act. 

In  the  area  of  executive  direction,  responsibilities  include 
providing  leaership  and  direction;  initiating  new  programs  to 
reduce  traffic  fatalities  and  injuries;  coordinating  research  and 
development  efforts  to  meet  legislative  objectives;  determining 
program  modifications  to  meet  changing  needs  and  requirements; 
and  coordinating  program  and  management  policies. 

In  addition  to  the  immediate  office  of  the  Administrator,  the 
following  staff  offices  receive  funding  from  this  budget 
activity:   Deputy  Administrator,  Executive  Director, 
Intergovernmental  Affairs,  International  Harmonization,  Executive 
Secretariat,  Civil  Rights,  Public  and  Consumer  Affairs  and  Chief 
Counsel . 
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OFFICE  OF  THE  ADMINISTRATOR 
Sximmary  of  Budget  Requirements 

Increase  {+) 
FY  1994       FY  1995         or 
Appropriation    Request   Decrease  ( - ) 


Positions: 
Use  of  Funds: 

Salaries  &  Expenses 

Operating  Expenses 

Total,  Administrator's 
Office 

Source  of  Funds: 

O&R  Federal 

O&R  Trust 

Total,  Administrator's 
Office 


(Dollars  in  Thousands) 


41 

$2,893 
527 

3,490 
2,554 

an 

3,490 


41 
$3,018 

fiia 

3,717 

2,720 

aai 

3,717 


+$125 
±1QZ 

+227 


+  166 
+227 
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GENERAL  ADMINISTRATION 
Highlights  Statement 

The  General  Administration  budget  provides  resources  for  the 
administrative  plcuining,  development,  coordination,  progreun 
evaluation,  and  economic  analysis  functions  necessary  to  support 
the  agency's  programs  and  mission. 

The  administrative  portion  includes  personnel  management  and 
orgeinization  planning,  financial  management,  management  data 
systems,  management  in^rovement,  and  contracting  and  procurement. 
In  addition,  administrative  support  services  are  provided  for 
effective  program  operations,  including  general  services, 
con5)uterized  data  services,  and  technical  reference  services 
relating  to  motor  vehicle  and  highway  safety  research  documents. 
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GENERAL  ADMINISTRATION 

Suirnnary  of  Budget  Requirements 

Increase  (+) 
FY  1994      FY  1995       or 
Appropriation  Request   Decrease  ( - ) 


Positions; 

Use  of  Funds; 

Salaries  &  Expenses 

Operating  Expenses 

Contract  Program 

Total ,  General 
Administration 


(Dollars  in  Thousainds) 


90 

$6,243 

1,312 

725 

8,280 


90 

$6,515 

1,534 

789 

8,838 


+  $272 

+222 

64 

+558 


Source  of  Funds; 

O&R  Federal 

O&R  Trust 

Total ,  General 
Administration 


6,289 
1.991 


6,711 
2.127 


8,280     8,838 


+422 

+558 
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GENERAL  ADMINISTRATION 
Contract   Progreim  Siinmary 


FY  1993 

FY  1994 

FY  1995 

Appropriation 

Aopropriati 

Sin 

Rawest 

(Dollars  in  Thousands) 

Program  Evaluation 

$360 

$500 

$489 

Strategic  Planning 

0 

125 

200 

Economic  Analysis 

0 

100 

100 

Metric  Conversion 

50 

0 

0 

Total,  Gen.  Ac3min. 

410 

725 

789 
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GENERAL  ADMINISTRATION 

FY  1993  FY  1994       FY  1995 

Appropriation   Appropriation   Request 

(Dollars  in  Thousands) 

Program  Evaluation       $360  $500         $489 

Program  Objective 

The  objective  of  the  program  evaluation  activity  is  to  gather 
information  on  NHTSA  vehicle  regulatory  and  highway  safety 
programs  and  measure  their  effectiveness  in  achieving  their 
objectives  (such  as  reducing  injuries  and  fatalities  in  traffic 
crashes) . 

The  evaluation  results  may  serve  as  a  basis  for  rulemaking 
decisions  on  present  and  future  rules.   Current  vehicle  safety 
standards  may  be  modified,  deleted  or  continued  as  a  result  of  a 
thorough  evaluation  and  verification  of  improved  safety 
performance  of  the  affected  motor  vehicles.   Evaluation  of 
existing  regulations  is  a  requirement  for  Federal  agencies  under 
Executive.'  Order  12291.   Evaluation  results  may  be  used  to  direct 
grant  programs  and  technical  assistance  that  are  designed  to 
improve  the  effectiveness  of  State  and  community  highway  safety 
programs . 

Program  Description 

The  evaluation  of  Federal  Motor  Vehicle  Safety  Standards  (FMVSS) 
systematically  establishes  the  effectiveness  of  major  standards 
and  programs  which  have  been  in  effect  for  several  years.   The 
evaluation  process  begins  by  determining  if  and  how  the  standard 
or  progrcun  can  be  evaluated.   Then  a  series  of  studies  are 
conducted  to:   collect  amd  analyze  actual  or  surrogate  data  to 
determine  changes  in  program  experience;  estimate  changes  in 
consumer  costs  for  vehicle  safety  equipment;  analyze  results  of 
the  effectiveness  and  cost  studies  to  estimate  overall  standard 
effectiveness  in  terms  of  benefits  and  costs;  and  assess  results 
of  highway  safety  activities. 

For  highway  safety  programs,  trends  over  several  years  in  how 
states  respond  to  Federal  initiatives  and  how  they  use  Federal 
assistcmce  are  euialyzed  to  determine  program  in^rovements  and  the 
extent  to  which  states  and  localities  continue  programs  with 
their  own  funds  after  Federal  grants  end. 

FY  1994  Program 

The  automatic  occupcmt  crash  protection  evaluation  included  in 
the  agency's  Priority  Plan  continues  with  studies  of 
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effectiveness,  operating  performance  amd  public  acceptance.   The 
National  Highway  Safety  Assessment  will  be  continued  in  three 
additional  states.   The  agency  will  begin  an   evaluation  of  the 
new  dyneunic  side  in5>act  standard  for  passenger  cars. 
Additionally,  a  one  year  nationwide  odometer  fraud  study  will  be 
undertaJcen . 

FY  1995  Request 

Automatic  occupamt  crash  protection  will  be  phased  into  light 
trucks  beginning  in  1994.   A  teardown  cost  study  of  air  bags  in 
light  trucks  will  be  done  to  support  an  evaluation  of  the 
effectiveness  of  automatic  occupant  protection  for  light  trucks. 
This  is  part  of  the  agency  priority  study  of  automatic  crash 
protection  that  has  been  ongoing  since  1990.   To  conplete  the 
nationally  representative  Scurple  of  states  for  the  Highway  Safety 
Assessment,  begun  in  FY  1992,  two  states  will  be  surveyed  in 
FY  1995.   Evaluation  of  side  inpact  protection  begun  in  FY  1994 
will  continue  with  additional  teardown  cost  and  testing  studies. 

New  initiatives  in  1995  include  the  following  projects.   The  Anti 
Car  Theft  Act  of  1992  expands  the  parts -marking  requirement  to 
vans  and  utility  vehicles  weighing  less  than  6,000  pounds  with 
higher- than-average  theft  rates  (beginning  in  Model  Year  1994) 
and  for  half  the  passenger  car,  van  and  vapv   lines  with  lower- 
than-average  theft  rates  (beginning  in  Model  Year  1995)  .   In 
1997,  NHTSA  is  required  to  provide  a  report  to  Congress  on  the 
effects  of  the  Anti  Car  Theft  Act  on  vehicle  theft  aind  recovery. 
In  FY  1995,  work  will  begin  to  collect  and  cuaalyze  theft  and 
recovery  data  for  1991-1993  (baseline  data)  and  for  1994,  the 
first  year  that  vans  and  utility  vehicles  will  have  marked  parts. 

The  evaluation  of  steering  assembly  (FMVSS's  203  and  204)  and 
interior  intact  protection  (FMVSS  201)  in  light  trucks  is  planned 
for  FY  1995.   Preliminary  studies  of  effectiveness  and  costs  have 
been  completed,  but  a  more  con^jrehensive  study  remains  to  be 
done. 

Rear  window  defoggers  and  wipers  (FMVSS  103)  are  planned  for 
evaluation  in  FY  1995. 

Accomplishments 

o    Submitted  report  to  Congress  on  Effects  of  the  Motor  Vehicle 
Theft  Law  Enforcement  Act  of  1984  (3/1991) . 

o    Completed  evaluation  of  Motor  Vehicle  Fires  in  Traffic 

Crashes  and  Effects  of  the  Fuel  System  Integrity  Standard 
(11/1990) .   This  has  led  to  an  agency  plan  for  upgrading 
FMVSS  301,  the  Fuel  System  Integrity  Stamdard. 
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o    Completed  study  of  Effect  of  Car  Size  on  Fatality  and  Injury 
Risk  (9/1991)  . 

O    Completed  tear-down  cost  study  of  antilock  brake  systems 
(7/1991)  . 

o    Completed  evaluation  of  tire  labeling  standards  (1/1992) . 

o    Con5)leted  the  pilot  study  in  Washington  State  for  the 
Highway  Safety  Assessment  (12/1992) . 

o    Completed  the  Interim  report  of  the  Evaluation  of  the 

Effectiveness  of  Occupant  Protection  (FMVSS  208)  (6/1992) . 

o    Completed  Tear-down  Cost  Study  of  Manual  and  Automatic  Crash 
Protection  Systems  in  1988-1992  Model  Year  Passenger  Cars 
(9/1992) . 

o    Completed  an  evaluation  of  the  performance  of  Antilock  Brake 
Systems  for  cars  and  light  trucks,  based  on  stopping  tests 
under  various  road  conditions  (5/1992) . 


6ENAD-6 


573 


PROGRAM  DIRECTION  AND  COORDINATION 

FY  1993  FY  1994         FY  1995 

Appropriation    AgprpprJ-jiti-Q^     Request 

(Dollars  in  Thousands) 

Strategic  p;ianTTino       $-0-  $125  $200 

\ Program  Objective 

The  Department  recognizes  that  strategic  planning  is  crucial  to 
the  responsiveness,  effectiveness,  and  productivity  of  its 
programs.   NHTSA  has  responsibilities  that  require  am  edaility  to 
anticipate  both  behavioral  cmd  technological  change  involving 
long  lead  times  for  development  and  implementation.   Therefore, 
strategic  planning  has  been  estoQ^lished  within  NHTSA. 

Strategic  planning  will  provide  a  long-term  vision  for  the 
agency.   It  is  the  primary  mechamism  for  reinventing  government 
emd  effecting  and  isplementing  chsmge  in  the  organization. 
Strategic  planning  will  set  clear  goals  euid  objectives  against 
which  the  agency  Ccui  evaluate  its  performemce  and  customer 
service.   It  will  enhoince  policy  maUcing,  orgamization,  and 
management,  resulting  in  inproved  efficiency  and  effectiveness. 
It  will  help  ensure  that  funds  and  resources  are  dedicated  to  the 
projects  emd  programs  that  offer  the  greatest  benefit. 

Program  Description 

Strategic  planning  formulates  demographic,  economic, 
institutional,  and  technological  forecasts  into  the  Twenty- First 
Century.   Particular  objectives  are  to  examine  amd  maike 
projections  of  the  future  for  highway  safety;  study  technological 
opportunities  emd  challenges;  amd  assess  agency  institutional 
relations  with  State  amd  local  government.  Congress,  industry, 
private  groups,  amd  others  involved  in  its  issues.   Strategic 
planning  also  examines  NHTSA' s  orgamizational  and  management 
effectiveness.   Using  this  information  as  a  basis,  senior 
mamagement  will  estaiblish  the  future  direction  of  NHTSA  by 
defining  the  agency's  vision,  mission,  values,  and  goals.   From 
these  efforts  come  a  strategic  plam  amd  business  in^lementation 
plans  for  agency  programs. 

FY  1994  Program 

The  agency's  first  strategic  plam  will  be  completed  in  FY  1994. 
This  plam  will  embody  the  agency's  goals  for  the  future  amd 
strategies  that  will  be  employed  to  achieve  the  goals.  This 
strategic  plam  also  will  provide  the  basis  for  program 
development  amd  resource  allocation  decisions.  The  focus  of 
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FY  1994  activities  is  to  complete  and  implement  the  strategic 
plan,  and  provide  support  for  follow- on  strategic  plajining  and 
management  efforts.   These  activities  include  preparing  strategic 
execution  plans  covering  3-5  year  periods,  that  will  tie  the 
strategic  plan  to  realistic  incremental  shifts  in  functions, 
organizational  structure,  program  plans,  staffing,  equipment, 
etc.;  and  providing  technical  assistance  to  individual  NHTSA 
offices  to  develop  annual  business  implementation  plans  to  carry 
out  the  strategic  plan. 

FY  1995  Request 

Periodic  review  of  emerging  trends  and  their  implications  for 
strategic  plans  is  critical  to  ensuring  the  continuing 
effectiveness  of  an  organization.   During  FY  1993,  the  agency 
developed  a  series  of  papers  that  excunined  issues  (demographics, 
energy  and  the  environment,  human  resources,  etc.)  critical  to 
the  future  of  NHTSA  and  traffic  safety.   This  information 
provided  a  basis  for  the  agency's  first  strategic  plan.  In 
FY  1995,  a  review  of  strategic  issues  and  plans  will  be 
conducted.  This  project  would  re-examine  the  pertinent  trends  to 
identify  any  new  challenges  and  opportunities,  and  convene  senior 
management  retreats  to  reconsider  NHTSA' s  mission,  goals,  and 
strategies.   This  effort  would  involve  contractor  support  of 
approximately  $75  thousand. 

Innovative  organizational  structures  and  management  practices  can 
make  agencies  more  efficient,  effective,  and  responsive  to  their 
customers.   NHTSA  began  to  study  its  organization  and  management 
structure  in  FY  1993,  and  developed  some  proposals  for  making 
improvements.   In  FY  1995,  NHTSA  would  build  upon  the 
administration's  policy  to  reinvent  government  by  undertaking  a 
project  to  perform  a  more  detailed  review  of  innovative  practices 
in  both  public  and  private  organizations.   Their  specific 
applicability  to  NHTSA  would  be  assessed  along  with  the  types  of 
training  and  staff  involvement  necessary  for  a  smooth  transition 
to  successful  new  organizational  and  management  strategies. 
Specific  exait^jles  include:   identifying  innovative  ways  that 
state-  and  NHTSA- funded  programs  can  be  made  more  economically 
self-sufficient;  examining  how  organizations  have  implemented  a 
teamwork  approach  to  acconplishing  tasks;  and  assessing  how 
orgcuiizations  have  successfully  managed  chainge  in  their 
organizational  culture,  structure,  and  processes.   This  project 
would  require  contractor  expenditures  estimated  to  be  $75 
thousand . 

Mciny  new  technologies  are  being  developed  in  national 
leiboratories ,  \iniversities  and   industry,  that  could  help  address 
the  motor  vehicle  safety  problem.   These  technologies  are  often 
expensive  to  acquire,  test,  and   in^jlement.  Historically,  the 
Federal  Government  has  played  a  key  role  in  supporting 
advancements  in  motor  vehicle  safety.   When  faced  with  financial 
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difficulties,  the  motor  vehicle  industry  responded  by  changing 
many  of  the  methods  traditionally  used  to  do  business. 
Consequently,  NHTSA  must  develop  mechanisms  beyond  traditional 
means  to  sufficiently  support  motor  vehicle  safety  research  in 
the  future.   For  example,  the  National  Performance  Review 
recommended  that  Congress  should  make  a  statutory  change  that 
would  liberalize  NHTSA' s  exemption  authority  as  a  means  of 
encouraging  safety  advances  without  lengthy,  costly,  and 
contentious  rulemaking.   Other  methods,  such  as  funding 
foundations  with  resources  from  industry  and  the  motoring  public 
might  also  foster  safety  research  programs  either  in  cooperation 
with  NHTSA  or  independently  in  coordination  with  other  programs. 
In  FY  1995,  a  study  of  the  feasibility  of  various  mechanisms  for 
enhancing  motor  vehicle  and  traffic  safety  research  will  be 
conducted.   The  cost  of  this  project  is  estimated  to  be  $50 
thousand . 

Accomplishments 

o    Completed  a  simmary  and  cinalysis  of  comments  received  in 
response  to  the  agency's  Federal  Register  notice  on 
strategic!  planning.   This  document  siimmarizes  comments 
submitted  by  over  100  organizations.   These  comments  will 
support  the  development  of  the  agency's  strategic  plan. 

o    Coordinated  NHTSA' s  participation  in  the  National 

Performance  Review.   As  part  of  this  effort,  the  ideas  of 
agency  employees  were  solicited.   Numerous  ideas  on  how  the 
Federal  Government  can  become  more  efficient  were 
identified.   The  future  implementation  of  ideas  pertaining 
specifically  to  NHTSA  will  be  coordinated  by  the  Strategic 
Planning  Division. 

o    Con^leted  several  issue  papers  covering  critical  areas  of 
future  planning.   These  included  issue  papers  pertinent  to 
traffic  safety  programs,  the  motor  vehicle  industry,  energy 
and  the  environment,  and   organization  and  management. 
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PROGRAM  DIRECTION  AND  COORDINATION 

FY  1993  FY  1994        FY  1995 

Appropriation    Appropriation    Request 

(Dollars  in  Thousands) 

Economic  Analysis       $-0-  $100         $100 

Program  Obnective 

The  objective  of  this  progreun  is  to  assess  and  quantify  the 
economic  consequences  of  injuries  which  result  from  motor  vehicle 
crashes . 

Program  Description 

» 

NHTSA's  primary  mission  is  to  reduce  the  injuries  emd  fatalities 
resulting  from  motor  vehicle  crashes.   As  useful  and  necessary  as 
tabulating  crash  results  is  to  NHTSA,  it  does  not  by  itself 
provide  a  con^jlete  picture  of  the  consequences  of  injuries  cuid 
fatalities  on  individuals  involved  in  crashes  or  on  society  as  a 
whole.  Although  the  number  of  fatalities  resulting  from  motor 
vehicle  crashes  has  been  reduced,  there  is  some  evidence  that  the 
nvimber  of  injuries  may  be  increasing.   This  progreun  is  concerned 
with  measuring  the  costs  sind  other  consequences  of  motor  vehicle 
injuries  and  fatalities.   The  results  are  used  as  part  of  the 
decision-meJcing  process  for  allocation  of  agency  resources.   The 
results  are  also  applicedsle  to  agency  regulatory  analyses  and 
evaluations,  and   will  enhcmce  NHTSA's  understemding  of  the 
importcmce  of  non- fatal  injuries  in  general. 

FY  1994  Program 

The  FY  1994  funding  request  of  $100  thousemd  will  provide  the 
cuiticipated  contract  costs  related  to  two  projects.  Of  this 
total,  $5  thouseind  is  for  mainframe  con^uter  time  charges  in 
conjunction  with  the  development  of  the  costs  of  minor  and 
moderate  injuries.   Current  estimates  reveal  that  these  injuries 
result  in  over  60  percent  of  the  total  injury  cost  due  to  high 
incidence,  emd  are  likely  to  be  underreported.   Particular  gaps 
exist  in  the  costs  in  emergency  departments  cuid  private 
physiciems'  offices.   The  project  will  analyze  results  of  the 
CODES  project  --  data  from  7  states  including  EMS  reports, 
emergency  department  records,  hospitalizations,  etc.  to  develop 
these  costs.  This  effort  will  be  conpleted  in  FY  1994.  The 
remaining  $95  thousemd  will  fund  validation  of  the  Functional 
Capacity  Index.   The  basic  development  of  this  index  will  be 
completed  in  FY  1993  as  well  as  plauas  for  validating  the  index 
using  clinical  data. 
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FY  1995  Request 

Validation  of  the  Functional  Capacity  Index  will  continue.   The 
Functional  Capacity  Index  measures  the  effects  of  injuries  on  a 
person's  ability  to  perform  their  normal  functioning  following  an 
injury.   This  index  provides  the  agency  with  an  additional 
approach  to  determining  the  effects  of  injury  when  developing 
agency  priorities,  performing  regulatory  analysis,  or  in 
evaluating  countermeasures .   The  basic  development  of  this  index 
was  con5)leted  in  FY  1993  as  well  as  plans  for  validating  the 
index  using  clinical  data.   Validation  of  the  Functional  Capacity 
Index  started  in  FY  1994. 

Accomplishments 

o    Analysis  of  health  care  savings  resulting  from  reducing  the 
incidence  of  motor  vehicle  injury  completed  winter  1992-93. 

o    Comprehensive  study  of  Source  of  Medical  Payments  for  motor 
vehicle  injuries  completed  spring  1993. 

o    Development  of  Functional  Capacity  Index  completed  summer 
1993. 

o    Overall  study  of  Source  of  Payments  for  the  costs  of  motor 
vehicle  injuries  completed  fall  1993. 
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PRCX3RAM  DIRECTION  AND  COORDINATION 

FY  1993  FY  1994        FY  1995 

Appropriation    Appropriation    Request 

(Dollars  in  Thousands) 

Metric  Conversion       $50  $-0-  $-0- 

Prooram  Objective 

The  objective  of  this  activity  is  to  convert  all  agency  programs 
to  the  metric  system  of  measurement,  including  regulations  and 
gremt  administration. 

Program  Description 

In  response  to  provisions  of  the  Omnibus  Trade  Act  of  1988, 
Executive  Order  12770  and  DOT  Order  1021. D,  the  Department  has 
begun  to  convert  its  business  activities  to  the  metric  system  of 
measurement.   To  minimize  disruption,  the  conversion  is  being 
phased  in  over  a  five-year  period,  with  the  details  tailored  to 
the  affected  constituencies.   Since  NHTSA' s  regulator^' 
responsibilities  affect  the  motor  vehicle  manufacturers,  the 
guidelines  being  used  in  the  conversion  are  those  established  by 
the  Society  of  Automotive  Engineers  (SAE) . 

FY  1994  Program 

NHTSA  will  continue  to  train  its  staff  and  to  convert  motor 
vehicle  safety  standards  to  the  metric  system.   NHTSA  will 
collect  crash  data  in  metric  units.   Funding  will  not  be  required 
for  FY  1994. 

FY  1995  Request 

Funding  is  not  recjuired  for  FY  1995. 

Accomplishments 

o    Federal  Register  notice  announced  NHTSA' s  conversion  plans 
on  April  21,  1992.   Comments  were  received  and  analyzed. 

o    Agency  staff  training  began  May  1992,  cmd  NHTSA  initiated 

conversion  of  the  Federal  Motor  Vehicle  Safety  Standards  to 
the  metric  system  in  December  1992. 
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HIGHWAY  TRAFFIC  SAFETY  GRANTS  PROGRAM 

SUMMARY  STATEMENT 

Transportation  safety  is  a  key  ingredient  in  the  Administration's 
investment  strategy,  and  basic  highway  safety  grants  provided  by 
NHTSA  to  the  State  and   community  safety  programs  play  a  major 
role  in  improving  the  effectiveness  of  countermeasures  considered 
to  be  the  most  crucial  to  improved  motorist  and  pedestrian 
safety.   NHTSA  also  administers  incentive  grants  to  reward  States 
that  enact  stronger  laws  and  start  effective  programs  to  stop 
drunk  and  drugged  drivers.   From  FY  1992  through  FY  1994,  NHTSA 
is  managing  the  Section  153  incentive  grant  program  to  encourage 
States  to  enact  safety  belt  and  motorcycle  helmet  use  laws,  and 
then  to  achieve  higher  use  mandated  by  Congress.   Sanctions  begin 
in  FY  1995  for  States  failing  to  enact  the  required  usage  laws. 
Therefore,  NHTSA  is  not  seeking  funds  for  the  Section  153  safety 
belt  and  motorcycle  helmet  incentive  grant  program  in  FY  1995. 
All  of  these  national  highway  safety  grants  are  authorized  by  the 
Intermodal  Surface  Transportation  Efficiency  Act  of  1991 
(ISTEA/1991) ,  and  their  funding  needs  for  FY  1995  are  presented 
and  justified  in  this  section  of  the  Budget  submission  to 
Congress . 

The  Section  402  State  and  Community  Grant  Program  provides  for  a 
coordinated  national  highway  safety  program.   Under  a  fonmala 
established  by  the  Highway  Safety  Act  of  1966,  all  States,  the 
District  of  Columbia,  the  Commonwealth  of  Puerto  Rico  and  the 
Trust  Territories  are  provided  with  gramts  to  encourage  and 
facilitate  implementation  of  more  effective  programs  to  improve 
highway  safety.   The  Section  402  program  consists  of  national 
safety  priorities  (such  as  police  enforcement,  alcohol  safety, 
occupant  restraints  and  emergency  medical  responses)  that 
incorporate  program  guidelines  required  by  ISTEA/1991. 

NHTSA  has  administered  two  incentive  grant  prograims  to  encourage 
States  to  take  stronger  action  to  remove  impaired  drivers  from 
the  roads.   Funding  for  Alcohol  Safety  Incentive  Grants  (Section 
408)  was  authorized  by  the  Alcohol  Traffic  Safety  Programs  Act  of 
1982.   Section  408  and  its  mission  has  been  continued  by  the 
newer  Section  410  program.   Therefore,  NHTSA  is  not  seeking  funds 
for  the  Section  408  program  for  FY  1995.   Funding  for  Section  410 
Impaired  Driving  Countermeasures  Incentive  grants  was  authorized 
by  the  Drunk  Driving  Prevention  Act  of  1988.   ISTKA/1991 
authorized  a  restructured  Section  410  program  in  order  to  make 
the  incentive  more  effective  in  encouraging  State  efforts  to 
deter  impaired  driving.   NHTSA  is  seeking  the  fully  authorized 
level  of  funding  for  FY  1995,  due  to  the  xinique  effectiveness  of 
Section  410  in  encouraging  States  to  pass  stronger  laws  and 
initiate  the  most  effective  countermeasures. 
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TSTEA/1991  authorized  Highway  Trust  Fund  support  for  the  National 
Driver  Register  (NDR)  operations  through  FY  1994,  for  the  purpose 
of  assisting  State  transition  to  the  new  electronic  driver 
license  communications  system  required  by  the  NDR  Act  of  1982. 
The  budget  request  assumes  reauthorization  for  NDR  from  the 
Hiqhway  Trust  Fund.   This  new  system  will  strengthen  State 
capability  to  identify  problem  drivers  operating  with  licenses 
that  have  been  suspended  or  revoked  for  serious  traffic  offenses 
such  as  drunk  driving  and  hit  and  run. 

The  FY  1995  NHTSA  budget  requests  $123  million  for  Section  402 
and  $25  million  for  Section  410  grant  programs  as  well  as  $3.4 
million  for  the  National  Driver  Register. 
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HIGHWAY  TRAFFIC  SAFETY  GRANTS 

(LIQUIDATION  OF  CONTRACT  AUTHORITY) 

(HIGHWAY  TRUST  FUND) 

For  payment  of  obligations  incurred  carrying  out  the  provisions 
of  23  U.S.C.  153,  402,  [406,]  408,  and  410,  section  [2007  of  the 
Intermodal  Surface  Transportation  Efficiency  Act  of  1991]  211 (b) 
of  the  National  Driver  Register  Act  of  1982.  as  amended,  and 
section  209  of  Public  Law  95-599,  as  amended,  to  remain  availeOsle 
until  expended,  [$138,550,000]  S151. 000. 000.  to  be  derived  from 
the  Highway  Trust  Fund:   Provided .  That,  notwithstanding 
subsection  2009 (b)  of  the  Intermodal  Surface  Transportation 
Efficiency  Act  of  1991,  none  of  the  funds  in  this  Act  shall  be 
available  for  the  plamning  or  execution  of  programs  the  total 
obligations  for  which,  in  fiscal  year  [1994]  1995.  are  in  excess 
of  [$163,500,000]  $151.400. 000  for  progreuns  authorized  under 
23  U.S.C.  402  and  410,  as  amended,  of  which  $123,000,000  shall  be 
for  "State  and  community  highway  safety  grants",  [$12,000,000 
shall  be  for  section  153  "Safety  belt  emd  motorcycle  helmet  use" 
grouits,  and  $3,500,000]  S3. 400. OOP  shall  be  for  the  "National 
Driver  Register",  and  $25,000,000  shall  be  for  section  410 
"Alcohol -impaired  driving  countermeasures  programs":   Provided 
further.  That  none  of  these  funds  shall  be  used  for  construction, 
rehabilitation  or  remodeling  costs,  or  for  office  furnishings  and 
fixtures  for  State,  local,  or  private  buildings  or  structures: 
Provided  further.  That  none  of  the  funds  in  this  Act  shall  be 
availcible  [for  the  pleuining  or  execution  of  programs  the  total 
obligations  for  which  are  in  excess  of  $10,500,000]  for  "Alcohol 
safety  incentive  gremts"  authorized  under  23  U.S.C.  408  or  for 
"Safety  belt  and  motorcycle  helmet  use"  grsints  authorized  under 
subsection  153 (j ) :   Provided  further .  That  not  to  exceed 
[$5,153,000]  S5. 268. 000  of  the  funds  made  available  for  section 
402  may  be  availcUale  for  administering  "State  emd  community 
highway  safety  gramts":   Provided  further.  That  not  to  exceed 
$500,000  of  the  funds  made  available  for  section  410  may  be 
availcdsle  for  technical  assistcince  to  the  States:   Provided 
further.  That  none  of  the  funds  in  this  Act  shall  be  availcible 
for  the  planning  or  execution  of  programs  authorized  under 
section  209  of  Public  Law  95-599,  as  amended,  the  total 
obligations  for  which  are  in  excess  of  $4,750,000  in  fiscal  years 
1982  through  [1994]  1995.   (Department  of  Transportation  and 
Related  Agencies  Appropriations  Act.  1994.) 


HTS6-3 


583 


NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION 

HIGHWAY  TRAFFIC  SAFETY  GRANTS 

Program  and  Performance  Statement 

Section  402  formula  grants  -  Grant  allocations  are  determined  on 
the  basis  of  a  statutory  formula  esteiblished  under  23  U.S.C.  402, 
States  use  this  funding  for  reducing  traffic  crashes,  fatalities, 
and  injuries.   The  grants  are  used  to  support  State  highway 
safety  programs.   The  States  may  choose  to  use  the  grants  to 
implement  programs  to  reduce  deaths  and  injuries  caused  by 
exceeding  posted  speed  limits;  encourage  proper  use  of  occupant 
protection  devices,-  reduce  alcohol  and  drug-in^aired  driving; 
reduce  crashes  between  motorcycles  and  other  vehicles;  reduce 
school  bus  crashes;  improve  police  traffic  services;  improve 
emergency  medical  services  and  trauma  care  systems;  increase 
pedestrian  and  bicyclist  safety;  and  improve  traffic  record 
systems.   The  grants  also  provide  additional  support  for  State 
data  collection  and  reporting  of  traffic  deaths  and  injuries. 

Section  408  incentive  grants  -  The  purpose  of  the  Section  408 
program  is  to  contribute  to  highway  safety  by  reducing  the  number 
of  accidents  caused  by  drivers  impaired  by  alcohol  or  other 
drugs.   This  is  accoraplished  by  providing  incentive  grants  to 
States  that  adopt  tough  measures  specified  by  statute.   These 
measures  include  laws  that  classify  drivers  as  impaired  when 
their  blood  alcohol  concentration  is  0.10  percent;  require  prompt 
license  suspension  for  DWI  first  offenders;  impose  mandatory 
sentencing  (jail  or  community  service)  for  DWI  repeat  offenders; 
and  increase  enforcement  against  drunk  and  drugged  driving. 

Section  410  incentive  grants  -  Alcohol -iii^aired  driving 
count ermeasure  grants  are  provided  to  States  that  qualify  by 
adopting  specified  laws  and  program  measures  to  I'aduce  safety 
problems  stemming  from  driving  while  impaired  by  alcohol  and 
other  drugs.   Basic  grants  are  issued  for  achieving  criteria  that 
include  administrative  driver  license  actions  within  stated 
timeframes,  lower  blood- alcohol  content  (BAC)  laws,  statewide 
police  roadside  checkpoints,  effective  under  age  21  impairment 
deterrence,  mandatory  sentences  for  repeat  offenders,  and 
programs  that  are  financially  self-sufficient.   Supplemental 
grants  are  provided  to  States  that  adopt  additional  specified 
measures,  including  .02  BAC  laws  for  under-21  drivers,  license 
plate  confiscation,  laws  against  open  alcohol  containers  in 
vehicles  and  mandatory  BAC  testing  by  police  of  suspected  DWI 
offenders. 

Section  153  incentive  grants  -  Grants  are  issued  to  States  that 
qualify  by  having  laws  that  require  the  use  of  safety  belts  and 
motorcycle  helmets.   These  States  may  also  receive  grants  in  two 
subsequent  years  for  achieving  belt  euid  helmet  use  rates 
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specified  by  statute.   These  grants  must  be  used  by  States  for 
programs  that  educate  the  pxiblic  cibout  safety  belts,  child  safety 
seats  and  motorcycle  helmets,  and  to  support  police  training  cmd 
enforcement  of  use  laws  and  conduct  surveys  that  monitor  public 
con^liance  with  use  laws. 

National  Driver  Register  -  NDR  program  funding  is  provided  to 
improve  traffic  safety  by  assisting  State  motor  vehicle 
administrators  in  communicating  effectively  auid  efficiently  with 
other  States  to  identify  problem  drivers,  i.e.,  drivers  whose 
licenses  are  suspended  or  revoked  for  certain  serious  traffic 
offenses,  including  vehicle  operation  under  in^airment  by  alcohol 
and  other  drugs.   States  are  being  encouraged  and  helped  to 
convert  to  a  new  electronic  inquiry  system  required  by  the 
National  Driver  Register  Act  of  1982.   This  will  provide  a  more 
effective  system  for  communicating  driver  information  and,  as  a 
consequence,  inprove  State  licensing  agency  decisions  on  whether 
applicouits  should  be  issued  driving  permits.   This  new  driver 
records  query  system  will  facilitate  rapid  cuad  accurate  exchemge 
of  information  between  States,  cmd  thereby  support  State 
decisions  on  whether  to  issue  a  driver  license. 
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SECTION  402  STATE  AND  COMMUNITY  GRANT  PROGRAM 

FY  1995 
FY  1993      FY  1994      Request 

(Dollars  In  Thousands) 

Safety  Formula  Grant  Program; 

Formula  Grants             $109,847    $117,847     $117,732 
Grant  Admin.  5.153*    $.153*     5.2$8* 

Obligation  Limitation         115,000     123,000      123,000 


*  Amount  transferred  to  Operations  and  Research  account. 
Program  Objective 

The  major  goal  of  the  Section  402  Program  is  to  provide  Federal 
leadership,  encouragement  and  technical  assistance  to  all  States  in 
their  efforts  to  develop  and  implement  the  most  effective  highway 
safety  programs  to  reduce  traffic  crashes  and  resulting  deaths, 
injuries,  and  property  damage.   Section  402  enhances  State  programs 
by  providing  seed  money  to  start  new,  more  effective  projects;  by 
catalyzing  and  accelerating  State  prograuns  to  address  major  safety 
issues  with  an  improved  statewide  strategy;  and  by  leveraging 
additional  State  and  local  investment  in  highway  safety.   The 
resulting  improvements  in  States'  occupant  protection  and 
impairment  program  effectiveness  will  make  significant 
contributions  in  achieving  the  Secretary's  new  goals:   national 
safety  belt  usage  of  75  percent  and  reduction  of  the  proportion  of 
alcohol -related  traffic  deaths  to  43  percent,  both  by  1997. 

Highway  safety  is  a  major  public  health  problem  in  the  nation 
today,  amd  the  Section  402  program  is  a  critical  asset  in  the 
Administration's  twin  goals  of  reducing  health  care  costs  cind 
reducing  the  deficit.   In  1992,  traffic  crashes  claimed  39,235 
lives.  The  medical  costs  associated  with  crash  fatalities  and 
injuries  in  that  year  alone  totalled  over  $14  billion,  or  about  2.5 
percent  of  the  total  national  health  care  costs.   Nearly  30  percent 
of  these  medical  costs  are  paid  from  tax  dollars.   The  programs 
funded  under  Section  402  result  in  direct  savings  in  health  care 
cost  because  they  prevent  accidents  and  reduce  deaths  and  injuries. 

Program  Description 

Section  402  serves  as  the  Federal  government's  basic  formula  grant 
program  to  support  euad  improve  State  highway  safety  activities  in 
National  Priority  areas.   These  priorities  were  determined  and  are 
revised  through  a  formal  rulemaking  process  that  considers  the 
views  of  all  members  of  the  highway  safety  community.   The  national 
priorities  administered  by  NHTSA  are  alcohol/drug  safety,  occupant 
protection,  police  traffic  services,  emergency  medical 
services/trauma  care,  traffic  records,  pedestrieua/bicycle  safety 
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amd  motorcycle  safety.   Section  402  also  provides  funding  to 
support  community  traffic  safety  programs  emd  to  enhance  State  data 
collection  euad  reporting  of  traffic  deaths  euad  injuries. 

Section  402  funds  are  provided  to  all  States,  territories,  the 
District  of  Columbia,  and  the  Secretary  of  the  Interior  on  behalf 
of  Indicm  Nations.  At  least  40  percent  of  these  funds  are  used  for 
local  and  community  projects.   Although  Section  402  constitutes 
less  them  3  percent  of  highway  safety  funding  nationally,  it  exerts 
a  positive  in^jact  that  significantly  exceeds  its  size  of  funding. 
Section  402  grants  are  distributed  nationwide  and  have  leveraging 
effects  and   benefits  far  beyond  their  original  amoxint.   In  FY  1992, 
NHTSA's  enacted  level  totaled  $260.7  million,  including  Section  402 
grant  funds  to  the  States.   Funds  for  Section  402  con^rised  45 
percent  of  NHTSA's  total  resources,  amd  Section  402  dollars 
resulted  in  potential  cost  savings  attributed  to  lives  saved  of 
$8.8  billion,  a  benefit  cost  ratio  of  over  33:1. 

FY  1994  Program 

The  enacted  Section  402  program  level  for  FY  1994  is  $123  million. 
This  represents  am  increase  of  $8  million,  or  almost  7  percent, 
over  FY  1993.   Congress  has  directed  that  the  entire  increase  be 
"targeted  to  measures  by  the  States  to  minimize  underage  drunk 
driving . " 

Significant  cost  savings,  in  terms  of  a  lessened  burden  on  the 
medical  care  system  amd  its  attendant  tax  and  other  costs,  will 
result  from  an  effective  traffic  safety  program.   Given  the 
benefits  that  currently  exist  because  of  safer  vehicles,  the  major 
portion  of  remaining  opportunities  in  reducing  deaths  and  injuries 
and  their  attendant  cost  will  be  realized  through  chamges  in  driver 
behavior  patterns  such  as  drunk  driving,  driving  without  safety 
belts  amd  speeding. 

In  FY  1994,  the  Section  402  prograun  will  continue  to  be  a  major 
influence  nationwide  in  meeting  the  Secretary's  goals  of  75  percent 
safety  belt  usage  and  43  percent  alcohol  involvement  in  fatalities 
by  1997  and  continuing  reduction  in  the  traffic  fatality  rate. 
Unlike  incentive  gramt  prograims  which  only  assist  a  fraction  of  the 
country's  population,  the  402  Prograun  ensures  that  all  States 
address  key  highway  safety  problems  that  occur,  amd  that  these 
problems  are  attacked  with  the  most  effective  countermeasures 
availaQjle  nationwide,  as  developed  amd  tested  in  the  Federal 
Section  403  Program. 

Consistent  with  Departmental  goals  amd  Congressional  guidance,  $8 
million  of  the  FY  1994  Section  402  program  has  been  allocated  to 
youth  alcohol  initiatives.   These  funds  will  supplement  and  not 
supplamt  existing  State  efforts  in  this  area.   In  particular. 
States  are  planning  new  efforts  in  prevention  of  liquor  sales  to 
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minors,  new  training  for  police  and  judges  in  under  21  enforcement, 
euad  zero  tolerance  law  development  and  enforcement. 

FY  1995  Recfuest 

NHTSA  is  requesting  $123  million  for  Section  402  in  FY  1995.   This 
represents  the  seune  level  of  funding  as  in  FY  1994,  but  without  any 
earmarking.  Although  we  expect  that  the  States  will  continue  to 
spend  a  significant  portion  of  their  Section  402  funds  on  underage 
drunk  driving  programs,  this  program  level  will  also  provide 
funding  support  for  additional  critical  progreuns  to  reduce  health 
care  costs  and  for  traffic  records  progreuns  in  support  of  Safety 
Management  Systems. 

Currently,  the  nation  is  experiencing  life-saving  results  from  the 
State  grant  activities.   Alcohol -related  fatalities  dropped  from 
50  percent  of  total  traffic  fatalities  in  1990  to  45.8  percent  in 
1992.   This  significant  drop  is  due,  in  large  measure,  to  the 
efforts  of  State  prograuns  supported  in  part  by  Section  402.   The 
safety  belt  use  rate  reached  62  percent  in  1992,  again  due  to  State 
programs  supported  by  402  grant  funds.   Fourteen  States  exceeded  70 
percent  belt  use,  con^ared  to  only  one  State  in  1990.   The  national 
traffic  fatality  rate  dropped  to  1.8  in  1992,  the  lowest  rate  on 
record. 

Each  percentage  of  change  the  States  seek  to  attain  in  these 
statistics  is  more  difficult  to  come  by.   Those  easily  sxibject  to 
change  have  been  convinced.   The  States  task  remains  to  change  the 
behaviors  of  the  "hard-core"  --  motorists  who  are  hard  to  reach  and 
resistant  to  change.   Through  increased  Section  402  funding,  the 
agency  mobilizes  the  States  to  use  new,  effective  countermeasures 
to  attack  highway  safety  problems  to  the  benefit  of  the  entire 
nation. 

NHTSA  smalysis  has  determined  that: 

o    Increasing  safety  belt  use  to  75  percent  from  the  current  62 

percent  can  save  an  r.dditional  1,850  lives  and  $700  million  in 
societal  costs  each  year. 

o  Reducing  alcohol  related  fatalities  from  46  percent  in  1992  to 
43  percent  can  save  an  additional  1,800  lives  and  $400  million 
in  societal  costs  euinually. 

These  goals  can  be  achieved  through  effective  State  laws, 
enforcement  of  those  laws,  and  public  information  and   education. 

The  Section  402  program  mainages  nationwide,  at  both  the  State  and 
local  levels,  to  provide  effective  programs,  projects,  and 
coordination  that  will  multiply  the  Federal  efforts  to  reduce 
deaths  and  injuries  on  our  highways.  The  influence  of  national 
guidamce  and  Federal  greuits  provided  through  Section  402  has 
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produced  a  significamt  leveraging  effect  within  the  States'  highway 
safety  programs.   Ongoing  highway  safety  in^jrovements  Ccui  be 
expected  as  pxiblic  auad  private  sectors  continue  to  unite  and 
escalate  their  participation  in  the  highway  safety  arena. 
Furthermore,  the  initiation  of  comprehensive  Safety  Management 
Systems  in  every  State,  mandated  by  the  ISTEA,  requires  increased 
coordination  of  Section  402  programs  with  FHWA  Federal  Aid  and 
Motor  Carrier  highway  safety  programs. 

The  Section  402  program  is  a  major  tool  in  the  effort  to  reduce 
health  care  costs  and  reduce  the  Federal  deficit.   The  cost/benefit 
ratio  of  NHTSA's  programs  to  date  clearly  indicate  that  additional 
dollars  in  this  program  will  be  multiplied  many  times  in  terms  of 
the  benefits  realized. 

By  funding  this  program  at  the  level  requested,  the  Department  cuid 
the  Administration  will  be  signaling  a  true  commitment  to  reducing 
deaths  and  injuries  on  the  highways  and,  at  the  same  time,  a  true 
commitment  to  proven  means  to  reduce  attendant  costs.   Furthermore, 
this  signals  a  real  commitment  to  the  Federal -State  partnership  by 
focussing  our  efforts  on  the  Section  402  program.   Unlike  our 
incentive  grant  programs  which  have  limited  grantees  and  narrow 
limits  on  how  the  funds  can  be  used.  Section  402  goes  to  all  States 
and  allows  them  flexibility  in  allocating  resources.   Governed  by 
the  national  priority  areas  and  influenced  by  the  technical 
assistance  provided  by  the  Section  403  program.  States  are  ready 
and  very  willing  to  direct  these  funds  toward  meeting  the  most 
beneficial  national  goals. 


HTS6-9 


589 


DISTRIBimON  OF  SECTION  402  GRANTS 
(Dollare  in  Thousands) 


FY  1992 

FY1993 

ACTUAL 
OBUGATIONS 

$1,948 

ACTUAL 
OBUGATIONS 

$1 ,895 

Estimated  Obligations 

STATEATERRfTORY 

FY  1994 
$2,041 

FY1995 

ALABAMA 

$2,039 

ALASKA 

564 

549 

589 

589 

AMERICAN  SAMOA 

282 

275 

295 

294 

ARIZONA 

1.554 

1,536 

1,652 

1,650 

ARKANSAS 

1.303 

1,267 

1,356 

1,357 

CAUFORNIA 

10.835 

10,561 

11,336 

11,328 

COLORADO 

1.617 

1,574 

1.688 

1.686 

CONNECTICUT 

1.210 

1.178 

1.265 

1,264 

DELAWARE 

564 

549 

589 

589 

DISTRICT  OF  COLUMBIA 

564 

549 

589 

589 

FLORIDA 

4.968 

4.851 

5.210 

5,205 

GEORGIA 

2.874 

2,801 

3.005 

3,002 

GUAM 

282 

275 

295 

294 

HAWAII 

564 

549 

589 

589 

IDAHO 

763 

740 

766 

765 

ILUNOIS 

4,671 

4,545 

4.875 

4,870 

INDIANA 

2.446 

2,380 

2.552 

2,549 

IOWA 

1,689 

1,642 

1.759 

1,757 

KANSAS 

1,738 

1,688 

1,809 

1,807 

KENTUCKY 

1,686 

1,640 

1.773 

1,771 

LOUISANA 

1.783 

1,734 

1.860 

1.858 

MAINE 

564 

549 

589 

589 

MARYLAND 

1.758 

1.712 

1.838 

1,836 

MASSACHUStllS 

2.197 

2,140 

2.295 

2,293 

MICHIGAN 

3.846 

3,742 

4.012 

4,008 

MINNESOTA 

2.327 

2,263 

2.426 

2,423 

MISSISSIPPI 

1.343 

1,306 

1,402 

1,400 

MISSOURI 

2.506 

2,441 

2.619 

2,616 

MONTANA 

757 

732 

781 

780 

NEBRASKA 

1.158 

1,127 

1.207 

1.206 

NEVADA 

709 

689 

739 

738 

NEW  HAMPSHIRE 

564 

549 

589 

589 

NEW  JERSEY 

2.757 

2,683 

2.B78 

2,875 

NEW  MEXICO 

875 

860 

958 

957 

NEW  YORK 

6.636 

6,458 

6.928 

6.921 

NORTH  CAROUNA 

2.819 

2,745 

2.946 

2.943 

NORTH  DAKOTA 

811 

788 

844 

843 

N.  MARIANAS 

282 

275 

295 

294 

OHIO 

4,325 

4,207 

4.513 

4,509 

OKLAHOMA 

1,803 

1,757 

1,883 

1,881 

OREGON 

1,587 

1,552 

1.656 

1,654 

PENNSLYVANIA 

4.682 

4,557 

4.866 

4,882 

PUERTO  RICO 

1.241 

1,208 

1.300 

1,298 

RHODE  ISLAND 

564 

549 

589 

589 

SEC.  OF  INTERIOR 

564 

549 

589 

589 

SOUTH  CAROUNA 

1.582 

1.539 

1.650 

1.648 

SOLTTH  DAKOTA 

747 

784 

839 

838 

TENNESSEE 

2,178 

2,120 

2.275 

2,273 

TEXAS 

7.665 

7,371 

7.900 

7,892 

UTAH 

862 

838 

899 

898 

VERMONT 

564 

549 

589 

589 

VIRGIN  ISLANDS 

282 

275 

295 

294 

VIRGINIA 

2.487 

2,422 

2.600 

2.597 

WASHINGTON 

Z152 

2,083 

2.230 

2,228 

WEST  VIRGINIA 

625 

804 

862 

861 

WISCONSIN 

2.359 

2,297 

2.462 

2,460 

WYOMING 

564 

549 

589 

589 

UNDISTRIBU 1  bO:  ADMIN.  COSTS 

5.153 

5.153 

5.153 

5,268 

TOTAL 

$118,000 

$115,000 

$123,000 

$123,000 
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SECTION  408  ALCOHOL  INCENTIVE  GRANTS 

FY  1995 
FY  1993   FY  1994   Request 

(Dollars  in  Thousands) 
Alcohol  Safety  Incentive  Grants; 

Obligation  Limitation  $11,000   $10,500     $-0- 

Proaraun  Objective 

The  goal  of  the  Section  408  grant  program  is  to  contribute  to  the 
reduction  of  alcohol -related  crashes,  injuries  and  deaths  by 
assisting  and  encouraging  States  to  adopt  DWI  prevention 
countermeasures  of  proven  effectiveness,  that  are  specified  in 
Section  408  legislation. 

Prooreun  Description 

To  c[ualify  for  a  basic  Section  408  grant,  a  State  must  have  in 
place  all  of  the  following  laws  and  programs  related  to  drunk 
driving:   1)  A  pron^Jt  driver's  license  suspension  or  revocation; 
2)  A  law  requiring  meuadatory  sentencing  of  not  less  than  48  hours 
in  jail  or  10  days  of  community  service  for  any  person  convicted 
more  than  once  of  driving  while  intoxicated;  3)  A  .10  BAC  per   se 
law;  euad  4)  Increased  efforts  in  police  enforcement  of  alcohol - 
related  traffic  laws  and  increased  public  information  concerning 
enforcement . 

Upon  qualifying  for  a  basic  grant,  a  State  is  eligible  for  a 
supplemental  grants  by  inplementing  a  number  of  additional 
countermeasures,  including  prevention  and  education  programs 
involving  youth  and  parents,  limitations  on  plea  bargaining,  pre- 
or  post -sentence  screening  of  convicted  drunk  drivers  by  courts, 
and  victim  assistance  progreuns. 

States  that  continue  to  show  improvement  in  their  alcohol  programs 
are  eligible  to  receive  Section  408  basic  eind  supplemental  grants 
for  a  mciximum  of  five  years  each,  subject  to  fxinding  availaibility. 

FY  1994  Program 

One  new  State,  Nebraska,  received  a  grant  during  FY  1993.   Thus,  by 
the  end  of  FY  1993,  a  total  of  30  States  will  have  qualified  for 
Section  408  greuats.   Of  those  States,  19  con?)leted  their  fifth  year 
of  funding  by  the  end  of  FY  1993.   The  budget  for  FY  1994  will 
allow  subsequent  year  grants  for  the  remaining  States  currently 
eligible  for  funding.   No  new  States  are  expected  to  qualify  for 
the  Section  408  program.  Four  States  are  expected  to  complete 
their  fifth  amd  final  year  of  Section  408  eligibility  in  FY  1994. 
FY  1994  greuit  funds  will  support  enhanced  State  programs  and 
projects  to  reduce  drinking  and  driving.  To  maintain  Section  408 
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eligibility  each  year,  States  have  to  strengthen  their  drunk 
driving  programs,  adding  new  laws  or  progreuns  and  in^roving 
existing  programs. 

The  following  table  provides  the  actual  Section  408  incentive 
grants  for  FY  1993  and  estimates  for  FY  1994. 

FY  1995  Request 

Funds  are  not  requested  for  FY  1995.   Section  410  was  passed  by 
Congress  in  FY  1992  for  the  purpose  of  picking  up  where  the  ten 
year  old  Section  408  program  left  off  --  providing  new  incentives, 
new  funding,  emd  new  eligibility  for  States'  impaired  driving 
programs.   By  the  beginning  of  FY  1995,  a  successful  transition  to 
Section  410  will  be  complete.   Of  the  States  which  are  currently 
qualified  for  Section  408,  only  six  States  are  expected  to  have 
remaining  eligibility  at  the  start  of  FY  1995.   Of  these  six,  three 
are  already  receiving  Section  410  alcohol  incentive  grant  funding 
(Hawaii,  Nebraska,  Wisconsin)  and  at  least  one  is  expected  to 
qualify  in  FY  1994  (Missouri) . 
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STATUS  OF  SEC.  408  OBLIGATIONS 

Expected 

State  FY  1993  FY  1994 

AleJsaina 

Arizona  $280,565 

California  4,295,808  $4,490,817 

Colorado  724,148  724,148 

Connecticut  461,939 

Hawaii  262,000 

Idaho  375,437  375,437 

Illinois  929,649 

Kansas  820,862  328,345 

Missouri  1,198,603  1,198,603 

Nebraska  558,310  1,116,620 

Oklahoma  858,018 

Oregon  332,029 

West  Virginia  174,543  436,358 

Wisconsin  452.028  1,130, Q69 

TOTAL  11,000,000  10,524,336 
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SECTION  410  ALCOHOL  INCENTIVE  GRANTS 

FY  1995 
FY  1993   FY  1994    Request 

(Dollars  in  Thousands) 

Section  410  Alcohol -Impaired 

Driving  Countermeasures  Grants; 

Grants                          $22,883*   $24,500    $24,500 
Technical  T^sistance  150*  SM   Sflfi 

Obligation  Level/Limitation         23,033*   25,000    25,000 


*  Obligations  funded  from  carryover  of  "old  410"  appropriations 
and  carryover  of  "new  410"  Federal -Aid  Highways  account  in  FHWA, 

Progrcim  Objective 

The  Section  410  program  was  authorized  by  Congress  to  stimulate 
further  innovation  and  more  effective  State  and  local  programs  to 
prevent  iitpaired  driving.   At  the  end  of  FY  1994,  the  Section  408 
program  will  be  completed  and  Section  410  will  be  the  key 
incentive  program  to  institute  activities  needed  to  combat  the 
nation's  serious  problem  with  drunk/drugged  drivers. 

The  Section  410  program  has  provided  incentives  to  States  to 
implement  innovative  strategies  to  reduce  drunk  and  drugged 
driving.   Increases  in  the  number  of  States  passing 
Administrative  License  Revocation  Laws,  .08  BAG  laws,  and  .02  BAG 
laws  can  be  attributed  in  large  measure  to  a  desire  to  qualify 
for  these  incentive  funds. 

Program  Description 

To  receive  grants  under  the  Section  410  Program,  States  must 
satisfy  certain  basic  criteria,  including  pronpt  license 
suspension,  legal  blood-alcohol  content  levels,  sobriety 
checkpoints,  self-sustaining  community  alcohol  programs, 
mandatory  sentencing,  and  control  of  access  to  alcohol  by  youth. 
Supplemental  gremt  funding  is  available  to  States  that  meet 
additional  criteria,  including  .02  BAC  laws  for  drivers  under 
age  21,  open  container  laws,  strict  drugged  driving  prevention 
programs,  and  mandatoiry  BAC  testing  programs.   Section  410  grants 
funds  may  only  be  used  to  support  programs  to  reduce  impaired 
driving . 

Following  enactment  of  Section  410  in  1988,  New  Mexico  qualified 
emd  received  funds  in  FY  1991,  and  Indieuaa  qualified  in  early 
FY  1992.  As  part  of  the  agency's  reauthorization  enacted  in 
December  1991,  Congress  signif iceuitly  amended  the  Section  410 
program  to  expand  the  eligibility  criteria  aind  increase  the 
funding  authorizations.   Further  amendments  were  made  in  the  DOT 
FY  1993  impropriations  Bill,  passed  in  October  1992,  which 
altered  gremt  eligibility  requirements  amd  fxinding  procedures. 

FY  1994  Program 

A  total  of  19  States  qualified  under  the  revised  regulations  of 
the  Section  410  program  in  FY  1992  (including  New  Mexico  emd 
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Indiana  which  qualified  under  "old  410"  criteria) .  An  additional 
five  States  qualified  during  FY  1993. 

The  full  authorization  level  of  $25  million  was  enacted  for 
FY  1994,  largely  due  to  the  high  level  of  State  interest  in  this 
program  and  State  success  in  meeting  the  new  program  requirements 
of  the  amended  Section  410  program.   Many  States  are  actively 
pursuing  new  or  iinproved  laws  to  reduce  drinking  and  driving, 
such  as  administrative  license  revocation  and  .08  BAG  laws.   In 
FY  1994,  the  agency  is  expecting  an  increase  in  the  number  of 
eligible  Section  410  states.   As  many  as  30  States  may  be 
qualified  by  the  end  of  FY  1994. 

Congress  amended  the  Section  410  award  procedures  through 
provisions  in  the  DOT  Appropriations  Act  for  1993.   Beginning  in 
FY  1993,  a  qualifying  State  is  eligible  for  a  basic  grant  equal 
to  30  percent  of  its  FY  1992  apportionment  under  Section  402  and 
a  supplemental  grant  equal  to  5  percent  of  its  FY  1992  Section 
402  apportionment  for  each  supplemental  grant  criterion  which  it 
meets.   This  change  in  funding  formula  increases  the  incentive 
grant  amounts  available  to  every  State.   For  example,  Ohio,  which 
received  $595,161  for  a  basic  grant  and  $45,782  for  one 
supplemental  grant  in  FY  1992,  would  be  eligible  for  $1,582,973 
for  a  basic  grant  and  $263,829  for  one  supplemental  grant  in 
FY  1993  and  later  years. 

Attached  is  a  table  showing  actual  funding  for  Section  410  in 
FY  1993  and  estimates  of  Section  410  funding  for  FY  1994  and 
FY  1995.  Available  funding  will  be  insufficient  to  give  every 
State  its  maximum  allowable  grant.   Based  on  the  obligation  limit 
we  had  for  FY  1993,  we  were  able  to  fund  the  States  at  almost  80 
percent  (contingency  column)  of  their  formula  calculation.   At 
the  $25  million  level  requested  for  FY  1994,  we  anticipate  that 
the  29-30  States  expected  to  (jualify  will  receive  approximately 
68  percent  of  their  eligible  grant  cunoiint.  At  the  end  of  each 
year,  we  will  proportionately  redistribute  any  remaining  balance. 

FY  1995  Request 

Consistent  with  the  Secretary's  goal  to  reduce  alcohol -involved 
crashes  and  desire  to  increase  the  safety  of  U.S.  transportation 
systems,  NHTSA  is  recjuesting  the  full  authorized  eunount  of  $25 
million  for  the  Section  410  Alcohol- In^jaired  Driving 
Countermeasures  Grants.   As  indicated  in  the  table,  the  agency 
estimates  that  approximately  30-34  States  would  qualify  for 
Section  410  grants  and  that  States  would  receive  approximately  62 
percent  of  their  maximum  eligible  grant  amovint.   For  States 
receiving  a  second  or  siibsequent  year  grsuat,  this  may  be  a 
reduction  of  approximately  6  percent  from  FY  1994,  because  we  are 
euaticipating  that  3-4  new  States  -/ill  qualify  in  FY  1995. 
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states  will  use  their  FY  1995  Section  410  grant  fxinds  to  support 
a  wide  rauage  of  smti- drunk  and  drugged  driving  countermeasures 
emd  programs.   Significeuat  progreun  activities  include: 

o    Sobriety  checkpoint  and/or  safety  checkpoint  programs; 
o    Alcohol  a%fareness  programs  that  target  persons  under 

age  21; 
o    Drug  recognition  training  programs  for  law  enforcement 

officers; 
o    Acquiring  videotape  equipment  for  police  vehicles  cuid 

training  officers  in  its  use;  and 
o    Assessment  and  screening  progreuns  for  drunk  driving 

offenders. 
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SECTION  153  SAFETY  BELT  AND  MOTORCYCLE  HELMET 
INCENTIVE  GRANT  PROGRAM 

FT  1993    FY  1994 


FY  1995 
Request 


(Dollars  in  Thouscmds) 


Belt/Heliti«»t-  Incentive 
Grant  Program; 

Obligation  Limitation 

Program  Objective 


$12,000   $12,000 


$-0- 


The  objective  of  the  Section  153  Incentive  Grant  progreun  is  to 
promote  State  passage  of  motorcycle  helmet  and   safety  belt  use 
laws,  euad  State  compliamce  with  the  high  levels  of  usage  meuadated 
by  statute.  Achieving  higher  safety  belt  use  rates  over  the 
coming  years  is  among  the  Secretary's  safety  goals  for  the 
nation.   Increasing  safety  belt  use  amd  motorcycle  helmet  use  are 
two  of  the  most  effective  behavior  chemges  the  motoring  public 
cam  adopt  for  reducing  the  incidence  of  death  and  serious  injury 
from  highway  crashes,  plus  their  rapidly  escalating  costs  to 
society  euid  to  government  provided  services. 

The  incentive  gramt  prograun  estaUalished  in  Section  153  of  the 
Intermodal  Surface  Transportation  Efficiency  Act  (ISTEA)  of  1991 
incorporates  the  concept  of  re%rarding  State  action  for  enacting 
amd  enforcing  improved  traffic  safety  laws.   The  attention  given 
to  rewarding  these  State  efforts,  amd  the  additional  funding 
support  amd  program  inducements  provided  by  the  grant  prograun, 
will  have  a  significamt,  positive  effect  on  highway  safety. 

Program  Description 

Section  153  grants  are  made  available  to  eligible  States  for  the 
purpose  of  supporting  adoption  amd  implementation  of  traffic 
safety  prograuns  for  the  following  purposes:  (1)  education  of  the 
public  aUsout  motorcycle  amd  passenger  safety,  including 
motorcycle  helmet,  safety  belt  amd  child  restraint  use; 
(2)  training  law  enforcement  officers  in  the  enforcement  of  laws 
requiring  motorcycle  helmet  amd  safety  belt  use;  (3)  conducting 
activities  to  enforce  those  laws;  and  (4)  monitoring  rates  of 
public  con?)liance  with  those  laws.   The  gramt-assisted  activities 
are  intended  to  supplement  amd  support  ongoing  State  programs, 
including  Section  402  gramt  activities  and  objectives. 

States  can  receive  Section  153  incentive  grants  for  a  maximum  of 
three  years.  First-year  gramts  are  authorized  for  States  with 
laws  which  require  motorcycle  helmet  use  by  all  operators  amd 
passengers  amd  safety  belt  use  by  front  seat  occupants  of 
passenger  vehicles. 
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Second-year  grant  eligibility  requires  that  States  achieve  75 
percent  compliance  with  the  motorcycle  helmet  use  law  and  50 
percent  compliance  with  the  belt  use  law  in  the  previous  fiscal 
year.   Third-year  grant  eligibility  requires  that  States  achieve 
85  percent  conpliance  with  the  motorcycle  helmet  use  law  and  70 
percent  compliance  with  the  belt  use  law  in  the  previous  fiscal 
year.   Total  Federal  payment  of  Section  153  grants  over  the  three 
years  may  not  exceed  90  percent  of  each  eligible  State's 
respective  Section  402  grant  in  FY  1990. 

The  tramsfer  provision  contained  in  Section  153  provides  that  if 
a  State  fails  to  put  into  effect  motorcycle  helmet  and  safety 
belt  use  laws  before  October  1,  1993,  that  State  is  subject  to 
having  the  Secretary  transfer  obligation  authority  from  certain 
Federal -aid  highway  programs  to  its  apportionment  under  the 
Section  402  safety  program.   The  transfer  will  take  place  in  the 
fiscal  year  succeeding  the  yeat  in  which  the  state  is  in  non- 
con5>liance. 

FY  1994  Program 

In  FY  1993,  19  States,  D.C.  and  Puerto  Rico  qualified  for  Section 
153  incentive  grants:   seventeen  second-year  grantees  and  four 
first-year  grantees.   During  FY  1994,  it  is  anticipated  that  at 
least  16  States  will  qualify  and  receive  Section  153  funds. 
Approximately,  thirteen  previously  eligible  States  are  expected 
to  meet  the  coiqjliance  criteria  -  -  two  for  second  year  grants  and 
eleven  for  third  year  grants.   Several  States  which  received 
first  year  grants  in  FY  1993  are  ineligible  for  second  year 
grants  in  FY  1994  because  their  laws  were  not  in  effect  for  the 
entire  preceding  fiscal  year.   To  qualify  for  the  third  year  of 
grant  funds,  States  must  be  aible  to  achieve  a  70  percent  safety 
belt  use  rate.   Reaching  this  high  use  rate  --  even  given  a 
statistical  margin  of  error  --is  proving  more  difficult  for 
States  than  was  estimated  earlier. 

Approximately  three  first -year  States  are  expected  to  be  eligible 
for  first  year  gremts  because  of  current  legislative  trends.  The 
Section  153  transfer  provision,  requiring  the  transfer  of  certain 
highway  funds  to  the  Section  402  program  in  1995  in  States 
without  both  belt  and  helmet  use  laws,  is  resulting  in  passage  of 
fewer  State  laws  than  originally  emticipated. 

By  law,  States  may  receive  up  to  90  percent  of  their  FY  1990 
Section  402  apportionment  over  the  three  years  of  the  Section  153 
incentive  program.   Based  on  availed^le  funding,  21  percent  was 
awarded  to  grantees  in  FY  1992,  euid  24%  in  FY  1993. 

The  FY  1994  level  of  $12  million  will  reward  States  which  passed 
new  laws  and/or  increased  their  efforts  and  pushed  toward  higher 
use  rates.   The  funds  will  be  directed  at  new  or  continuing 
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progrcuns  to  support  safety  belt  and  motorcycle  helmet  usage. 
These  activities  will  also  help  support  State  efforts  to  meet  the 
Secretary's  cuinounced  goal  of  75  percent  safety  belt  use  by  1997. 

FY  1995  Request 

The  agency  is  not  requesting  Section  153  incentive  grant  fixnds 
for  FY  1995.   The  three-year  incentive  grant  portion  of  the 
Section  153  program  authorized  in  ISTEA  will  be  completed  at  the 
end  of  FY  1994.   The  Section  153  transfer  program  will  be  in  full 
operation  in  FY  1995.   The  first  actual  transfer  of  funds  from 
certain  highway  programs  to  Section  402  (IJi  percent  for  the  28 
States  not  in  cort^liance  at  the  beginning  of  FY  1994)  will  take 
place  at  the  beginning  of  FY  1995.   States  which  do  not  have 
safety  belt  and  motorcycle  helmet  use  laws  in  effect  by  the  start 
of  FY  1995  will  be  identified  for  a  three  percent  transfer 
starting  in  FY  1996.   With  the  "stick"  portion  of  the  Section  153 
program  underway  to  encourage  passage  of  safety  belt  and 
motorcycle  helmet  use  laws,  there  is  no  sound  rationale  for 
continuing  the  "carrot"  portion. 
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NATIONAL  DRIVER  REGISTER 


FY  1993 


FY  1994 
Request 


FY  1995 
Request 


(Dollars  in  Thousands) 


National  Driver  Register; 

Salaries  and  Expenses 

Contracts 
Obligation  Limitation 


$890* 
2.760 


$3,650 


$890* 
2.610 


$3,500 


$890* 
2.510 


$3,400** 


*  Amount  transferred  to  Operations  and  Research  account. 
**  Assximes  reauthorization  under  the  Highway  Trust  Fund. 

Program  Objective 

The  National  Driver  Register's  objective  is  to  improve  traffic 
safety  by  assisting  state  motor  vehicle  administrators  in 
communicating  with  other  states  to  identify  problem  drivers. 
This  helps  prevent  problem  drivers  from  obtaining  multiple 
licenses  and  improves  the  quality  of  state  driver  record  systems. 

Program  Description 

The  National  Driver  Register  (NDR)  is  a  central  repository  of 
information  on  individuals  whose  licenses  to  operate  a  motor 
vehicle  have  been  revoked,  suspended,  canceled,  or  denied.   The 
NDR  also  contains  information  on  persons  who  have  been  convicted 
of  serious  traffic- related  violations  such  as  driving  while 
inpaired  by  alcohol  or  other  drugs.   State  driver  licensing 
officials  query  the  NDR  when  individuals  apply  for  a  license,  for 
the  purpose  of  determining  whether  driving  privileges  have  been 
withdrawn  by  other  states.   Given  that  the  NDR  is  a  nationwide 
resource  point  for  driver  records  from  all  states,  a  state  driver 
licensing  official  need  only  submit  a  single  inquiry  to  obtain 
this  information.   The  information  obtained  from  the  NDR  assists 
state  driver  licensing  officials  in  determining  whether  or  not  to 
issue  licenses,  eind  at  the  same  time  it  in^jroves  the  state's 
overall  driver  record  system. 

The  NDR  is  converting  to  a  Problem  Driver  Pointer  System  (PDPS) 
for  the  purpose  of  in^roving  the  timeliness  and  accuracy  of  NDR 
information.   The  PDPS  provides  electronic  communication 
capeibility  so  that  state  motor  vehicle  agencies  may  receive 
instantaneous  responses  to  their  inquiries.   Additionally,  under 
PDPS  the  NDR  file  contains  only  identification  data  on  problem 
drivers,  leaving  the  substantive  data  on  the  driver's  license 
withdrawal  or  conviction  in  the  states'  files.   Consequently, 
when  a  search  of  the  NDR  file  identifies  a  driver  in  the  file, 
the  PDPS  "points"  electronically  to  the  state  that  holds  the 
driver's  s\jbstantive  data  euad  causes  the  data  to  be  transferred 
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electronically  from  the  state  holding  the  driver's  records  to  the 
state  making  the  inquiry.   By  receiving  the  information  directly 
from  the  state  holding  the  driver's  records,  the  inquiring  state 
is  assured  of  receiving  the  latest  information  available  on  the 
problem  driver. 

FY  1994  Prooraim 

Funds  for  FY  1994  will  be  used  to  continue  the  regular  operations 
of  the  NDR  while  continuing  the  POPS  implementation  begun  in 
FY  1993.   Regular  operations  consist  of  computer  processing  of 
states'  driver  licensing  inquiries  and  updates,  plus  related 
technical  and  administrative  support,  such  as  programming 
assistance  and  staff  support.   Regular  operations  also  involve 
processing  inquiries  from  federal  agencies  that  employ 
individuals  to  operate  motor  vehicles  as  well  as  certify 
individuals  to  operate  other  transportation  conveyances  ($1,320 
thousand) . 

POPS  implementation  activity  in  FY  1994  will  continue  to  provide 
technical  and  training  assistance  to  states  during  their 
transition  to  the  POPS.   A  Help  Desk,  staffed  with  knowledgeable 
system  professionals,  will  provide  scheduled  on-site  assistance 
as  well  as  problem- solving  and  advice  by  telephone.   NHTSA  will 
continue  to  make  system  changes  at  the  NDR  central  site  to 
accommodate  the  new  PDPS  system  ($1,290  thousand). 

FY  1995  Request 

The  funds  being  requested  will  be  used  to  continue  regular  daily 
operation  of  the  NDR  and  to  conplete  the  PDPS  implementation. 
During  FY  1995,  PDPS  implementation  will  be  in  its  final  stages, 
ajid  the  primary  activity  will  be  assisting  the  few  remaining 
states  in  con^leting  the  conversion  process,  conducting 
structured  system  testing,  and  certifying  states  as  meeting  the 
PDPS  participation  requirements.   The  goal  for  completion  of  PDPS 
implementation  is  April  30,  1995  ($2,010  thousand). 

In  cooperation  with  FHWA  and  AAMVA  (American  Association  of  Motor 
Vehicle  Administrators) ,  NHTSA  will  begin  a  cooperative  review  of 
all  state  licensing  information  systems,  including  the  NDR, 
FHWA's  Commercial  Drivers  License  Information  System  (CDLIS) ,  and 
AAMVA' s  Driver  License  Reciprocity  (DLR)  system.   The  review  will 
determine  how  these  systems  can  best  incorporate  developing 
information  technology  and  cam  best  work  together  to  provide 
seamless  service  to  Federal,  state,  and  private  sector  users 
($500  thousand) . 

Accomplishments 

o    Fifty  states  have  estciblished  electronic  access  to  the  NDR 
file,  which  is  a  major  step  towards  PDPS  conversion  for 
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states  that  issue  licenses  over  the  counter  {as  opposed  to 
those  states  that  require  a  waiting  period) . 

Approximately  35  states  are  scheduled  to  join  the  PDPS  by 
the  end  of  FY  1994. 

During  FY  1993  the  NDR  processed  over  28  million  file  checks 
for  all  users,  and  this  produced  over  1.2  million  probcdDle 
identifications.   Over  475,000  file  checks  were  processed 
for  Federal  agencies  that  access  the  NDR  for  problem  driver 
information. 


HTS6-23 


603 


STATUS  OF  SECTION  209  HIGHWAY  SAFETY  EDUCATION  AND  INFORMATION 

FY  1993  FY  1994       FY  1995 

Appropriation   Appropriation   Reqfuest 

(Dollars  in  Thousands) 
Obligation  Limitation 
(cumulative)  $4,750  $4,750       $4,750 

This  education  and   information  program  was  authorized  under 
Section  209  of  the  Surface  Trcuisportation  Assistemce  Act  of  1978. 
The  Act  directed  the  Secretary  of  Transportation  to  carry  out  six 
pilot  projects  designed,  through  the  use  of  television  and  radio, 
to  develop  and  evaluate  techniques,  methods  and  practices  to 
achieve  maximum  measureible  effectiveness  in  reducing  traffic 
accidents,  injuries  cmd  deaths.   Funding  of  $6  million  was 
authorized  to  carry  out  a  nationwide  progreun  to  demonstrate  the 
results  of  the  pilot  projects.   All  funds  are  contract  authority. 

Obligations  for  the  pilot  phase  of  the  program  were  limited 
initially  to  $5  million  under  the  1984  DOT  Appropriations  Act. 
The  appropriated  level  was  reduced  to  $4.75  million  pursuant  to 
rescission  provisions  in  the  Deficit  Reduction  Act  of  1985. 

Section  209  funds  were  allocated  for  the  award  of  the  following 
contracts: 

Drunk  Driving  Project  $1,043 

High%iray  Safety  Mass  Media  Youth  Project       1,044 

Safety  Belt/Child  Safety  Seat  Use  947 

Demonstration  Project 

Public  Education  and  Information  929 

Demonstration  Project  for  Emergency 
Medical  Services 

Public  Education  Demonstration  Project  by       787 
Law  Enforcement  

TOTAL  $4,750 

The  Budget  reflects  the  current  cumulative  obligation  limitation 
of  $4.75  million  for  FY  1982  through  FY  1995.   This  will  allow  no 
new  obligations  during  FY  1995. 
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DEPARTMENT  OF  TRANSPORTATION 
NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION 

OPERATIONS  AND  RESEARCH 

Program  and  Financing  (in  thousands  of  dollars) 

Identification  Code  FY  1993    FY  1994     FY  1995 

69-0650-0-1-401  Actual     Estimate   Estimate 

Program  by  activities: 
Direct  Program: 

00.01   Rulemaking  programs 11,060     11,314      12,257 

00.02   Enforcement  programs 16,430     18,256      17,7l8 

00.03   Highway  safety  programs..     5,142      1,271 

00.04  Research  and  analysis 40,307  48,545  38,337 

00.05  Office  of  the  Administrator  3,514  2,668  2,720 

00.06  General  administration...     8,099  7,633  6,711 

00.91  Total  direct  program 84,552  89,687  77,743 

01.01  Reimbursable  program 59,005  54,279  54,250 

10.00  Total  obligations 143,557  143,966  131,993 

21.40   Unobligated  balance, 

available  start  of  year  -16,250    -13,778 

24.40   Unobligated  balamce, 

availcQ3le  end  of  year..    13,778 

39.00   Budget  authority  (gross).   141,085    130,188     131,993 

Budget  authority: 
Current : 
40.00   Appropriation 82,080     75,909      77,743 
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DEPARTMENT  OF  TRANSPORTATION 
NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION 

OPERATIONS  AND  RESEARCH 

Program  and  Financing  (in  thousands  of  dollars) 

Identification  Code  FY  1993    FY  1994     FY  1995 

69-0650-0-1-401  Actual     Estimate   Estimate 

Permement : 
68.00   Spending  authority  from 
offsetting  collections 
(new) 59,005     54,279      54,250 

Relation  of  obligations 
to  outlays: 
71.00    Total  obligations 143,557     143,966      131,993 

72.40   Obligated  balamce,  start 

of  year 31,268      56,289       58,702 

74.40   Obligated  balance,  end 

of  year -56,289     -58,702      -53,276 

77.00   Adjustments  in  expired 

accounts -1,684 

87.00    Outlays  (gross) 116,852     141,553      137,419 


Adjustments  to  budget  authority 
cmd  outlays: 

Deductions  for  offsetting 
Collections: 
88.30    Trust  Funds -59,005     -54,279      -54,250 

89.00   Budget  authority  (net)...    82,080     75,909      77,743 

90.00    Outlays  (net) 57,847      87,274       83,169 
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DEPARTMENT  OF  TRANS PORTAI ON 
NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION 

OPERATIONS  AND  RESEARCH 

Object  Classification  (in  thousands  of  dollars) 

Idntification'code  FY  1993      FY  1994     FY  1995 

69-0650-0-1-401  Actual      Approp.    Estimate 

Direct  obligations 
Personnel  Coir^jensation: 
11.1  Full-time  permanent 20,423      21,825     22,577 

11.3  Other  than  full-time 

permanent 1,527       1,173      1,180 

11.5  Other  personnel  con?) 454     4£2.     ifiS. 

Total  personnel 
compensation 22,404      23,467     24,242 

12.1  Civilian  personnel  benefits   4,236       4,141      4,168 

21.0  Travel  and  transportation 

of  persons 261         309        352 

22.0  Transportation  of  things...     Ill  83         95 

23.3  Communications,  utilities, 

and  miscellaneous  charges   1,424       1,328      1,480 

24.0  Printing  and  reproduction..  2,306  771  856 

25.2  Other  services 42,837  45,589  46,325 

26.0  Supplies  and   materials 6,031  89  93 

31 . 0  Equipment 4.942      112     132 

99.0  Subtotal,  direct 

obligations 84,552       75,909      77,743 

99.0  Reimbursable  obligations...   59.005*     54,27?*    54,2$C)* 

99.9  Total  obligations 143,557     130,188    131,993 

*ReimburseJ3les  are  displayed  on  separate  pages  in  more  detail. 
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DEPARTMENT  OF  TRANSPORTATION 
NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION 

OPERATIONS  AND  RESEARCH 
(HIGHWAY  TRUST  FUND) 

Program  and  Financing  (in  thousands  of  dollars) 

Identification  Code  FY  1993     FY  1994      FY  1995 

69-0650-0-1-401  Actual     Estimate    Estimate 

Program  by  activities: 
Direct  Progreun: 

00.01  Highway  safety  programs..    35,043  34,431  34,381 

00.02  Research  and  analysis ... .     8,322  10,878  10,587 

00.03  Office  of  the  Administrator    939  936  997 

00.04  General  administration...    1,886  1,991  2,127 

10.00  Total  Obligations 46,170  48,236  48,092 


Budget  authority: 
Current : 

40.00   Appropriation 46,170     48,236      48,092 

Relation  cafe  obligations  to  outlays: 

71.00    Total  obligations... 46,170     48,236      48,092 

72.40   obligated  balance,  start 

of  year 56,344     60,867      53,942 

74.40   Obligated  balance,  end 

of  year -60,867    -53,942     -46,109 

90.00    Outlays  (net) 41,647     55,161      55,925 
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DEPARIMENT  OF  TRANSPORTAION 
NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION 

OPERATIONS  AND  RESEARCH 

(TRUST  FUND  REIMBURSABLE) 

Object  Classification  (in  thousands  of  dollars) 

Idntification  Code               FY  1993  FY  1994     FY  1995 

69-0650-0-1-401                Actual  Approp.    Estimate 

Direct  obligations 
Personnel  Compensation: 

11.1  Full-time  permanent 10,464  10,284     10,785 

11.3  Other  them  full-time 

permanent 563  553        580 

11.5  Other  personnel  casap 225  221        232 

Total  personnel 

condensation 11,252  11,058     11,598 

12.1  Civilian  personnel  benefits   1,575  1,951      2,047 

21.0  Travel  and  tremsportation 

of  persons 432  416        425 

22.0  Tramsportation  of  things...      47  47         39 

23.3  Communications,  utilities, 

cuid  miscellemeous  charges     750  747        612 

24.0  Printing  smd  reproduction..     380  181        354 

25.1  Consulting  services 0  0         0 

25.2  Other  services 31,617  33,732     32,507 

26.0  Supplies  and  materials 50  50         38 

31 . 0  Equipment 67  54         54 

99.0  Total  obligations 46,170  48,236     48,092 
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DEPARTMENT  OF  TRANSPORTATION 
NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION 

MISCELLANEOUS  SAFETY  PROGRAMS 

Program  emd  Financing  (in  thousands  of  dollars) 

Identification  Code  FY  1993   FY  1994   FY  1995 

69-0650-0-1-401  Actual    Estimate  Estimate 

Program  by  activities: 
10.00   Total  obligations 

(object  class  41.0)....    10         6 

Financing: 
21.40   Unobligated  balance 

available,  start  of  year   -16        -6 

24.40   Unobligated  balance 

available,  end  of  year..     6 

Relation  of  obligations  to  outlays: 

71.00   Total  obligations 10         6 

72.40   Obligated  balance, 

start  of  year 5,434       189 

74.40   Obligated  balance, 

end  of  year -189 

90 .  00    Outlays 5 ,  256       195 

This  schedule  displays  the  following  programs  funded  by  State  and 
community  highway  safety:   Territorial  Grant  and  Trauisportation 
Systems  Management .   These  prograuns  no  longer  require 
appropriations.   Obligation  euad  outlay  amounts  shown  reflect 
spend-out  of  prior  year  appropriations. 
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DEPARTMENT  OF  TRANSPORTATION 

NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION 

HIGHWAY  TRAFFIC  SAFETY  GRANTS 

(LIQUIDATION  OF  CONTRACT  AUTHORITY) 

(HIGHWAY  TRUST  FUND) 

Identification  Code  FY  1993   FY  1994   FY  1995 

69-8020-0-7-401  Actual    Estimate  Estimate 

Program  by  activities: 

00.01   Section  402  formula 

grants 115,000    123,000     123,000 

00.02   Section  408  incentive 

grants 11,000     10,500 

00.03   Section  410  incentive 

grants --     25,000      25,000 

00.04   Section  153  incentive 

grants 12,000     12,000 

00.05   National  Driver  Register.     3.650      3.500       3.400 

10.00   Total  obligations 141,650    174,000  '   151,400 

Financing: 

17.00   Recovery  of  prior  year 

obligations -891 

21.49   Unobligated  balance 

available,  start  of 
year:  contract  authority  -168,434    -198,675    -220,675 

24.49  Unobligated  balsmce 
available,  end  of 
year:  contract  authority  198. 675     220. 675      265.275 

39.00   Budget  authority 171,000    196,000     196,000 

Budget  authority: 
Current : 

40.00   impropriation 150,000    138,550     151,000 

40.49   Portion  applied  to  liquidate 

contract  authority -15Q. QQQ       -138.550    -iSl.OOO 
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DEPARTMENT  OF  TRANSPORTATION 

NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION 

HIGHWAY  TRAFFIC  SAFETY  GRANTS 

(LIQUIDATION  OF  CONTRACT  AUTHORITY) 

(HIGHWAY  TRUST  FUND) 

Identification  Code  FY  1993    FY  1994     FY  1995 

69-8020-0-7-401  Actual     Estimate    Estimate 

43.00   Appropriation  (total) 

Permanent : 

69.10   Contract  authority  (P.L. 

102-240,  P.L.  102-388).   171,000     196,000      196,000 

Relation  of  obligations  to  outlays: 

71.00   Total  obligations 141,650    174,000     151,400 

Obligated  balance: 
Start  of  year: 

772.40   Appropriation 16,979     29,952      28,086 

72.49   Contract  authority 99,596     90,355     125,805 

Obligated  balance: 
End  of  year: 

74.40   Appropriation -29,952     -28,086     -29,854 

74.49   Contract  authority -90,355    -125,805    -125,805 

78.00   Adjustments  in  unexpired 

accounts -891        --         -- 

90.00    Outlays 137,027     140,416      149,632 

Distribution  of  budget  authority: 

Section  402  formula  grants . .  143,000    143,000     167,600 

Section  410  incentive  grants       --     25,000      25,000 

Section  153  incentive  grsmts   24,000     24,000 

National  Driver  Register 4,000      4,000       3,400 

Distribution  of  outlays: 

Section  402  formula  gremts.   120,586    115,691     117,719 
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DEPAR1T4ENT  OF  TRANSPORTATION 

NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION 

HIGHWAY  TRAFFIC  SAFETY  GRANTS 

(LIQUIDATION  OF  CONTRACT  AUTHORITY) 

(HIGHWAY  TRUST  FUND) 


Identification  Code  FY  1993    FY  1994     FY  1995 

69-8020-0-7-401  Actual     Estimate    Estimate 

Section  408  incentive  grants 

Section  410  incentive  grants 

Section  153  incentive  grants 

National  Driver  Register.... 

Safety  Education  and 

Information 


820 

12,346 

7,295 

-- 

3,750 

12,250 

131 

5,880 

8,400 

490 

2,749 

3,968 

Status  of  Contract  Authority  (in  thousemds  of  dollars) 

Unfunded  balemce,  start  of  year..  264,023  285,023  342,473 

Contract  authority 

(P. L. 102-240;  P.L.  102-388)...  171,000  196,000  196,000 

Appropriation  to  liquidate 

contract  authority 150.000  138.550  151.000 

Unfunded  balemce,  end  of  year....  285,023  342,473  387,473 
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DEPARTMENT  OF  TRANS PORTAION 
NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION 

OPERATIONS  AND  RESEARCH 

(TRUST  FUND  REIMBURSABLE) 

Object  Classification  (in  thousands  of  dollars) 

Idntification  Code  FY  1993     FY  1994    FY  1995 

69-0650-0-1-401  Actual      Approp.    Estimate 

Direct  obligations 
Personnel  Coi!^>ensatiQn: 
11.1  Full-time  permanent.* 4,827       4,605      4,703 

12.1  Civilian  personnel  benefits     676         813        830 

21.0  Travel  and  transportation 

of  persons 210         250        250 

25 . 2  Other  services 330         375        375 

99.9  Total  obligations 6,043       6,043      6,158 
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Tuesday,  April  12,  1994. 
RESEARCH  AND  SPECIAL  PROGRAMS  ADMINISTRATION 

WITNESSES 

ANA  SOL  GUTIERREZ,  ACTING  ADMINISTRATOR 

LOUISE  FRANKEL  STOLL,  ASSISTANT  SECRETARY  FOR  BUDGET  AND 
PROGRAMS 

ROSE  A.  McMURRAY,  CHIEF  OF  STAFF 

C.S.    (ROCKY)    SHIH,    ASSOCIATE    ADMINISTRATOR    FOR    RESEARCH 
TECHNOLOGY  AND  ANALYSIS 

ALAN  ROBERTS,  ASSOCIATE  ADMINISTRATOR  FOR  HAZARDOUS  MATE- 
RIALS SAFETY 

GEORGE  TENLEY,  ASSOCIATE  ADMINISTRATOR  FOR  PIPELINE  SAFE- 
TY 

RICHARD  JOHN,  DIRECTOR,  VOLPE  CENTER 

Mr.  Coleman  [presiding].  The  Subcommittee  will  come  to  order. 

Today  we  will  hear  testimony  on  the  fiscal  year  1995  budget  re- 
quest of  the  Research  and  Special  Programs  Administration. 

The  Research  and  Special  Programs  Administration  is  a  multi- 
modal operating  administration  with  diverse  duties  and  respon- 
sibilities. Its  jurisdiction  includes  the  regulation  of  hazardous  ma- 
terials across  all  transportation  modes,  pipeline  safety,  research 
and  technology  coordination,  aviation  statistics  and  tariff  manage- 
ment and  emergency  preparedness  for  the  Department.  RSPA's  fis- 
cal year  1995  budget  estimate  is  $59,956  million,  which  is  an  in- 
crease of  $5.2  million  above  the  fiscal  year  1994  level. 

Opening  Remarks 

Mr.  Coleman.  We  are  pleased  to  welcome  the  Acting  Adminis- 
trator and  new  Deputy  Administrator  of  RSPA,  Ms.  Ana  Sol 
Gutierrez,  in  her  first  appearance  before  the  Subcommittee.  We 
will  make  your  prepared  statement  a  part  of  the  hearing  record, 
and  you  may  summarize  your  statement.  We  will  move  on  to  ques- 
tions following  your  statement. 

Ms.  Gutierrez.  Thank  you.  I  am  Ana  Sol  Gutierrez.  I  am  Acting 
Administrator  of  the  Research  and  Special  Programs  Administra- 
tion. Thank  you  for  this  opportunity  to  appear  before  you  today  on 
the  Research  and  Special  Programs  Administration's  proposed 
budget  for  1995. 

This  is  my  first  appearance  before  this  Subcommittee,  and  I  am 
pleased  to  talk  with  you  about  the  key  elements  of  our  budget  and 
the  important  activity  it  supports.  I  do  have  a  brief  statement  to 
make  before  I  proceed. 

I  would  like  to  introduce  my  colleagues  at  the  table. 

On  my  left  is  Rose  McMurray,  my  Chief  of  Staff. 
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To  her  left  is  George  Tenley,  Associate  Administrator  for  Pipeline 
Safety;  and  next  to  him  is  Alan  Roberts,  Associate  Administrator 
for  Hazardous  Materials  Safety. 

On  my  right  is  Louise  Frankel  StoU,  Assistant  Secretary  for 
Budget  and  Programs;  and  to  her  right  is  Dr.  Rocky  Shih,  Associ- 
ate Administrator  for  Research  Technology  and  Analysis;  and  to  his 
right  is  Dr.  Richard  John,  Director  of  the  Volpe  Center. 

RSPA  Overview 

Our  fiscal  year  1995  budget  is  built,  to  a  great  extent,  around  the 
primary  emphases  contained  in  Secretary  Pena's  Strategic  Plan  for 
the  Department  of  Transportation.  In  concert  with  many  of  the 
themes  in  that  strategic  plans,  our  priorities  include  an  accelerated 
focus  on  environmental  protection  and  programs  to  revitalize  the 
economy  for  defense  conversion  efforts  and  technology  enhance- 
ment. 

At  the  same  time,  RSPA  has  taken  seriously  the  President's  di- 
rection to  carefully  review  all  of  our  programs  to  ensure  that  they 
are  effective  and  necessary.  Based  upon  the  results  of  RSPA's  re- 
view, we  are  recommending  curtailment  of  one  program  and  a  sig- 
nificant downsizing  of  another. 

For  fiscal  year  1995,  RSPA  presents  a  budget  request  of  $60  mil- 
lion, an  increase  of  overall  budget  authority  of  $5.2  million  over  the 
fiscal  year  1994  enacted  level.  Still,  RSPA's  total  fiscal  year  1995 
budget  authority  request  is  less  than  two-tenths  of  1  percent  of  the 
Department's  total  budget  request  and  is  offset  55  percent  by  user 
fee  collections. 

PROGRAM  DOWNSIZING 

First,  I  would  like  to  address  our  proposal  to  downsize  two  of 
RSPA's  programs.  Two  DOD/RSPA  review  teams  which  analyzed 
the  airline  tariff  filing  program  concluded  that  the  current  oper- 
ations were  inefficient  and  a  major  downsizing  of  the  office  was 
possible  without  sacrificing  the  program's  primary  mission:  the  re- 
view and  the  approval  of  international  tariff  rates  changes.  We  pro- 
posed to  implement  program  changes  over  a  two-year  period  begin- 
ning in  fiscal  year  1995  by  using  current  technology  and  maximiz- 
ing automation  to  the  greatest  extent  possible. 

In  addition,  we  propose  no  funding  for  activities  associated  with 
the  Sanitary  Food  Transportation  Act.  The  SFTA  program  is  out- 
side our  core  mission  and  diverts  valuable  resources  from  programs 
that  are  part  of  our  mission.  Savings  from  our  proposal  include 
four  positions  in  fiscal  year  1995  and  one  position  in  fiscal  year 
1996. 

PIPELINE  SAFETY  FUNDING  REQUEST 

RSPA  is  requesting  a  $1.8  million  increase  in  the  pipeline  safety 
program,  including  grants,  for  fiscal  year  1995.  I  have  become 
acutely  aware  of  the  critical  nature  of  this  increase.  Since  I  became 
Acting  Administrator,  I  have  attempted  to  learn  the  substantive 
process  of  the  pipeline  safety  program  presently,  but  the  Edison, 
New  Jersey,  explosion  brought  it  all  into  sharp  focus.  The  issues 
and  the  resolution  are  multifaceted  and  multidimensional,  and  I 
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am  struck  by  the  enormous  challenge  facing  us  in  taking  respon- 
sibility for  improving  the  pipeline  infrastructure.  We  must  carefully 
deploy  our  resources  to  address  this  promptly. 

Our  challenge  includes  defining,  understanding  and  managing 
the  potential  risks  of  the  vast  pipeline  infrastructure  on  people  and 
the  environment,  and  we  must  accept  the  concept  of  risk  manage- 
ment as  our  approach. 

The  budget  I  present  today  is  the  first  step  in  improving  our  ca- 
pability to  define  the  problem.  Of  the  requested  1.8  million,  the 
lion's  share  goes  to  better  defining  and  prioritizing  the  pipeline 
safety  problem  so  that  our  choices  of  solutions  are  based  on  facts. 

Also,  $0.5  million  is  requested  for  safety  pipeline  safety  grants 
authorized  under  the  Naturzil  Gas  Pipeline  Safety  Act  and  the  Haz- 
ardous Liquid  Pipeline  Safety  Act.  In  exchange  for  this  incentive 
for  the  States,  RSPA  expects  States  to  improve  program  perform- 
ance through  adoption  of  Federal  regulations  and  to  take  over  safe- 
ty jurisdiction  of  all  intrastate  pipelines.  Additionally,  we  expect 
several  new  States  to  join  the  program  as  a  result  of  our  outreach 
efforts. 

Funds  are  also  requested  for  hiring  three  inspectors  as  part  of 
RSPA's  new  responsibility  to  oversee  low-stress  hazardous  liquid 
pipelines  and  for  upgrading  our  risk  management  and  remedial 
testing  program. 

RSPA  R&D  REQUEST 

In  the  area  of  R&D,  an  increase  of  $0.7  million  is  requested  to 
be  directed  to  defense  conversion,  outreach,  coordination  and  inter- 
modal  studies. 

Among  our  specific  activities  in  fiscal  year  1995  will  be:  one,  di- 
recting resources  of  defense-oriented  Federal  agencies  into  trans- 
portation projects  such  as  the  Technology  Reinvestment  Project, 
the  Advanced  Technology  Program  and  Cooperative  Research  and 
Development  Agreements;  and,  two,  analyzing  and  identifying 
promising  technologies  with  cross-modal  applications  such  as  those 
used  in  the  Intelligent  Vehicle  Highway  Systems,  Global  Position- 
ing Systems,  High-Speed  Ground  Transportation,  Partnerships  for 
a  New  Generation  of  Vehicles  and  new  shipbuilding  initiatives. 

I  wish  to  note  also  that  though  the  research  of  our  Volpe  Na- 
tional Transportation  Systems  Center  continues  to  be  in  high  de- 
mand, we  anticipate  meeting  this  demand  with  existing  resources. 

RSPA  EMERGENCY  TRANSPORTATION  PROGRAM 

As  you  know,  Mr.  Coleman,  RSPA  serves  as  the  Department's 
emergency  coordinator  for  the  Secretary.  Disasters  such  as  the  Los 
Angeles  earthquake  in  January  of  this  year — my  first  day  on  the 
job,  by  the  way — ^the  Midwest  floods  of  1993,  Hurricane  Andrew 
and  others  have  been  devastating.  Emergency  cooperation  has  been 
made  especially  difficult  due  to  the  data  capability  of  the  equip- 
ment in  the  main  Crisis  Management  Center  located  in  DOT  head- 
quarters. 

To  ensure  an  appropriate  emergency  response  capability  we  are 
requesting  an  increase  of  $0.4  million  to  upgrade  the  voice  commu- 
nication and  information  systems  of  the  CMC.  The  upgrade  will 
provide  better  and  faster  access  to  critical  information  on  the  sta- 
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tus  of  transportation  systems  and  relief  requirements,  thereby  im- 
proving decision  making  by  the  Secretary  and  crisis  managers 
charged  with  serving  the  needs  of  those  affected  by  the  emergency. 

In  view  of  the  challenges  ahead,  I  ask  for  the  subcommittee's 
continued  support  in  removing  the  current  reprogramming  restric- 
tions on  RSPA.  In  my  capacity  as  Acting  Administrator,  I  have 
come  to  understand  the  difficulties  placed  on  management  by  such 
restrictions,  and  the  removal  would  enhance  our  flexibility  in  im- 
plementing our  many  programs. 

In  conclusion,  I  would  like  to  stress  that  RSPA  has  been  mindful 
during  the  preparation  of  this  budget  to  respond  to  the  clear  prior- 
ities of  the  administration  and  Congress.  I  believe  we  have  devel- 
oped a  budget  which  reflects  the  administration's  policies,  yet  rec- 
ognizes the  restraint  and  limitations  of  the  government's  role  envi- 
sioned by  the  President. 

Although  our  funding  levels  make  RSPA  one  of  the  smallest 
agencies  in  DOT,  we  will  propose  to  downsize  and  eliminate  two 
programs.  We  must  request  modest  increases,  however,  in  our  high 
priority  areas:  safety,  technology,  and  the  environment.  We  believe 
this  budget  will  provide  the  resources  necessary  to  support  our  pro- 
gram and  their  mission. 

Thank  you  again  for  allowing  RSPA  to  explain  its  1995  budget 
proposal.  My  colleagues  and  I  are  happy  to  answer  any  questions 
you  may  have. 

Mr.  Coleman.  Thank  you  very  much  for  your  testimony. 

[The  prepared  statement  and  biography  of  Ms.  Sol  Guitierrez  fol- 
lows:] 
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STATEMENT  OF  ANA  SOL  GUTIERREZ,  ACTING  ADMINISTRATOR 

RESEARCH  AND  SPECIAL  PROGRAMS  ADMINISTRATION 

DEPARTMENT  OF  TRANSPORTATION 

BEFORE  THE  SUBCOMMITTEE  ON  TRANSPORTATION 

OF  THE 

HOUSE  APPROPRIATIONS  COMMITTEE 

APRIL  12,  1994 

Mr.  Chairman  and  members  of  the  Subcommittee: 

I  an  Ana  Sol  Gutierrez,  Acting  Administrator  of  the  Research  and 
Special  Programs  Administration.  Thank  you  for  the  opportunity  to 
appear  before  you  today  on  the  Research  and  Special  Programs 
Administration's  (RSPA)  proposed  budget  for  FY  1995.  This  is  my 
first  appearance  before  your  subcommittee  and  I  am  pleased  to  talk 
with  you  about  the  key  elements  of  our  budget  and  the  important 
activities  it  supports. 

RSPA  has  given  considerable  attention  to  the  priorities  of  the 
Administration  and  Congress  and  has  targeted  specific  programs 
for  emphasis.   Our  FY  1995  budget  is  built,  to  a  great  extent, 
around  the  primary  emphases  contained  in  Secretary  Pena's 
Strategic  Plan  for  the  Department  of  Transportation.   In  concert 
with  many  of  the  themes  in  that  strategic  plan,   RSPA's 
priorities  include  an  accelerated  focus  on  environmental 
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protection  and  programs  to  revitalize  the  economy  through  defense 
conversion  efforts  and  technology  enhancement.    At  the  same 
time,  RSPA  has  taken  seriously  the  President's  direction  to 
carefully  review  all  our  programs  to  ensure  they  are  effective 
and  necessary.   Based  upon  the  results  of  RSPA's  review,  we  are 
recommending  elimination  of  one  program  and  a  significant 
downsizing  of  another. 

For  FY  1995,  RSPA  presents  a  budget  request  of  $60  million,  an 
increase  in  overall  budget  authority  of  $5.2  million  over  the  FY 
1994  enacted  level.   This  budget  reflects  RSPA's  priorities  and 
its  ability  to  deliver  critical  transportation  safety, 
environmental  protection  and  research  programs.   Still,  RSPA's 
total  FY  1995  budget  authority  request  is  less  than  two  tenths  of 
one  percent  of  the  Department's  total  budget  request,  and  is 
offset  55  percent  by  user  fee  collections. 

The  budget  addresses  several  RSPA  priorities.   Foremost  is  the 
request  for  $21.2  million  for  pipeline  safety  which  builds  on  the 
Administration's  emphasis  on  managing  the  safety  and 
environmental  risks  inherent  in  the  transportation  of  hazardous 
liquids  and  natural  gas  by  pipeline.   Our  efforts  in  this  area 
reinforce  two  goals  in  the  Secretary's  strategic  plan:  1) 
promoting  safe  and  secure  transportation,  and  2)  actively 
enhancing  our  environment  through  wise  transportation  decisions. 
Of  the  requested  $21.2  million,  $8  million  is  for  pipeline  grant 


621 


funds  to  support  State  programs,  an  increase  of  $0.5  million. 
Increases  in  this  area  are  entirely  offset  by  user  fees.   Two 
other  increases  support  programs  of  interest  to  the 
Administration.  We  are  requesting  a  $.6  million  increase  to 
strengthen  Departmental  management  of  research  and  development 
which  focuses  on  the  broad  DOT  strategic  planning  goal  to  create 
a  new  alliance  between  the  nation's  transportation  and  technology 
industries.   A  requested  $.4  million  increase  will  be  used  to 
improve  and  modernize  Departmental  emergency  transportation 
response  capabilities  and  addresses  the  Department's  goal  to  put 
people  first  by  making  our  transportation  system  relevant  and 
accessible  to  users. 

RSPA's  Achievements  in  FY  1993 

RSPA  was  involved  in  several  important  activities  during  FY  1993 
that  have  helped  to  shape  our  program  for  the  future. 

As  you  may  know,  Mr.  Chairman,  last  year's  Colonial  pipeline 
spill  in  Reston,  Virginia  served  to  focus  our  attention  on  our 
emerging  environmental  protection  mandate.   Consequently,  we  are 
conducting  an  in-depth  internal  analysis  of  our  pipeline  safety 
program  and  are  directing  efforts  to  create  the  appropriate 
balance  between  our  historical  public  safety  mission  and  our 
emerging  and  demanding  environmental  safety  mission.   Based  on 
this  internal  analysis,  we  have  developed  a  wide-ranging  action 
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plan  which  includes  (1)  five  accelerated  rulemakings,  (2) 
promotion  of  comprehensive  one-call  programs,  (3)  increased 
liquid  pipeline  inspections,  including  increased  inspections  of 
new  construction,  (4)  outreach  to  the  States  to  increase  their 
participation  in  the  Federal/State  partnership,  and  (5) 
aggressive  implementation  of  the  Oil  Pollution  Act.   The 
requested  increase  in  the  grant  program  will  help  to  stimulate 
this  increased  participation  by  existing  state  agencies  as  well 
as  new  ones. 

Research  and  development  efforts  in  FY  1993  focused  largely  on 
planning  and  preparing  for  defense  conversion  activities  to 
transportation  applications.   A  major  effort  included  increased 
activity  in  the  Department's  Navigation  Council  which  resulted  in 
the  establishment  of  a  joint  DOT/DOD  task  force  to  examine  the 
dual-use  technology  of  the  Global  Positioning  System  (GPS) .   This 
will  assure  that  the  Federal  Government's  investment  in  GPS 
reaches  maximum  application  in  the  civil  sector. 

In  response  to  the  Midwest  floods  and  the  Los  Angeles  earthquake, 
RSPA's  small  emergency  staff  directed  a  massive  Departmental 
response  effort  to  assist  communities  and  citizens  whose 
transportation  systems  were  affected  by  these  catastrophic 
events . 

FY  1993  was  the  inaugural  year  for  disbursements  of  emergency 
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preparedness  planning  and  training  grant  funds  by  the  Office  of 
Hazardous  Materials  Safety.   These  grants  are  a  major  step  in 
assisting  States,  Territories  and  Indian  Tribes  to  be  better 
prepared  to  respond  to  accidents  involving  hazardous  materials. 

RSPA'S  Plans  for  FY  1994 

In  FY  1994,  RSPA  is  focusing  on  a  number  of  priorities.   I  have 
noted  above  the  action  plan  resulting  from  the  pipeline  safety 
program  review,  implementing  requirements  of  the  Oil  Pollution 
Act  (OPA)  of  1990,  and  completing  the  Office  of  Pipeline  Safety 
risk-based  prioritization  plan.   Now  we  are  looking  at  actions 
resulting  from  last  month's  explosion  of  a  natural  gas 
transmission  line  in  Edison,  New  Jersey. 

We  are  currently  devoting  most  of  our  Eastern  Region  pipeline 
safety  staff  and  some  Headquarters  personnel  to  a  thorough 
investigation  into  the  pipeline's  failure.   We  are  working 
closely  with  State  officials  to  perform  a  comprehensive  review  of 
all  interstate  natural  gas  transmission  lines  in  New  Jersey.   We 
are  providing  funding  to  the  New  Jersey  Institute  of  Technology 
to  investigate  the  impact  of  urban  development  encroaching  on 
natural  gas  pipelines.   We  are  also  convening  a  safety  summit 
with  national  experts  to  investigate  and  make  recommendations  on 
how  we  can  live  safely  with  the  aging  pipeline  infrastructure. 
We  know  this  is  extremely  important  and  we  are  devoting  resources 
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to  the  maximum  extent  possible  to  address  these  important  safety 
issues. 

Our  important  research  and  technology  initiatives  in  FY  1994 
include  assisting  in  the  production  of  the  FY  1994 
Radionavigation  Plan,  and  increasing  outreach  efforts  with  DOD 
and  the  transportation  industry  to  strengthen  DOT  ties  for 
defense  conversion  projects.   RSPA,  through  its  Volpe  Center,  is 
ensuring  there  is  sustained  aggressive  Departmental  involvement 
in  the  Technology  Reinvestment  Project  (TRP) .   Of  the 
$800  million  awarded  in  TRP  grants,  $420  million  are  directly 
related  to  transportation,  much  of  which  is  managed  by  the 
Department . 

In  the  area  of  hazardous  materials  transportation,  we  are  working 
with  Congress  to  reauthorize  the  hazardous  materials 
transportation  program.   As  part  of  DOT'S  strategic  plan,  we  also 
will  be  leading  Departmental  activities  to  improve  safety  in 
hazardous  materials  transportation. 


RSPA's  FY  1995  Agenda 

Following  a  review  of  RSPA  programs,  RSPA  intends  to  modernize 
and  downsize  its  Office  of  Automated  Tariffs  and  curtail  program 
activities  under  the  Sanitary  Food  Transportation  Act  of  1990 
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(SFTA) .   Both  proposals  are  reflected  in  the  FY  1995  budget 
request.   In  addition  to  the  decreases,  we  are  requesting  modest 
increases  for  Pipeline  Safety  grants,  research  planning  and 
monitoring,  and  emergency  preparedness  activities. 

Program  Reductions:   Two  DOT/RSPA  review  teams  which  analyzed  the 
airline  tariff  filing  program  concluded  that  current  operations 
were  inefficient  and  a  major  downsizing  of  the  office  was 
possible  without  sacrificing  the  program's  primary  mission  -  the 
review  and  approval  of  international  tariff  rate  changes.   Using 
current  technology  and  maximizing  automation  to  the  greatest 
extent  possible,  the  downsized  program  would  operate  with  one 
program  manager  (in  contrast  to  a  current  total  of  12  staff) 
augmented  by  contract  support.   We  propose  to  implement  this 
program  change  over  a  two-year  period,  beginning  in  FY  1995. 

In  addition,  we  propose  no  funding  for  activities  associated  with 
SFTA.   The  SFTA  program  is  outside  our  core  mission,  and  diverts 
valuable  resources  from  programs  that  are  part  of  that  mission. 
Savings  from  our  proposal  include  four  positions  in  FY  1995  and 
one  position  in  FY  1996. 

Pipeline  Safety:   RSPA  is  requesting  a  $1.8  million  increase  in 
the  pipeline  safety  program  (including  grants)  for  FY  1995.   The 
requested  funds  will  enhance  the  public  and  environmental  safety 
aspects  of  the  pipeline  safety  program.   This  directly  supports 


626 


the  strategic  plan  subgoal  to  "significantly  improve  the  safety 
of  transporting  hazardous  materials  on  our  air,  water,  surface 
and  pipeline  transportation  network." 

Of  the  increase,  $.5  million  is  for  State  pipeline  safety  grants 
authorized  under  the  Natural  Gas  Pipeline  Safety  Act  and 
Hazardous  Liquid  Pipeline  Safety  Act.   These  Acts  allow  RSPA  to 
reimburse  up  to  50%  of  the  costs  incurred  by  State  pipeline 
safety  programs.   Appropriated  amounts  for  these  grants  have 
never  been  sufficient  to  reimburse  the  States  the  full  50%.   Many 
States  have  difficulty  implementing  a  complete  program  due  to 
lack  of  the  full  Federal  contribution.   In  exchange  for  this 
incentive  of  increased  funding  to  States,  RSPA  expects  States  to 
improve  program  performance  through  adoption  of  Federal 
regulations  and  to  take  over  safety  jurisdiction  of  all 
intrastate  pipelines.   Additionally,  we  expect  several  new  states 
to  join  the  program  as  a  result  of  our  outreach  efforts. 


Funds  are  also  requested  for  1)  hiring  three  inspectors  as  part 
of  RSPA's  new  responsibility  to  oversee  low-stress  hazardous 
liquid  pipelines,  2)  automating  risk-related  information  systems 
and  developing  a  risk-related  data  base,  and  3)  contracting  for 
witnessing  of  remedial  tests  required  as  part  of  compliance 
actions,  such  as  hazardous  facility  orders  and  new  construction 
inspections.   As  we  move  to  increase  our  inspection  efforts  as 
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part  of  an  overall  strategy  to  improve  the  environmental 
integrity  of  hazardous  liquid  pipelines,  these  resources  become 
critical. 


Management  of  Transportation  Research  and  Technology:   An 
increase  of  $.7  million  is  requested  to  be  directed  to  defense 
conversion,  outreach,  coordination,  and  intermodal  studies.  The 
Administration  is  committed  to  ensuring  that  technology  is  a  key 
to  this  country's  economic  growth.   RSPA  has  the  responsibility 
to  help  implement  the  Department's  strategic  plan,  particularly 
to  develop  an  approach  to  apply  advanced  technology  and  materials 
in  the  manufacturing  and  constructing  of  transportation  equipment 
and  facilities. 

Specific  activities  in  FY  1995  will  include  1)  preparation  of  the 
Department's  Surface  Transportation  R&D  Plan,  2)  directing 
resources  of  defense  oriented  Federal  agencies  into 
transportation  projects  such  as  the  Technology  Reinvestment 
Project,  the  Advanced  Technology  Program,  and  Cooperative 
Research  and  Development  Agreements,  3)  analyzing  and  identifying 
promising  technologies  with  cross-modal  applications  such  as 
Intelligent  Vehicle  Highway  Systems,  Global  Positioning  Systems, 
High-Speed  Ground  Transportation,  Partnerships  for  a  New 
Generation  of  Vehicles,  and  new  shipbuilding  initiatives,  and 
4)  expanding  our  outreach  to  transportation  users  by  initiating 
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interaction  prior  to,  and  after,  the  conduct  of  research  and 
fostering  linkages  between  academic  researchers  and  industrial 
developers. 

In  support  of  the  President's  technology  policy,  coordination 
efforts  will  be  expanded  to  ensure  that  the  Department's  R&T  is 
focused  on  the  highest  priority  and  most  productive  areas  as 
identified  by  the  President,  that  research  results  are  easily 
transferred  to  ultimate  users,  that  outreach  activities  are 
increased,  and  data-gathering  and  sharing  with  key  components  of 
the  transportation  industry  become  an  integral  part  of  our  work. 

I  wish  to  also  note  that  though  the  research  of  our  Volpe 
National  Transportation  Systems  Center  continues  to  be  in  high 
demand,  we  anticipate  meeting  this  demand  with  existing 
resources. 

Emergency  Preparedness  Grant  Program:   We  are  proposing  a 
limitation  on  the  amounts  available  in  FY  1995  for  emergency 
preparedness  grant  and  support  activities.   A  total  of  $11.75 
million  is  reguested  for  appropriation  from  the  amounts  made 
available  for  planning  and  training  grants,  state  monitoring, 
administration  and  curriculum  development. 

Emergency  Transportation:  Disasters  have  increased  over  the  past 
decade,  with  the  most  costly  natural  disasters  in  American 
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history  occurring  in  the  last  two  years  alone.   The  Los  Angeles 
earthquake  of  January  1994,  the  Midwest  floods  of  1993,  Hurricane 
Andrew  and  other  disasters  brought  to  a  standstill  nearly  every 
transportation  system  in  the  affected  areas.   RSPA  is  the 
Secretary  of  Transportation's  emergency  coordinator  and,  as  such, 
is  responsible  for  the  management  of  multi-modal  transportation 
emergency  activities.   Emergency  coordination  has  been  made 
especially  difficult  due  to  the  dated  capability  of  the  equipment 
in  the  main  Crisis  Management  Center  (CMC)  located  in  the  DOT 
Headquarters  Building.   To  ensure  an  appropriate  emergency 
response  capability,  we  are  requesting  an  increase  of  $.4  million 
to  upgrade  the  voice  communications  and  information  systems  of 
the  CMC.   Included  in  this  upgrade  will  be  an  evaluation  of  ways 
to  better  integrate  into  the  CMC  the  communication  capabilities 
of  the  United  States  Coast  Guard  and  the  Federal  Aviation 
Administration.   The  upgrade  will  provide  better  and  faster 
access  to  critical  information  on  the  status  of  transportation 
systems  and  relief  requirements,  thereby  improving  decisionmaking 
by  the  Secretary  and  crisis  managers  charged  with  serving  the 
needs  of  those  affected  by  the  emergency.   These  actions  are 
representative  of  our  efforts,  as  part  of  the  Department's 
strategic  plan,  to  coordinate  disaster  relief  plans  that  restore 
mobility  and  commerce  to  users  in  an  effective  and  efficient 
manner. 
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Conclusion 

RSPA  has  been  mindful  during  the  preparation  of  this  budget  to 
respond  to  the  clear  priorities  of  the  Administration  and 
Congress.  I  believe  we  have  developed  a  budget  which  reflects  the 
Administration's  policies,  yet  recognizes  the  restraint  and 
limitation  of  the  Government's  role  envisioned  by  the  President. 
Although  our  funding  levels  make  RSPA  one  of  the  smallest 
agencies  in  DOT,  we  are  proposing  to  downsize  and  eliminate  two 
programs  while  requesting  modest  increases  only  in  high-priority 
areas  affecting  safety  issues,  technology,  or  the  environment. 
We  believe  this  budget  will  provide  us  with  the  resources 
necessary  to  support  our  programs  and  their  missions. 
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CONTRACTUAL  SERVICES 


Mr.  Coleman.  In  reviewing  your  fiscal  year  1995  budget  jus- 
tifications I  noticed  several  instances  where  RSPA  proposes  to  con- 
tract out  certain  functions.  For  example,  secretarial  services  for 
hazardous  materials  field  offices,  pipeline  inspections,  the  airline 
tariffs  filing  program,  the  processing  of  Freedom  of  Information  Act 
requests,  and  personnel  classification  audits  and  reviews  are  pro- 
posed to  be  contracted  out. 

In  short,  it  appears  that  you  are  relying  more  and  more  on  con- 
tractual arrangements  to  provide  basic  services.  I  think  that  on 
this  Committee  there  are  different  views,  and  some  held  very 
strongly,  concerning  contracting  out.  I  think  most  of  us  would  agree 
that  it  is  good  if  it  is  shown  that  a  service  can  be  provided  more 
efficiently  and  cheaply  in  that  manner.  I  wonder  whether  or  not 
you  have  conducted  the  analyses  to  determine  whether  or  not  it  is 
actually  costing  the  government  more,  and  not  less,  to  contract  out 
these  services,  or  are  you  simply  reacting  to  restrictions  on  person- 
nel levels  imj>osed  on  you  by  budget  constraints? 

Ms.  Gutierrez.  Yes,  indeed.  I  had  the  same  type  of  concerns 
when  I  first  arrived  at  RSPA.  I  have  been  there  now  90  days  so 
it  is  not  a  long  period  of  observation,  but  I  am  convinced  that  we 
do  have  in  place  the  appropriate  processes  for  review  before  we 
contract  out. 

Our  contracting  is  limited  to  not  the  primary  governmental  serv- 
ices but  support  services.  And  what  I  have  found  is  that  we  have 
truly  been  able  to  leverage  the  very  small  contracting  dollar 
amounts  that  we  do  have  to  make  them  most  efficient  and  to  let 
us  then  invest  those  resources  where  we  really  do  need  them. 

For  example,  in  the  area  of  support  offices — of  support  for  our 
field  offices,  there  is  clerical  support  that  allow  our  inspectors  to 
have  more  time  out  on  the  field  doing  their  hands-on  activity. 

If  there  is  some  additional  information  that  you  would  like  to 
provide,  Rose,  on  the  ways  the  DMA  has  set  up  those  control  proc- 
esses, I  think  that  those  are  the  key  for  our  not  contracting  out  be- 
fore we  have  done  a  thorough  review  of  what  is  the  intent  and  the 
purpose  of  that  contract. 

Ms.  McMuRRAY.  As  the  Acting  Administrator  pointed  out,  we 
have  looked  at  this  issue  very  carefully  and  are  very  sensitive  to 
striking  the  right  balance  between  contracting  out  and  having  basic 
services  delivered  by  Federal  employees. 

None  of  the  contracting  services  that  we  do  have  are  inherently 
governmental.  They  are  all  well  within  the  law  and  parameters  re- 
garding what  can  be  contracted  out. 

We  do  have  our  Chief  of  Contracting  who  examines  each  and 
every  contracting  out  proposal  to  ensure  that,  in  fact,  it  is  proper 
and  meets  guidelines.  Our  total  amount  of  contracting  out  is  some- 
thing around  11  percent,  which  when  compared  to  other  govern- 
ment agencies  I  think  is  very  modest. 

But  I  think  that  the  basic  reply  is  that  we  are  satisfied  that  our 
internal  control  systems  are  adequate  to  ensure  that  we  are  strik- 
ing that  proper  balance. 
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CONTRACTING  OUT  PIPELINE  INSPECTIONS 

Mr.  Coleman.  I  think  those  are  going  to  be  some  very  tough 
lines  to  draw.  For  exEimple,  pipeline  inspection  comes  to  mind. 
Please  describe  to  me  how  you  determined  that  pipeline  inspections 
should  be  contracted  out. 

Ms.  Gutierrez.  Yes,  Mr.  Coleman.  I  think  that  is  a  very  good  ex- 
ample because  it  shows  how  they  can  leverage  the  resources  for 
that  location  when  it  is  necessary  to  have  some  on-site  inspection. 
George  Tenley. 

Mr.  Tenley.  Mr.  Chairman,  one  of  the  motivations  behind  this 
request — and  we  have  been  not  been  in  the  business  of  using  con- 
tracting services  to  support  us — was  the  Colonial  accident  last 
March.  We  have  spent  more  than  three  person  years  on  the  Colo- 
nial accident  in  the  Eastern  Region  alone.  Much  of  that  is  field 
time.  And,  given  the  other  responsibilities  in  our  regional  office,  its 
takes  a  great  deal  of  time  away  from  our  inspection  to  witness  all 
the  remedial  tests  that  goes  on.  We  would  like  to  be  able  to  provide 
that  oversight  while  retaining  the  responsibility  for  decision  mak- 
ing and  actions  with  the  operator  that  we  might  find. 

I  see  this  as  an  attempt  to  see  how  well  will  it  work  out  for  us 
in  the  future.  It  is  not  a  large  request,  but  it  will  focus  on  how  we 
can  best  use  our  inspectors. 

On  new  construction  there  is  some  concern  coming  out  of  the  Co- 
lonial accident  that  there  is  some  problem  that  Colonial  may  have 
created  itself  when  it  first  laid  the  pipeline.  And  from  the  inspec- 
tions of  the  last  couple  of  years  you  can  learn  a  lot  from  being  in 
the  ditch  when  the  pipeline  is  laid.  Again,  it  is  time  consuming. 
When  a  pipeline  is  laid,  many  pipelines  are  laid  at  one  time.  It  is 
hard  to  be  at  all  places  at  the  same  time  to  see  welding  going  on 
or  valves  being  installed. 

This  would  give  us  more  eyes  and  ears  with  which  to  make  deci- 
sions about  that  pipeline.  I  think  it  can  be  effective  and,  with  the 
controls  Rose  mentioned,  I  think  we  can  do  it  well. 

CONTRACTUAL  SERVICES 

Mr.  Coleman.  I  think  it  is  important  to  provide  the  personnel  to 
do  the  job  right  for  what  a  lot  of  people  understand  to  be  very  im- 
portgmt  safety  concerns.  Ultimately,  if  and  when  failures  occur  and 
tragedies  take  place,  we  have  great  cost  to  the  taxpayer. 

You  mentioned  the  earthquake.  I  noticed  a  report  in  the  news 
concerning  how  rapidly  the  Interstate  10  highway  is  being  repaired 
and  the  reasons  for  that  rapid  response.  I  kept  saying  tax  dollars. 
The  appropriation  of  money  went  very  rapidly.  It  is  always  inter- 
esting to  note  that  we  all  of  a  sudden  neglect  the  fact  that  that  is 
what  we  are  talking  about.  When  we  hire  enough  people  to  do  the 
job  and  do  it  right,  I  think  we  can  see  savings. 

On  the  other  hand,  if  we  don't  have  enough  personnel  to  do  our 
job,  I  think  we  shortchange  ourselves  in  the  end.  Those  are  issues 
that  we  need  to  be  concerned  about. 

Now,  more  permanent  inspectors,  and  more  personnel  in  the  gov- 
ernment doing  that  job,  may  not  necessarily  be  the  most  economi- 
cal way  to  accomplish  the  task.  But,  at  the  same  time,  I  hope  that 
you  are  doing  the  proper  analysis  of  alternatives.  I  hope  that  your 
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agency  especially  is  taking  the  time  to  give  us  a  valid  cost  analysis 
of  potential  savings.  I  say  that  understanding  that  some  criteria 
may  not  be  in  the  mix. 

You  have  heard  criticisms  from  other  government  employees,  as 
I  have,  that  maybe  we  are  not  putting  all  cost  factors  in  that  mix 
when  we  talk  about  the  cost  of  contracting  out.  For  example,  na- 
tional security  clearance  cost  have  not  been  added  in  some  in- 
stances where  they  should  have  been  in  some  contract  proposal  I 
have  reviewed.  On  the  other  hand,  if  you  already  have  government 
employees  who  have  received  the  clearance,  those  costs  do  not  need 
to  be  included. 

I  use  that  just  as  an  example.  It  may  not  apply  to  anything  that 
your  agency  does.  On  the  other  hand,  it  may  indeed. 

But,  I  would  hope  that  in  doing  those  cost  analyses  you  are  able 
to  defend  them  because  those  issues  will  become  more  and  more 
important  over  time. 

Ms.  McMuRRAY.  We  also  tend  to  use  task  order  contracting 
which  tends  to  be  cheaper  in  the  long  run  because  we  only  utilize 
private  sector  support  when  it  is  needed  and  at  the  time  that  it  is 
needed  so  we  are  not  canying  the  salaries  and  overhead  that  we 
might  with  government  employees.  We  will  continue  to  monitor 
that  and  to  be  sure  that  we  are  getting  the  best  bang  for  the  buck. 

R&D  COORDINATION  RESPONSIBILITIES 

Mr.  Coleman.  Please  explain  how  the  RSPA  administrator's  re- 
sponsibility as  an  advisor  to  the  Secretary  on  scientific  and  techno- 
logical matters  in  the  Department  differs  from  that  of  the  director 
of  technology  deployment? 

Ms.  Gutierrez.  I  would  be  very  happy  to,  sir.  This  is  one  area 
very  close  and  dear  to  my  heart. 

I  see  that  DOT  is  making  an  enormous  change  in  the  way  that 
the — ^the  role  that  R&D  is  playing  within  the  overall  Department. 
I  think — particularly  from  the  outside  looking  at  government,  DOT 
was  never  one  of  the  premiere  drivers  of  R&D.  And  with  the  initia- 
tives from  President  Clinton  as  well  as  from  the  Secretary  R&D 
has  now  become  a  very  high  priority  within  DOT. 

In  response  to  that,  it  is  evident  that  whatever  infrastructure, 
whatever  way  we  had  previously  of  coordinating  R&D  is  not  going 
to  be  sufficient.  There  is  a  lot  happening  out  in  the  R&D  world 
with  the  defense  conversion,  TRP  efforts,  lots  of  new  initiatives  and 
dollars  that  happily  are  being  oriented  towards  what  is  being  called 
the  transportation  enterprise,  not  necessarily  Transportation  De- 
partment. 

And  to  step  up  to  the  plate  and  to  have  the  influence,  the  leader- 
ship, the  guidance  in  taking  full  advantage,  I  think,  of  the  new 
R&D  initiatives,  I  feel  that  the  Secretary  has  put  in  place  an  im- 
proved structure.  And  we  are  evolving  to  be  able  to  have  a  number, 
a  greater  depth,  I  think,  in  how  we  effectively  deal  with  the  R&D 
structure. 

Saying  that,  the  Secretary,  in  order  to  have  greater  visibility  for 
his  particular  interest  in  R&D,  has  created  the  position  of  the  Di- 
rector of  Technology  Deplojnnent  primarily  to  do  the  external,  the 
outreach,  the  being  one  among  others  who,  in  the  R&D  world,  at 
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the  interagency  level,  and  that  has  been  a  function  that  I  think  we 
had  not  ever  done  as  effectively  as  we  now  need  to. 

RSPA  had  traditionally  had  a  more  coordinating  review  effort 
among  the  different  modes.  What  is  a  clear  realization,  I  believe 
now  in  DOT,  is  that  we  must  move  away  from  those  smokestacks 
and  from  those  views  of  R&D  that  are  uniquely  highway  or  unique- 
ly FAA  in  that  we  really  do  need  to  do  a  better  job  of  bringing  our 
R&D  priorities  into  clear  perspective  across  DOT.  I  believe  that  we 
are  well  on  our  way  to  do  that.  There  is  a  new  steering  committee 
at  the  highest  levels  of  administrators  as  well  as  members  of  the 
Office  of  the  Secretary,  that  will  be,  through  consensus  and 
through  discussion,  coming  up  with  the  priorities  that  are  going  to 
lead  the  R&D  efforts  of  the  Department. 

So  what  I  think  was  the  administrator  of  RSPA's  traditional  role 
has  to  change  because  the  ball  game  has  changed.  The  amount  of 
work  has  changed.  And  the  need  for  greater  integration  in  the  De- 
partment and  a  greater  visibility  at  the  secretarial  level,  I  think, 
are  driving  those  forces  of  change.  So  I  hope  that  that  response  to 
your 

DUPLICATION  OF  R&D  COORDINATION 

Mr.  Coleman.  Since  we  have  that  new  director  of  technology  de- 
plo3rment,  how  can  we  be  certain  that  your  activities  and  that  new 
director  are  nonduplicative? 

Ms.  Gutierrez.  I  think  it  is  nonduplicative  because  there  is  a  lot 
to  do  and  we  are  working  very  closely  together.  The  Director  and 
I  are  constantly  in  touch  and  planning  our  activities  for  supporting 
the  Secretary. 

R&D  steering  committee 

Mr.  Coleman.  What  are  the  purposes  of  the  new  steering  com- 
mittee established  by  Deputy  Secretary  Downey  to  oversee  research 
planning  and  development  activities  in  the  Department?  Who  is  on 
the  committee. 

Ms.  Gutierrez.  That  is  the  Committee  that  I  mentioned  was 
composed  at  the  highest  level  by  the  administrators  and  by  the  Of- 
fice of  the  Secretary. 

NATIONAL  council  ON  SURFACE  TRANSPORTATION  RESEARCH 

Mr.  Coleman.  How  will  its  activities  differ  from  that  of  the  Na- 
tional Council  on  Surface  Transportation  Research  authorized 
under  ISTEA? 

Ms.  Gutierrez.  This  Committee  has  a  view  of  all  the  DOT 
modes.  It  includes  both  the  surface  modes  as  well  as  every  other 
mode. 

Mr.  Coleman.  The  question  I  am  asking  is  how  are  you  coordi- 
nating R&D  efforts? 

I  have  to  parenthetically  say  I  am  one  Member  of  Congress  who 
has  been  disappointed  in  the  position  of  my  colleagues  with  respect 
to  research  and  development  as  an  issue  per  se — the  idea  of 
superconducting  supercollider,  the  space  station,  NASA  research, 
and  defense  technologies.  The  statement  I  hear  constantly  is  "we 
can't  afford  it" — meaning  we,  the  United  States,  the  taxpayers.  As 
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a  Nation,  we  are  just  not  capable  of  doing  research  and  develop- 
ment any  more,  especially  if  it  looks  costly  and  long  term  and  you 
can't  point  to  anything  and  see  what  we  built  with  your  taxpayers' 
dollars.  R&D  does  not  lend  itself  to  that  kind  of  a  statement. 

So  I  just  want  to  be  absolutely  certain  that  when  we  defend  re- 
search and  development  we  are  able  to  say,  yes,  we  have  clear  de- 
lineations of  authority.  We  know  where  our  dollars  are  going.  We 
know  what  each  of  them  is  doing.  I  was  wondering  whether  or  not 
you  will  be  able  to  describe  to  us  how  all  the  different  research  ac- 
tivities, for  example,  of  this  new  steering  committee  differ  from  the 
National  Council  on  Surface  Transportation  Research  authorized 
under  ISTEA. 

Ms.  Gutierrez.  Primarily  I  think  it  is  an  internal  DOT  commit- 
tee, but  Louise  wanted  to  make  a  comment  on  that. 

Ms.  Stoll.  We  at  the  Department  share  your  view  that  there  is 
probably  nothing  more  important  than  being  sure  that  research 
and  technology  development  moves  forward  in  this  government  in 
a  coherent  and  structured  way.  This  is  a  statement  of  the  adminis- 
tration, of  the  President,  of  the  Cabinet.  How  it  gets  translated  into 
the  agencies  is  an  interesting  and  complicated  problem. 

I  would  say  that  at  this  point  there  are  a  number  of  loci  of  activ- 
ity, and  that  we  discerned  in  our  Department  the  need  for  addi- 
tional high-level  coordination.  For  instance,  in  the  Department  of 
Transportation  there  is  approximately  $700  million  being  proposed 
for  spending  across  all  of  the  modes  in  research  and  development. 
In  addition,  as  a  consequence  of  the  White  House  effort  at  coordi- 
nating research,  we  learned  that  there  is  close  to  $3  billion  of 
transportation-related  research  going  on  in  the  Federal  Govern- 
ment, almost  half  of  it  in  the  Department  of  Defense  and  some  of 
it  in  other  agencies,  in  Commerce,  in  Energy  and  so  forth. 

What  has  evolved  in  the  administration — and  it  is  evolving — is 
serious  coordinating  efforts  to  be  sure  that  we  are  not  all  tripping 
over  each  other,  to  be  sure  that  there  are  clearly  defined  state- 
ments of  who  is  doing  what.  In  the  Department  of  Transportation, 
the  Deputy,  Mort  Downey,  has  taken  a  primary  role  in  seeing  that 
this  is  happening.  By  appointing  a  special  science  advisor  to  the 
Secretary  at  the  top  level,  we  have  given  high  visibility  to  the  en- 
tire issue. 

How  this  is  relating  to  all  of  the  other  existing  R&D  efforts  in 
the  Department  is  not  absolutely  pristine  at  this  point,  but  we  are 
definitely  working  to  rationalize  it.  And  I  would  be  pleased  to  get 
to  you  the  closest  thing  we  have  to  an  organization  chart  that 
would  define  how  this  works.  We  are  intent  that  it  is  a  coordinated 
effort  and  that  we  are  not  tripping  over  each  other  as  we  move  for- 
ward. 

[The  information  follows:] 
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NATIONAL  COUNCIL  ON  SURFACE  TRANSPORTATION  RESEARCH 

APPOINTMENTS 

Mr.  Coleman.  Have  the  members  of  the  National  Council  on 
Surface  Transportation  Research  been  appointed? 

Mr.  Shih.  Congressman,  we  have  an  internal  council  called  the 
R&D  Coordinating  Council.  That  has  been  serving  that  purpose  for 
the  ISTEA  Council.  But  there  is  another  called  the  Intermodalism 
Commission  that  has  been  appointed,  and  then,  however,  this  re- 
search technology  steering  committee  basically  is  the  top  level  ad- 
ministration committee  to  coordinate  the  intradepartmental  R&D 
effort. 

It  determines  the  visions,  the  policy  and  the  budgetary  decisions 
on  R&D,  then  it  will  be  delegated — I  mean  that  all  the  R&D  execu- 
tive type  decisions  will  be  delegated  down  and  carried  out  by  the 
R&D  Coordinating  Council.  I  think  that  is  the  Council  basically  re- 
flecting to  your  ISTEA  Council. 

Mr.  Coleman.  I  think  it  would  be  very  important  to  get  that 
chart. 

I  have  got  to  tell  you  that  around  here  we  are  required  to  get 
authorization  for  the  various  committees  within  agencies.  I  think 
a  lot  of  times  we  are  better  leaving  it  to  the  experts  to  determine 
the  best  way  to  do  these  things.  Yet,  authorized  in  the  ISTEA  legis- 
lation was  the  National  Council  on  Surface  Transportation  Re- 
search, and  I  am  wondering  whether  or  not  the  members  of  that 
committee  have  yet  been  appointed, 

Mr.  Shih.  We  don't  have  that  Council  yet,  but  we  do  have  similar 
things  like  we  do  have  one  intermodalism  commission  already  ap- 
pointed. 

Ms.  Gutierrez.  I  believe  that  Michael  Huerta,  the  Associate  Sec- 
retary of  Intermodalism,  is  the  coordinator  of  that  Council,  but  we 
can  provide  that  information  for  you  for  the  record  as  well  as  a 
functional  organization  chart  of  how  we  are  coordinating  this. 

[The  information  follows:] 

The  National  Council  on  Surface  Transportation  Research  was  created  as  a  study 
group  reporting  to  the  Congress  by  Section  6010  of  the  Intermodal  Surface  Trans- 
portation Efficiency  Act  of  1991.  It  was  to  be  a  seven  member  group,  with  three 
members  appointed  by  the  President,  and  four  members  appointed  by  the  Congress. 
According  to  the  Committee  Management  Officer  in  the  Office  of  the  Secretary,  DOT 
is  unaware  of  any  attempts  by  the  Congress  to  activate  the  Council.  As  such,  DOT 
has  not  initiated  any  unilateral  efforts  on  its  part  to  propose  candidates  for  appoint- 
ment by  the  President,  since  the  Cojncil  as  a  whole  has  never  been  activated. 
Should  this  situation  change,  DOT  of  course  will  fulfill  its  statutory  responsibilities. 

administration's  EFFORTS  TO  IMPROVE  R&D  COORDINATION 

Ms.  Gutierrez.  Let  me  mention  that  one  of  the  very  exciting 
things  that  I  see  certainly  happening  is  that,  from  the  President 
on  down,  the  focus  of  R&D  is  having  a  new  structure  put  in  place 
under  the  Science  Advisor  to  the  President,  Dr.  John  Gibbons. 
There  is  a  whole  new  set  of  committee  structures  that  focus  in  dif- 
ferent areas  with  the  intent — and  there  is  one,  for  example,  for 
Transportation — the  intent  of  these  committees  is  to  look  across 
the  interagencies,  come  together,  and  establish  a  set  of  priorities  of 
R&D.  These  priorities,  then,  will  be  used  through  the  budget  guid- 
ance documents  so  that  we  can  begin  to  prioritize  across  agencies 
the  areas  where  we  want  to  focus  R&D  efforts. 
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I  think  that  that  was  a  long  time  coming,  to  have  a  better 
planned,  integrated  approach  for  spending  the  R&D  dollar,  and 
particularly  ?or  getting  the  best  leverage  out  of  the  defense  conver- 
sion, the  dual  use-type  dollars  that  are  now  going  to  be  available. 

Mr.  Coleman.  You  are  requesting  an  $810,000  appropriation, 
which  is  10  times  the  amount  in  the  previous  year,  to  fund  cross- 
cutting  inter-modal  transportation  research  and  studies. 

We  need  to  have  a  rationale  for  why  RSPA  would  actually  con- 
duct research  studies  to  better  manage  research  activities  within 
the  Department.  I  am  sure  that  you  have  reasons  for  that,  but  your 
rationale  needs  to  be  spelled  out.  You  can  do  that  for  the  record. 

Ms.  Gutierrez.  Certainly,  we  will  be  happy  to  provide  as  much 
detail  on  that  as  you  need. 

[The  information  follows:] 

There  are  several  reasons  for  the  conduct  of  such  studies: 

1.  RSPA  needs  a  technical  and  analytical  base  to  support  its  own  role  in  the  De- 
partmental R&D  management  process. 

2.  RSPA  provides  the  analytical  support  to  the  Department's  various  research  co- 
ordination bodies,  including  the  Research  and  Technology  Steering  Committee,  the 
Research  and  Technology  Coordinating  Council,  and  the  National  Science  and  Tech- 
nology Council's  Interagency  Coordinating  Committee  on  Transportation  R&D. 

3.  RSPA  provides  the  Department  with  options  for  cooperative  ventures  and  inter- 
actions with  other  agencies,  particularly  in  the  context  of  defense  conversion.  Much 
of  the  Department's  credibility  for  incorporating  specific  topics  into  the  Technology 
Reinvestment  Program  will  have  to  come  from  such  analyses. 

4.  RSPA  applies  special  studies  to  support  its  own  strategic  planning  process  and, 
more  broadly,  to  support  strategic  planning  on  technical  issues  throughout  the  De- 
partment. 

As  the  only  intermodal  operating  administration,  RSPA  can  conduct  and  apply 
such  studies  without  fear  of  being  considered  "biased"  by  other  specific  mode  ori- 
ented operating  administrations. 

UNIVERSITY  RESEARCH 

Mr.  Coleman.  I  want  to  move  into  the  issue  of  university  re- 
search. University  research  is  one  of  the  areas  that,  generally 
speaking,  a  lot  of  us  support  because  we  believe  that  there  we  gain 
several  things  from  it,  provided  the  system  that  is  utilized  for  the 
decisions  on  selecting  universities  is  one  that  is  credible  and  defen- 
sible. 

The  GAO  has  underway  at  our  request  a  study  reviewing  the  De- 
partment's oversight  and  management  of  university  research.  The 
GAO's  preliminary  research  suggests  that  there  is  a  lack  of  over- 
sight, monitoring,  and  coordination  of  university  research  through- 
out the  Department.  The  amount  of  university  researcy  funded  is 
approximately  $50  million  annually. 

I  would  like  to  know  whether  or  not  that  is  a  proper  area  for  the 
Research  and  Development  Coordinating  Council  to  review,  and 
whether  or  not  such  a  review  is  within  your  plans? 

Ms.  Gutierrez.  Within  RSPA  we  have  already  taken  some  meas- 
ures to  address  those  GAO  concerns.  There  has  been  a  thorough  re- 
view of  the  ways  that  the  university  grants  programs  and  the  cen- 
ters were  functioning,  and  it  is  evident  to  me  that  we  have  tight- 
ened up  significantly  on  our  definition  and  our  criteria  for  both  the 
work  that  is  allocated — 

What  I  am  looking  forward  to  doing  is  making  the  university  re- 
search program  come  directly  within  this  R&D  priority  approach 
for  not  only  DOT  but  really  to  serve  the  national  priorities.  In 
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other  words,  rather  than  have  it  as  an  independent  program  on  the 
side  where  it  is  funding  some  research,  that  we  ensure  that  that 
research  is  going  to  be  along  those  higher  technology  priorities  that 
have  been  identified  for  transportation  use. 

We  have  tightened  up  quite  a  bit  on  the  site  visits  and  on  the 
review  of  the  ongoing  programs,  and  my  Associate  Administrator 
for  Research  and  Analysis  is  taking  hands-on  review  processes.  He 
went  down  to  Texas  to  review  the  program  down  there.  And  maybe, 
Rocky,  you  would  like  to  add  some  of  the  additional  efforts  that  you 
plan  on  taking? 

Mr.  Shih.  Congressman,  I  am  also  from  the  University  of  Texas, 
and  we  are  trying  to  tie  all  of  these  programs  together.  As  you 
probably  know  that  RSPA  is  only  in  charge  of  13  university  cen- 
ters, six  university  research  institutes,  total  funding  of  that  around 
22  million.  That  is  all.  So  there  is  a  larger  portion  of  the  research 
centers  that  is  not  within  RSPA  jurisdiction.  And  we  are  trjdng 
to — pushing  for  some  integrated  effort  to  get  all  the  university 
R&D  plans  and  put  them  together. 

And,  at  the  same  time,  we  are  trying  to  coordinate  tracking  of 
all  the  research  projects  and  to  make  sure  they  have  appropriate 
duplication,  checking  and  verification  processes,  whereas  at  the 
same  time  they  would  not  have  an  overabundance  on  some  specific 
software  development. 

I  also  went  through  many  different  university  programs,  includ- 
ing California  and  Texas,  and  tried  to  persuade  them,  not  only 
pushing  the  software-oriented  tj^je  of  research.  They  also  need  to 
get  on  more  hardware-oriented  research  and  to  basically  reflect  the 
Secretar^s  strategic  plan  on  both  R&D  initiatives  and  the  Presi- 
dent's education  initiatives. 

Mr.  Coleman.  I  think  that  the  view  of  this  Subcommittee  is  that 
perhaps  this  agency  should  better  manage  those  research  funds.  I 
know  that  requires  people,  time  and  all  the  rest.  But  I  have  got  to 
tell  you  I  would  love  to  see  a  proposal  to  this  subcommittee  so  that 
you  can  do  that. 

How  many  transportation  research  centers  did  we  authorize? 

Mr.  Shih.  Ten  for  the  university  research  centers  and  three  addi- 
tional special  earmarked  centers  for  ISTEA — 13. 

MANAGEMENT  OF  UNIVERSITY  TRANSPORTATION  CENTERS 

Mr.  Coleman.  Do  you  feel  that  RSPA  is  adequately  managing 
those  funds? 

Mr.  Shih.  We  are  trying  to  do  our  best  job  to  manage  them,  but 
right  now  we  are  developing  a  database  to  make  sure  that  every- 
thing can  be  automatically  monitored.  But  we,  of  course,  would  like 
to  have  more  stafi"  support  because  we  only  have  four  positions 
within  the  entire  program. 

Mr.  Coleman.  I  think  the  great  fear  that  a  lot  of  agencies  have 
is  that  you  can't  make  a  proposal  that  adds  more  people.  It  doesn't 
matter  if  it  saves  us  $20  billion.  Ten  more  people.  We  are  just  not 
going  to  add  them.  Does  that  make  sense?  I  am  exaggerating,  of 
course. 

But,  I  think  we  have  got  to  say  that  honesty  is  the  best  policy 
in  this  area.  What  you  need  to  do  is  to  develop  a  scenario  in  which 
you  have  discussed  and  analyzed  it.  You  have  asked  0MB  about 
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it.  You  have  asked  are  these  costs  vaHd?  Then  come  to  us  and  tell 
us. 

I  don't  care  if  0MB  doesn't  like  it.  I  have  to  tell  you  that  my  ex- 
perience in  Congress  has  only  been  for  the  last  decade.  0MB  direc- 
tors come  and  go.  I  know  what  OMB's  role  is.  But,  we  have  to  re- 
spond to  the  taxpayers  who  are  legitimately  asking  us  whether  you 
are  managing  the  program  correctly.  We  can't  answer  that  question 
and  you  can't  answer  that  question  unless  you  have  the  data  to 
manage  the  program  correctly. 

You  need  to  tell  us  what  kind  of  scenario  it  is  that  will  provide 
you  with  the  ability  to  truly  manage  that  funding.  I  think  it  is 
going  to  become  more  and  more  important  over  time. 

We  continue  to  say  one  of  the  statements  that  this  President  has 
made  twice  at  States  of  the  Union  speeches — we  know  where  we 
are  headed.  We  know  what  we  have  got  to  do  with  respect  to  over- 
all funding.  We  have  got  to  do  a  better  job  than  we  have  done  be- 
fore. 

If  that  means  that  we  are  going  to  have  to  have  personnel,  I 
think  those  are  legitimate  questions  for  us  to  deal  with.  Are  we 
willing  to  go  to  the  t£ixpayer  and  say  this  is  funding  that  means 
something  down  the  line,  or  is  it  not  worth  worrying  with?  We  will 
just  continue  down  the  path  we  have  gone.  The  savings  may  not 
be  that  great,  but  at  least  let's  begin  the  process  of  trying  to  do  our 
best  job  to  see  to  it  that  you  have  the  personnel  necessary  to  do 
a  credible  job. 

I  continue  to  repeat  I  don't  think  R&D  money  is  going  to  be 
available  in  the  amounts  it  has  been  in  the  past.  Everybody  can 
say  it  will  be.  I  don't  believe  that.  I  base  that  statement  on  discus- 
sions with  colleagues,  and  on  recent  votes  in  the  Congress.  I  can 
tell  you  it  is  going  to  get  more  difficult.  I  don't  think  it  is  going 
to  get  easier. 

So,  we  have  to  be  able  to  answer  those  hard  questions.  That  is 
the  reason  that  I  would  appreciate  your  delineating  that  as  part  of 
this  overall  thing  on  this  whole  R&D  question. 

We  will  be  submitting  a  series  of  questions  for  the  record.  I  hope 
you  will  pull  those  R&D  questions  and  assign  somebody  to  answer- 
ing those  questions. 

What  would  be  needed  to  do  a  better  job  and  to  answer  the  hard 
questions  on  R&D?  If  more  people  is  the  answer,  then  say  it.  It 
may  not  be.  Sometimes  it  is  not.  You  may  need  a  position  or  some 
positions  that  are  filled  with  individuals  with  different  educational 
backgrounds.  Sometimes,  that  is  helpful. 

I  have  taken  issue  with  the  fact  that  many  times  we  have  had 
centers  that  were  authorized  by  ISTEA  that  have  a  history  of 
working  with  the  research  consortia  of  historically  black  colleges 
and  universities.  I  have  always  said  that  those  consortia  are  good, 
but  those  of  us  who  represent  major  minority  institutions  that  are 
Hispanic  were  not  included.  I  would  like  a  record  of  your  activities 
that  encourage  initiatives  for  further  inclusion,  not  exclusion. 

But  that,  again,  is  a  small  part  of  a  larger  issue  of  whether  we 
are  ensuring  that  research  opportunities  are  provided  for  univer- 
sities. Are  we  wasting  money  in  that?  If  so,  we  ought  to  say  so.  Are 
there  areas  where  we  have  had  duplication?  If  so,  we  ought  to  say 
so,  and  we  need  to  eliminate  that  duplication. 
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If  you  don't  have  the  people,  if  you  don't  have  the  time,  or  if  you 
don't  have  the  necessary  resources  to  do  that  kind  of  analysis,  we 
need  to  know  that.  And  you  need  to  tell  us — is  it  important  or  not? 
I  think  we  have  to  answer  some  basic  questions  before  we  go  down 
a  path  of  providing  more  resources. 

Ms.  Gutierrez.  I  welcome  your  invitation  and  opportunity  to 
provide  you  that  kind  of  review  and  recommendation.  This  is  an 
area  that  is  near  and  dear  to  my  heart,  the  whole  educational  as- 
pect and  potential  that  is  inherent  in  this  effort. 

I  do  believe  that  we  already  have  an  infrastructure  to  better 
serve  the  rest  of  the  department.  We  have  been  able  to  put  to- 
gether conferences.  We  know  how  to  do  that.  We  know  how  to  put 
out  RFPs  and  how  to  evaluate.  I  think  it  makes  a  lot  of  sense  to 
build  that  kind  of  expertise  and  serve  the  Department.  I  will  be 
looking  at  the  whole  program  and  providing  as  soon  as  we  get  back 
some  additional  thoughts  on  this  issue.  Thank  you. 

[The  information  follows:] 

Research  and  Special  Programs  Administration  (RSPA)  shares  your  concern  that 
future  competitive  awards  of  grants  under  the  university  transportation  centers  pro- 
gram (UTC)  reflect  the  broadest  possible  participation.  To  this  end,  we  have  pub- 
lished notices  of  the  forthcoming  recompetition  of  the  regional  UTC  grants  not  only 
in  the  Commerce  Business  Daily  but  also  in  the  Chronicle  of  Higher  Education. 
RSPA  intends  to  give  careftil  consideration  to  every  proposal  which  meets  the  mini- 
mum qualification  criteria  set  forth  in  the  statute.  Since  responsibility  for  the  pro- 
gram was  transferred  to  RSPA,  increasing  emphasis  has  been  placed  on  diversity 
as  one  of  the  six  key  goals  of  the  program.  Therefore  all  successful  applicants  will 
be  expected  to  establish  and  maintain  the  relationships  that  will  enable  them  to  ful- 
fill that  goal. 

VOLPE  CENTER  MISSION 

Mr.  Coleman.  Let  me  move  on  to  the  Volpe  National  Transpor- 
tation Systems  Center.  The  Volpe  Center  has  broad  authority  to 
conduct  R&D  analysis  and  to  advance  transportation  research  and 
technology  issues.  The  role  has  changed  over  the  years  to  meet 
changing  national  priorities  and  needs  in  transportation.  I  wonder 
if  you  would  summarize  for  us  the  administration's  vision  of  how 
the  Volpe  Center  fits  within  the  Department's  overall  research  and 
development  strategy. 

Ms.  Gutierrez.  I  would  be  happy  to. 

I  see  the  Volpe  Center  as  being  the  gem  that  we  have  in  trans- 
portation to  help  us  achieve  those  challenges  in  the  R&D  area. 
They  have  been  a  premier  technical  and  systems  center,  and  I  see 
them  playing  a  very  important  role.  They  have  been  playing  a  very 
important  role  as  we  have  seen  this  change  in  the  R&D  arena  that 
has  come  under  the  new  administration. 

What  I  propose  to  do  is  to  do  an  evaluation  of  the  Center's  mis- 
sion and  its  business  plan,  which  has  now  been  available  for  a  few 
years.  1992,  I  believe,  was  their  last  business  plan.  I  will — we  need 
to  look  again  at  what  has  been  the  operational  focus  of  the  Center, 
what  has  been  its  mission,  and  see  do  we  need  to  reorient  that  clos- 
er towards  the  R&D  priorities  of  the  transportation  issues.  And  are 
we  doing  that  as  effectively  as  we  possibly  can? 

I  would  like  to  have  Dr.  John  maybe  respond  how  he  has  been 
able  to  participate  with  the  Volpe  Center  in  direct  support  for  the 
DOT  R&D  efforts. 
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Mr.  John.  As  you  mentioned,  the  Center,  because  of  its  broad 
charter,  basically  is  trying  to  respond  to  changing  national  prior- 
ities. Over  the  last  year  or  so,  increasingly,  our  mix  of  work  has 
turned  more  toward  surface  transportation,  particularly  in  support 
of  FTA  and  FHWA.  We  are  also  doing  more  work  in  terms  of  sup- 
porting outside  agencies  such  as  the  Department  of  Energy  and 
EPA. 

Our  work  for  DOD  transportation  logistical  problems,  which  we 
had  done  a  lot  of  in  the  mid-1980s,  has  now  leveled  off;  the  growth 
area  now  is  work  pertaining  to  surface  transportation. 

The  other  thing  that  we  have  been  doing  for  the  past  year — and, 
in  fact,  since  this  administration  came  in — is  we  have  been  taking 
the  lead,  I  would  say,  in  supporting  the  Department,  getting  in- 
creasingly involved  in  the  DOD  ARPA  Technology  Reinvestment 
Project  and  the  Department  of  Commerce's  Advanced  Technology 
Program. 

But  I  think,  essentially,  that  the  Volpe  Center  is  the  one  place 
in  the  Department  where  all  the  facets  of  R&D  come  together.  It 
is  the  one  place  in  the  Department  where  research  and  develop- 
ment is  performed  for  all  the  modes. 

VOLPE  CENTER  ACTIVITIES 

Mr.  Coleman.  Apparently,  the  Volpe  Center  broadly  defines  its 
role  and  its  mission,  and  includes  within  that  mission  such  activi- 
ties as  planning  meetings  and  compiling  information  needed  by  the 
modal  administrations. 

An  announcement  appeared  in  the  trade  press  about  a  series  of 
workshops  arranged  by  the  Volpe  Center  for  the  FHWA  Office  of 
Motor  Carriers  for  the  purpose  of  soliciting  views  on  how  to  im- 
prove FHWA  motor  carrier  safety  rating  process.  At  best,  this  par- 
ticular project  may  involve  some  program  analysis  £ind,  at  worst, 
the  project  simply  involves  planning  and  organizing  a  series  of 
workshops. 

Mr.  John.  I  think  this  is  one  of  the  questions  that  will  have  to 
be  considered  when  we  relook  at  the  mission — indeed,  since  we 
have  been  handling  outreach  for  DOT  customers,  including  the  Sec- 
retary. 

In  general,  what  we  do  is  prepare  technical  background  papers 
and  white  papers  and  reach  out  to  the  community  to  see  what  their 
views  are.  We  have  thought  in  the  past  that,  in  essence,  this  was 
a  valuable  function  the  Center  is  serving.  But,  again,  when  we 
relook  at  the  mission  in  light  of  the  Secretary's  strategic  plan  we 
could  rethink  whether  we  should  be  doing  that  sort  of  work. 

VOLPE  CENTER  INSPECTOR  GENERAL  AUDIT 

Mr.  Coleman.  The  Volpe  Center  should  examine  whether  or  not 
those  modal  administrations  themselves  could  not  do  some  of  that 
same  work. 

Mr.  John.  Yes,  sir. 

Mr.  Coleman.  I  would  hope  that  you  could  define  that  and  make 
sure  that  in  answering  any  of  the  questions  that  will  be  submitted 
for  the  record  that  you  address  that  particularly.  I  appreciate  your 
response. 
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As  you  know,  the  Inspector  General  has  underway  an  audit  that 
may  have  some  critical  findings  about  the  Volpe's  project  accept- 
ance procedures.  The  IG  reviewed  181  Department  of  Transpor- 
tation projects  accepted  by  Volpe  during  the  1990-1992  period  and 
identified  a  number  of  projects  where  it  appears  that  the  Center 
did  little  more  than  contract  out  the  work  without  adding  any  real 
value  or  research  expertise. 

In  addition,  the  IG  identified  several  other  projects  that  did  not 
appear  to  be  valid  R&D  projects.  I  understand  the  Volpe  Center  is 
in  the  process  of  responding  to  the  IG's  draft  report,  but  I  would 
be  interested  in  your  response  to  the  Inspector  General's  prelimi- 
nary findings  that  the  Volpe  Center  was  nothing  more  than  a  con- 
tract or  procurement  manager  on  some  projects  for  the  modal  ad- 
ministrations, and  that  some  of  your  work  is  not  research  related. 

Ms.  Gutierrez.  Let  me  start  with  that,  and  maybe  Dick  would 
like  to  respond  to  that. 

Overall,  I  would  say  that  we  don't  have  disagreement  with  what 
the  findings  of  what  the  IG  report  are.  I  think  we  do  need  to  review 
the  work  acceptance  criteria  that  we  have  in  place.  That  initiative 
has  already  started.  I  have  had  several  briefings,  and  I  have  put 
in  place  a  series  of  procedures  and  reviews  and  controls,  clear  cri- 
teria as  to  the  kind  of  work  and  projects  that  the  Volpe  Center  will 
do. 

This  is  all  closely  linked  to  reviewing  the  mission  and  realigning 
that  mission  to  the  DOT  priorities. 

So  we  have  already  initiated  some  efforts  to  bring  the  review 
process  and  the  authority  process  into  a  tightening  up  of  the  way 
the  Volpe  accepted  work.  I,  for  example,  have  taken  back,  as  the 
Acting  Administrator,  authority  on  all  those  contracts  until  we  are 
certain  that  we  put  in  place  the  necessary  controls. 

We  believe  that  the  findings  of  the  IG  were  accurate  in  some  of 
the  contracts  that  were  let  out,  but  they  really  do  not  represent  the 
majority  of  the  kind  of  work  that  the  Volpe  Center  does.  In  my 
opinion,  it  is  on  target.  It  does  focus  primarily  on  transportation- 
related  technology  work.  Their  findings  did  identify,  I  believe,  10 
projects  that  they  found  questionable.  So  we  will  be  looking  at  the 
work  acceptance  process  much  more  closely  than  before. 

I  don't  know,  Dick,  if  you  had  something  to  add  to  this. 

Mr.  John.  We  have,  indeed,  been  having  discussions  with  the  IG. 
And  one  of  the  major  issues  that  came  up,  which  was  referred  to 
a  moment  ago,  is  the  mission  of  the  Center. 

In  our  initial  discussions  with  the  IG,  it  saw  the  Center  as  basi- 
cally a  research  center.  As  the  Center  has  evolved  over  the  past  25 
years,  we  are  increasingly  getting  involved  in  research  develop- 
ment, but  most  important  is  that  we  are  involved  in  technology  ap- 
plications and  technology  deplojrment  to  help  our  clients,  to  help 
the  modes,  and  to  help  other  agencies  get  new  technology  into  the 
field. 

I  think  that  the  IG  in  the  final  report  that  they  issue  will  recast 
some  assumptions  about  our  mission. 

And  to  the  other  point,  with  regard  to  whether  we  are  a  "pass- 
through,"  we  try  to  avoid  such  projects  at  all  costs.  As  the  Director 
of  the  Center,  what  I  see  us  doing  in  many  cases  is  helping  our  cli- 
ents, helping  different  agencies  bridge  to  the  private  sector  and 
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help  them  to  be  a  smart  buyer,  which  we  did  in  some  of  the  in- 
stances that  were  mentioned  by  the  IG.  And,  indeed,  I  think  we 
have  helped  our  clients  save  a  great  deal  of  tax  dollars. 

VOLPE  CENTER  DEFENSE  CONTRACTS 

Mr.  Coleman.  There  was  a  report  by  the  Senate  Government 
Operations  Committee  as  well  that  highlighted  the  Department  of 
Defense  contracts  with  the  Volpe  Center. 

In  that  report,  off-loading  of  contracts  that  the  DOD  themselves 
could  have  done  were  highlighted.  It  was  questioned  why  it  was 
necessary  for  DOD  to  have  let  a  contract  in  the  amount  of  $13.9 
million  to  the  Volpe  Center  to  purchase  railroad  cars.  Was  that  an 
example  where  you  could  say,  perhaps,  you  were  able  to  save 
money  for  DOD? 

Mr.  John.  In  that  particular  case  we  were  able  to  save  money 
for  DOD,  and  DOD  ended  up  doing  the  contracting.  It  was  about 
$150,000  worth  of  Volpe  labor  in  that  program,  and  we  essentially 
wrote  the  procurement  specifications  and  were  able  to  save  the 
military  funding  there. 

Mr.  Coleman.  The  DOD  also  off-loaded  $3.35  million  from  the 
army  missile  command  to  the  Volpe  Center  for  computer  mod- 
ernization. 

Mr.  John.  There,  again,  we  think  that  we  added  value,  and  I 
would  like  to  put  more  about  that  in  the  record. 

[The  information  follows:] 

The  funds  from  the  Army  Missile  Command  (MICOM)  were  for  upgrading  its  lo- 
gistics information  system.  The  system  is  used  by  MICOM  to  manage  transport, 
storage,  supply,  and  field  support  of  a  wide  variety  of  equipment  and  supplies  used 
by  the  Command.  Volpe  developed  the  information  system  architectural  concept  in- 
house  and  selected  the  system  configuration  and  state-of-the-art  commercial  hard- 
ware and  software  components.  Volpe  defined  necessary  software  applications  devel- 
opment tasks,  conducted  a  competitive  procurement  for  applications  sofi;ware  devel- 
opment, monitored  and  evaluated  the  development,  and  purchased  an  initial  quan- 
tity of  equipment  to  permit  startup  and  allow  evaluation  of  the  system.  The  system 
design  was  based  on  a  "rapid  prototjT)e"  that  was  assembled  and  operated  by  Volpe 
on  an  emergency  basis  for  tracking  and  managing  removed  of  critical  weapons  from 
Germany  following  dissolution  of  the  Soviet  Union. 

Following  initial  delivery  and  pilot  operation,  the  Center  returned  a  considerable 
amount  ($1,691  million)  for  hardware  purchases  that  were  determined  by  Center 
management  not  to  require  ftirther  supervision  by  the  Center's  technical  team. 

VOLPE  CENTER  CONTRACTORS 

Mr.  Coleman.  Whether  or  not  those  acquisitions  could  have  been 
easily  contracted  by  DOD  itself  would  be  better  answered  by  DOD, 
but  having  had  experience  with  that  agency  I  cannot  believe  that 
it  would  not  have  been  able  to  accomplish  that.  In  terms  of  saving 
money,  I  think  that  it  is  appropriate  to  address  the  issue. 

Currently,  Volpe  has  about  600  full-time  equivalent  employees 
and  nearly  1,400  full-time  equivalent  contract  staff.  Why  is  it  nec- 
essary to  have  such  a  large  number  of  contractors? 

Mr.  John.  That  has  been  the  direction  that  we  have  been  going 
for  the  past  10  years.  Essentially,  the  number  of  FTE  or  the  num- 
ber of  civil  servants  at  the  Center  has  been  held  constant,  and  the 
demand,  the  places  where  we  can  apply  our  services — usefully 
apply  our  services,  that  demand  for  our  services  has  been  going  up. 
Aiid  in  order  to  flexibly  respond  to  these  needs  essentially  what  we 
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have  done  is  instituted  contractual  mechanisms  so  we  can  reach  a 
great  variety  of  contractors  on  the  outside. 

To  go  back  a  moment  in  terms  of  the  off-loading  question,  when 
funding  is  transferred  to  us  from  any  agency,  including  DOD,  we 
don't  ever  permit  the  agency  which  is  providing  us  the  funding  to 
tell  us  which  contractor  to  go  to.  We  always  have  a  competition. 

And  in  the  Levin  report  one  of  the  things  that  was  mentioned 
was  that  in  some  cases  an  agency  was  asking  centers  such  as  ours 
to  essentially  direct  procurements  to  certain  contractors.  We  have 
never  done  that.  And  if  the  question  comes  up  or  the  issue  comes 
up,  we  then  turn  away  the  work. 

But  I  think  the  direction  that  we  have  been  going  is  to  more 
guide  and  steer  work  and  essentially  serve  as  a  bridge  from  the 
government  and  our  government  clients  to  the  contracting  commu- 
nity. That  has  been  the  direction  we  are  going.  As  Ana  has  indi- 
cated we  are  going  to  now  rethink  whether  that  is  still  the  appro- 
priate direction  to  go  in. 

VOLPE  CENTER — ^PERCENTAGE  OF  DOT  WORK  CONTRACTED 

Mr.  Coleman.  What  criteria  will  you  use  in  determining  whether 
to  contract  out  a  project  or  undertake  a  project  with  in-house  re- 
sources? That  is  a  very  basic  question.  We  would  like  to  know  what 
those  criteria  are.  What  proportion  of  DOT  work  accepted  by  Volpe 
is  contracted  out? 

Mr,  John.  Approximately  75  to  80  percent  is  contracted  out.  But, 
we  have  approximately  500  projects  at  the  Volpe  Center. 

Mr.  Coleman.  Does  that  include  DOT  and  non-DOT? 

Mr.  John.  Yes,  sir.  There  are  about  500  projects. 

Mr.  Coleman.  What  portion  of  that  would  be  DOT? 

Mr.  John.  DOT  is  about  two-thirds  of  the  projects. 

Essentially,  there  are  500  projects  at  the  Center,  and  most  of  the 
contracting  occurs  in  some  of  the  major  programs,  the  major  dollar 
programs.  Where  indeed  we  may  be  putting  in  a  management  in- 
formation system  where  we  need  lots  of  software  engineers  we  will 
contract  for  that  particular  function  rather  than  having  that  work 
done  by  civil  servants. 

Mr.  Coleman.  What  you  are  saying  is  that  of  the  DOT,  there  are 
333  projects. 

Mr.  John.  Yes,  two-thirds  of  the  work. 

Mr.  Coleman.  About  75  percent  of  that  number  as  well  as  the 
total  then — 

Mr.  John.  Probably  about  that  order,  yes. 

Mr.  Coleman  [continuing].  Is  the  amount  that  is  contracted  out? 

Mr.  John.  Yes.  There  is  probably  a  higher  leverage  with  regard 
to  DOD  and  non-DOD  than  there  is  with  DOT  contracts.  The 
projects  are  not  contracted  out,  but  some  of  the  work  on  the 
projects  is  contracted  out. 

Mr.  Coleman.  Some  of  the  work.  Right. 

Ms.  Gutierrez.  I  think  that  needed  to  have  a  clarification.  Con- 
tracted or  managed  and  monitored  and  defined  in  many  cases  in- 
house. 

Mr.  John.  We  generally  do  the  front-end  planning  and  prepare 
the  work  statements  and  monitor  the  work.  And,  therefore,  we 
work  with  people  who  come  to  us  and  help  them  think  through 
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what  is  the  project  they  are  undertaking.  And  in  that  sense,  as  I 
mentioned  before,  I  do  think  we  are  helping  them  to  be  smarter 
buyers, 

VOLPE  CENTER  UNOBLIGATED  BALANCES 

Mr.  Coleman.  At  the  end  of  fiscal  year  1993,  the  Volpe  Center 
had  an  unobligated  balance  of  $184  million.  Unobligated  balances 
of  $180  million  and  $174  million  are  projected  for  the  end  of  fiscal 
years  1994  and  1995,  respectively.  What  are  the  reasons  for  those 
large  unobligated  balances? 

Mr.  John.  Those  balances  represent  work  in  progress  of  about  10 
months.  Basically,  this  was  one  point  where  we  disagreed  with  the 
IG. 

In  terms  of  that  backlog,  it  is  distributed  over  a  wide  number  of 
projects.  In  other  words,  when  we  receive  a  project  there  is  a  cer- 
tain amount  of  funding  assigned  or  allocated  to  that  project.  Once 
the  funding  comes  into  the  Center,  we  cannot  transfer  the  funding 
from  that  project.  So  when  you  are  talking  about  a  backlog,  there 
are  different  backlogs  for  each  of  these  500  projects  that  we  have 
in  the  Center.  The  integrated  value  of  that  is,  as  you  indicated, 
about  $180  miUion. 

Ms.  Gutierrez.  I  think  if  I  could  add — what  we  have  represented 
here  simply  is  that  projects  don't  come  neatly  packaged,  year-to- 
year  efforts,  and  it  is  important  to  be  able  to  have  some  flow  from 
one  year  to  another.  It  might  be  a  three-year  project. 

And  coming  from  the  private  industry  contracting  world,  that  is 
usually  the  way  that  you  have  to  make  sure  that  you  have  got  ade- 
quate resources  planned  over  a  multi-year  period.  This  allows  us 
to  have  that  link  from  one  year  to  another  so  that  people  do  con- 
tinue working  on  the  project  and  there  will  be  funding  ensured  for 
that. 

Mr.  Coleman.  We  understand  that  a  significant  share  of  new 
obligational  authority  received  by  Volpe  each  year  is  received  in  the 
last  half  of  the  fiscal  year.  Is  that  right? 

Mr.  John.  Actually,  looking  over  the  last  three  or  four  years,  in 
the  last  quarter,  we  received  about  30  to  35  percent  of  the  funding 
It  turns  out,  looking  historically  at  the  pattern,  funding  comes  in 
generally  in  the  first  quarter  and  generally  towards  the  last  quar- 
ter. 

In  this  particular  year,  to  follow  up  on  Ana's  point,  funding  from 
the  agencies  within  DOT  other  than  the  FAA  is  just  now  coming 
to  us. 

VOLPE  center  obligations 

Mr.  Coleman.  Are  the  modal  administrators  and  DOD  banking 
expiring  funds  at  the  Volpe  Center;  in  effect,  converting  single-year 
appropriations  that  might  otherwise  lapse  into  multi-year  funds? 

Mr.  John.  In  response  to  the  IG  and  that  question,  we  looked  to 
see  whether  the  funding  that  we  received  last  year--whether  we 
had  projects  under  way  and  whether  we  were  allocating  that  fund- 
ing, and  indeed  we  were.  So  all  the  funding  that  came  in  last  year, 
99  percent  of  it  involves  project  spending  now  under  way.  As  Ana 
has  indicated,  some  of  these  projects  last  more  than  a  year. 
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Mr.  Coleman.  It  would  be  good  for  you  to  give  us  a  breakdown 
of  that. 

The  Chairman  of  this  Subcommittee  has  instituted,  a  policy  for 
all  the  agencies  that  come  under  the  purview  of  this  Subcommittee. 
Our  concern  is  whether  dollars  that  we  know  are  really  necessary 
in  agencies  that  may  not  be  expended.  We  believe  that  funds  that 
will  actually  be  expended  in  the  fiscal  year  should  be  appropriated. 

I  think  that  is  a  majority  view  of  this  subcommittee.  Some  of  us 
will  fight  over  exact  amounts,  but  I  think  that  is  legitimate. 

I  would  like  an  analysis  of  that  by  your  office  for  the  record  so 
that  we  have  it  when  we  consider  the  budget. 

Ms.  Gutierrez.  We  will  be  happy  to  provide  that  for  you. 

[The  information  follows:] 

(Dollars  In  millions] 

Unobligated      *"!,'l'i"!)L2"       Percent  of 
Fiscal  year  authority         L„i,  „„        unobligated 

1991  $135.1  <$0.2  nil 

1992  179.0  <0.2  nil 

1993  173.0  0.2  0.14 

1994  183.8  '  0.8  0.46 

"As  of  3/31/94. 

PIPELINE  SAFETY — EDISON  EXPLOSION 

Mr.  Coleman.  All  right.  Let  me  move  on  to  another  area;  the 
Edison,  New  Jersey,  gas  pipeline  explosion. 

According  to  initial  reports,  the  likely  cause  of  last  month's  gas 
pipeline  explosion  may  be  a  small  gouge  in  the  pipe  caused  by  con- 
struction activity  nearby.  Would  you  provide  an  update  on  your  in- 
vestigation of  this  incident  and  the  actions  that  you  have  taken  so 
far? 

Ms.  Gutierrez.  I  would  be  happy  to. 

This,  again,  was  one  of  my  first  activities  with  RSPA.  I  was  able 
to  go  up  to  the  site  a  few  days  after  the  rupture,  and  it  really 
brought  to  mind  exactly  what  the  potential  danger,  the  threat  to 
safety,  that  this  kind  of  accident  can  bring  to  bear. 

We  have,  I  think,  taken  very  aggressive  action  as  a  result  of  the 
accident.  From  the  first  day,  we  had  issued  a  hazardous  facility 
order  that  specified  in  detail  what  kind  of  measures  the  Texas 
Eastern  pipeline  owners  had  to  take  before  anything  could  be 
brought  back  on  line.  We  have  been  working  closely  with  local  au- 
thorities as  well  as  with  State  representatives..  The  mayor  has 
been  very  actively  involved  with  the  whole  process. 

Our  primary  focus  was  to  look  at  what  could  be  done  to  test  the 
pipeline  immediately  and  to  ensure  that  there  was  no  potential  of 
another  rupture  nearby.  So  we  required  testing  and  uncovering  of 
the  pipeline  over  a  large  extent  to  make  sure  that  gouging  or  other 
external  damage  could  be  identified  in  the  site. 

After  several  of  these  initiatives — and  George  Tenley  can  prob- 
ably go  into  them  in  more  detail  if  you  would  like — ^the  pipeline  will 
be  back  in  service  on  Wednesday.  They  have  completed  the  tests 
that  we  had  required  as  well  as  those  requirements  by  the  mayor 
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to  provide  him  some  additional  time  to  be  able  to  make  the  public 
announcements  and  to  ensure  that  the  public  safety  was  addressed. 

Now,  that  is  not  it.  We  are  going  to  follow  up  with  an  extensive 
comprehensive  review  of  all  the  pipelines,  the  interstate  pipelines 
in  the  New  Jersey  area.  We  are  bringing  in  staff  from  our  other 
regional  offices.  We  have  set  up  a  temporary  office  there  to  carry 
out  their  in-depth  review,  and  we  are  going  to  look  at  particularly 
what  are  the  causes  of  this  kind  of  accident  that  relate  to  urban 
planning.  What  is  in  place  that  might  have  avoided  this  damage 
from  its  terrible  point  in  time? 

We  are  also  sponsoring  a  study  by  the  New  Jersey  Institute  of 
Technology  of  risks  and  identifying  appropriate  risk  reduction  ap- 
proaches. The  study  will  look  at  areas  that  have  become  heavily 
Copulated.  The  pipeline  might  have  been  laid  when  there  was  no- 
ody  living  around  in  the  area  and  all  of  a  sudden  you  now  have 
apartments  and  asphalt  plants  right  around  the  pipelines — and 
how  can  we  then  mitigate  the  risk  that  has  now  developed. 

Those  are,  I  would  say,  are  our  highlights  around  the  New  Jer- 
sey effort. 

We  are  also  planning  to  have  a  pipeline  safety  summit  that — 
hopefully,  end  of  June  or  early  July — where  we  could  bring  to- 
gether the  experts  on  all  the  issues  that  relate  to  pipeline  safety. 
Not  only  the  technical  experts  that  can  talk  to  us  about  the  con- 
struction of  a  pipeline,  the  maintenance  of  a  pipeline,  the  pigging, 
the  testing  of  it,  but  also  the  State  and  local  officials  that  have  very 
much  to  do  with  the  urban  encroachment  safety  issues  that  we  will 
have  to  address. 

I  would  like  to  turn  it  over  to  George,  if  you  have  any  specific 
questions  about  the  pipeline  or  in  addition  to  the  comments  that 
I  have  made. 

PIPELINE  SAFETY  RISK-BASED  MODEL 

Mr.  Coleman.  In  1990,  the  Office  of  Pipeline  Safety  developed  a 
risk-based  model  to  target  pipeline  inspections  to  the  highest  risk 
pipeline  operators,  such  as  those  with  a  history  of  violations,  and 
those  operating  in  high  population  and  in  environmentally  sen- 
sitive areas.  Since  you  will  be  shifting  additional  inspectors  to  New 
Jersey,  won't  this  action  undermine  the  integrity  of  your  pipeline 
inspection  program? 

Mr.  Tenley.  I  don't  think  so,  Mr.  Chairman.  This  accident  is  an 
opportunity  for  a  laboratory  look  at  all  of  the  issues  that  we  are 
concerned  about.  The  Acting  Administrator  mentioned  the  one 
about  pipeline  encroachment.  These  pipelines  are  in  populated 
areas  in  only  4  percent  of  their  locations  in  the  country,  but  in  New 
Jersey  39  percent  of  the  Texas  Eastern  pipelines  are  in  the  popu- 
lated areas. 

As  the  Committee  knows,  following  the  Colonial  accident  last 
year,  we  had  begun  to  put  more  emphasis  on  our  liquid  program, 
and  I  had  been  telling  the  gas  industry  that  they  should  be  aware 
that  some  day  their  Exxon  Valdez  may  come.  And  I  think  this  is 
a  wake-up  call  that  they  need  to  be  doing  more  on  their  pipelines. 
It  gives  us  an  opportunity  to  work  with  them  through  this  inves- 
tigation and  inspection  to  identify  the  kinds  of  risks  that  exist  in 
these  and  areas  to  take  actions.  There  is  no  question  that  we  are 
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putting  a  lot  of  resources  into  it,  but  I  expect  the  payoff  to  be  great 
as  well. 

PIPELINE  SAFETY — PANHANDLE  EASTERN  INSPECTION 

Mr.  Coleman,  The  pipeline  involved  in  that  explosion  was  oper- 
ated by  Panhandle  Eastern  Corporation.  I  noted  that  you  were 
quoted  in  the  New  York  Times  as  saying  that  the  Panhandle  East- 
ern Corporation  is  one  of  the  better  gas  transmission  companies  in 
the  United  States;  and  that  they  had  major  problems  in  1984,  1985 
and  1986,  but  those  problems  led  to  a  turnaround  of  the  company. 
Given  that  company's  previous  record  of  problems,  did  the  Office  of 
Pipeline  Safety  target  the  company's  operational  and  maintenance 
practices  for  review  under  your  pipeline  inspection  priority  pro- 
gram? 

Mr.  Tenley.  Much  had  been  done  with  this  operator  in  the  pe- 
riod 1985,  1986,  both  by  ourselves  and  in  conjunction  with  the  Ken- 
tucky pipeline  officials.  So  heading  into  the  late  1980s  and  early 
1990  we  had  a  good  indication  about  how  this  pipeline  had  been 
turned  around.  And  we  had  inspected  it  in  1987  coming  out  of 
those  investigations  and  again  in  1992. 

And  I  have  been  asked  the  question,  where  did  this  pipeline 
show  up  on  your  risk  ranking?  This  pipeline  was  not  ranked  as  one 
of  the  top  third  of  risks  in  the  eastern  region,  and  we  probably 
would  not  have  seen  this  pipeline  again  until  1996  at  the  earliest 
because  of  the  record  it  established  after  1986. 

Mr.  Coleman.  That  pipeline  was  last  inspected  using  an  internal 
inspection  seven  years  ago  as  I  understand  it. 

Mr.  Tenley.  That  is  correct. 

Mr.  Coleman.  By  the  Panhandle  Eastern  Corporation. 

Mr.  Tenley.  Correct. 

Mr.  Coleman.  Have  you  analyzed  the  results  of  that  inspection? 

Mr.  Tenley.  We  are  doing  that  right  now.  We  will  be  doing  a 
more  in-depth  evaluation.  Our  preliminary  indication  is  that  this 
damage  was  not  indicated  on  that  pig,  but  again 

Mr.  Coleman.  When  you  say  "that  pig",  would  you  describe  what 
you  mean? 

Mr.  Tenley.  The  pig  was  a  corrosion  pig  that  can  measure  loss 
of  wall  in  the  pipe.  And  while  it  is  directed  at  corrosion-based  loss 
of  wall,  it  can  also  find  other  anomalies.  And  I  did  see  the  gouge 
that  arguably  led  to  this  failure,  and  one  of  the  things  that  we  are 
going  to  want  to  find  out  is  should  that  gouge  have  been  picked  up 
by  that  pig.  But  it  is  going  to  take  a  much  more  in-depth  analysis 
than  we  have  been  able  to  do  to  date. 

Mr.  Coleman.  Did  that  inspection  identify  any  abnormalities  in 
the  pipeline  that  were  not  corrected  by  the  company? 

Mr.  Tenley.  As  of  our  initial  reading,  no,  it  did  not. 

PIPELINE  SAFETY — PIGGING  RULE 

Mr.  Coleman.  The  1992  Pipeline  Safety  Act  requires  the  agency 
to  issue,  by  October  of  1995,  a  final  regulation  that  would  require 
the  periodic  inspection  of  certain  gas  pipelines  in  high  density  pop- 
ulation areas  using  smart  pigs,  or  equivalent  inspection  methods. 
If  this  regulation  had  been  in  place  or  a  regulation  that  anticipated 
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requiring  a  more  recent  inspection  by  a  pigging  device,  could  the 
New  Jersey  explosion  have  been  avoided? 

Mr.  Tenley.  Again,  we  don't  know  that  yet.  For  the  purposes  of 
building  a  regulation  under  the  requirements  of  that  law,  this  will 
be  relevant  information,  but  we  just  don't  know  yet. 

Mr.  Coleman.  Do  you  think  that  will  delay  the  rulemaking? 

Mr.  Tenley.  No,  I  do  not. 

Mr.  Coleman.  What  is  the  status  of  it? 

Mr.  Tenley.  We  had  a  requirement  in  the  1988  reauthorization 
act,  which  is  a  precursor  to  the  pigging  requirements  in  the  1992 
reauthorization  act,  that  requires  all  new  and  replaced  pipelines  to 
be  made  "piggable"  or  capable  of  accepting  an  internal  inspection 
device.  That  final  rule  is  being  published  in  the  Federal  Register 
today,  and  now  we  can  get  on  with  the  issue  of  requiring  periodic 
inspections  in  the  two  locations  that  you  mentioned. 

PIPELINE  SAFETY — INSPECTIONS 

Mr.  Coleman.  Last  year,  the  Office  of  Pipeline  Safety  allocated 
a  significant  amount  of  resources  to  investigate  the  Colonial  spill 
in  Virginia.  As  a  result,  previously  scheduled  inspections  in  the 
Eastern  region  were  not  conducted.  This  year,  you  are  shifting  in- 
spector personnel  to  New  Jersey  and,  I  suspect,  as  a  result,  other 
high-risk  pipelines  may  not  be  inspected.  Would  that  be  a  fair 
statement? 

Mr.  Tenley.  We  are  committed  to  making  all  of  our  high-risk  in- 
spections, and  we  will  bring  in  inspectors  from  other  areas  if  nec- 
essary to  mEike  sure  that  we  see  the  top  third  of  pipelines  in  the 
eastern  region. 

Mr.  Coleman.  While  no  one  disputes  the  seriousness  of  that  acci- 
dent in  New  Jersey,  one  might  argue  that  the  pipeline  safety  pro- 
gram is  lurching  from  one  crisis  to  another.  Those  inspectors  that 
you  may  pull  off  from  the  west  or  the  south  or  somewhere  else  then 
may  all  have  to  return  to  another  accident.  Is  it  a  fair  statement 
to  say  that  it  appears  that  you  are  lurching  from  one  crisis  to  an- 
other? 

If  that  statement  is  a  valid  one,  then  should  we  make  a  con- 
certed effort  to  request  and  indeed  demand  additional  personnel  to 
do  the  job,  and  to  address  the  backlog  of  pipeline  regulatory  man- 
dates? Do  we  have  a  backlog  of  mandates? 

Mr.  Tenley.  Yes,  sir.  We  do. 

Mr.  Coleman.  Should  we  make  additional  demands  on  the  Amer- 
ic2in  people  or  let  them  put  into  their  analysis  of  delineating  prior- 
ities in  this  country  that  we  should  conduct  safety  inspections  and 
anticipate  emerging  safety  issues  and  needs? 

Mr.  Tenley.  I  would  say  a  couple  of  things. 

First  of  all,  the  program  that  I  am  the  head  of  is  in  transition, 
both  with  respect  to  resources  but  also  with  respect  to  demands. 
This  program  was  not  known  or  had  any  impact  up  until  1988. 
And,  since  1988,  we  have  been  brought  lacking  and  screaming,  if 
you  will,  into  the  latter  half  of  the  20th  century.  And  I  think  right 
now,  with  the  accident  in  Fairfax  County  last  year  and  this  acci- 
dent, we  need  to  understand,  as  the  Acting  Administrator  said,  risk 
management.  We  have  to  sell  the  concept  of  risk  management,  we 
have  not  done  that  previously  for  a  number  of  reasons. 
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Our  data  has  been  inadequate.  We  did  not  have  the  right  skill 
mix  of  people  to  do  that.  We  are  beginning  to  build  that  skill  mix. 
But — this  may  seem  ludicrous,  but  I  think  we  have  had  too  large 
a  focus  up  front  on  inspection  and  not  enough  focus  on  how  we  are 
going  to  run  the  program  correctly  and  how  we  are  going  to  take 
on  these  mandates.  How  are  we  going  to  avoid  mandates? 

One  of  the  issues  is  that  the  NTSB  and  the  Congress  have  felt — 
and  I  am  not  saying  incorrectly  so — that  they  needed  to  put  on  our 
plate  what  we  needed  to  have  on  our  plate.  We  couldn't  do  it  be- 
cause we  didn't  have  the  wherewithal  to  do  it. 

We  are  tr3dng  to  transition  away  from  the  past,  with  mandates 
that  were  not  our  own,  to  the  future,  which  is  a  pipeline  program 
based  upon  our  own  assessments  of  risk. 

So  I  can't  tell  you  this  is  the  right  number  of  people.  I  have  al- 
ways answered  a  question  like  this  their  way:  Well,  if  you  gave  me 
another  500  inspectors  tomorrow  to  inspect  pipelines,  that  would 
not  necessarily  mean  my  program  is  running  any  better.  I  would 
have  to  have  a  different  mix  of  skills  than  just  inspectors. 

I  don't  want  to  get  ahead  of  the  President's  budget.  We  are  ask- 
ing for  three  more  people.  But  we  have  to  do  a  better  job  of  getting 
data  and  using  that  data  well.  And  I  think  that  is  just  as  impor- 
tant. So  I  think  next  year  or  the  year  after  I  would  be  in  a  position, 
or  the  Acting  Administrator  would  be  in  a  position,  to  say  to  you 
that,  based  on  our  assessment  of  what  has  happened  in  the  last 
year  or  two  years,  this  is  what  we  think  the  appropriate  program 
level  ought  to  be. 

Mr.  Coleman.  Earlier,  you  said  that  if  RSPA  inspectors  were 
there  when  the  pipeline  is  put  in  the  ground,  there  are  huge  ad- 
vantages. 

Mr.  Tenley.  That  is  correct. 

Mr.  Coleman.  The  additional  three  people  won't  help  you  do 
that. 

Mr.  Tenley.  The  additional  three  people,  in  conjunction  with 
contracted  services  that  we;  have  requested,  will  begin  to  tell  us 
just  what  can  be  gained  by  being  in  the  ditch  and  if  contracting  is 
the  right  way  to  go  or  whether  we  need  a  few  more  people  to  go 
with  that. 

We  had  an  accident  in  the  central  region  and,  based  upon  what 
we  are  able  to  learn  from  that  accident,  we  were  able  to  go  into 
Long  Island,  New  York,  and  find  the  same  contractor  doing  the 
same  problem,  and  we  were  able  to  have  it  corrected.  So  we  had 
a  payoff  from  being  in  the  ditch. 

PIPELINE  SAFETY  PROGRAM  TRANSITION 

Mr.  Coleman.  You  said  that  you  were  in  transition.  Would  you 
explain  that  to  me?  You  did  in  a  sense,  but  I  am  interested  in  the 
timeframes  and  more  specifics. 

Mr.  Tenley.  You  cited  the  accidents  of  this  operator  in  Edison, 
New  Jersey,  and  Kentucky  back  in  1984  and  1985.  At  that  time, 
our  program  was  very  small.  We  had  few,  if  any,  legislative  man- 
dates. We  were  working  on  a  host  of  some  long-standing  NTSB  rec- 
ommendations, but  we  were  basically  a  sleepy  little  program,  a 
very  small  budget.  We  were  not  meeting  the  grant  mandates  of  50 
percent  funding  for  the  States. 
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We  had  the  accidents  in  Kentucky.  Then  we  had  an  accident  in 
Minnesota  in  July  of  1986  which  killed  a  mother  and  her  daughter. 
And  based  upon  some  very  strong,  aggressive,  committed  efforts  of 
Members  of  Congress  from  Minnesota,  the  pipeline  safety  program 
was  brought  to  national  prominence.  That  prominence  was  based 
upon  a  series  of  legislative  mandates. 

There  were  10  mandates  in  the  1988  reauthorization,  but  there 
were  no  concomitant  increases  in  resources  for  my  program  in 
order  to  meet  those  mandates.  So  we  were  found  wanting  because 
the  mandates  were  rising,  and  we  were  not  producing.  And  today 
we  have  still  not  produced  some  of  the  rulemakings,  some  of  the 
less  significant  ones,  coming  out  of  the  1988  act. 

We  then  come  to  1990.  After  the  Exxon  Valdez  accident  in  1989 
the  Oil  Pollution  Act  is  passed.  And  Chairman  Tauzin  sponsored 
legislation  to  improve  the  inspection  of  pipelines  on  offshore  areas. 
And  we  had  the  Pipeline  Safety  Reauthorization  Act  of  1992. 

Over  that  period  of  time,  to  take  on  those  mandates,  the  percent- 
age increases  we  received  were  95  percent  in  the  inspection  side 
and  very  little  in  the  program  side.  So  I  had  no  environmental  en- 
gineers. I  had  no  economists. 

So  it  has  been  difficult  to  build  the  skill  base  in  order  to  get  us 
to  where  we  want  to  be,  which  is  ahead  of  the  curve.  And  I  think 
we  have  a  model  that  we  are  working  on,  a  risk  assessment  model, 
which  will  say,  for  example,  why  corrosion  should  be  at  the  top  and 
why  abandoned  offshore  pipelines  should  be  at  the  bottom.  But 
until  we  have  that  rational  basis,  we  are  subject  to  the  criticism 
that  we  don't  know  what  is  out  there  and  we  don't  know  what  to 
do  with  it  and  we  don't  have  the  wherewithal  to  do  it, 

Mr.  Coleman.  Can  we  solve  that? 

Mr.  Tenley.  We  can  solve  it  in  a  couple  of  ways.  And  the  first 
way,  I  think,  is  in  next  year's  reauthorization.  If  we  could  get  some 
breathing  room  from  the  Congress  and  be  free  of  more  mandates — 
and  we  are  working  very  well  with  Hill  staff.  We  are  fortunate  that 
the  committee  staffs  that  we  work  with  are  very,  very  supportive 
of  our  efforts.  They  work  very  closely  with  us.  If  we  can  get  that 
breathing  space  in  the  next  reauthorization  and  have  our  risk 
model  come  into  being  at  the  end  of  this  year,  I  think  we  have  a 
real  opportunity. 

I  know  that  you  mentioned  the  point  about  the  concerns  of  the 
local  citizenry.  I  think  we  have  a  huge  education  job  to  do  in  the 
Department  of  Transportation  on  pipelines,  both  within  the  De- 
partment and  outside  the  Department  among  States. 

The  Acting  Administrator  mentioned  the  problem  of  encroach- 
ment on  pipelines.  The  citizens  in  New  Jersey  are  upset  about  this, 
and  they  are  concerned  about  the  pipeline  going  back  into  service 
on  Wednesday. 

When  this  pipeline  was  laid,  these  apartments  were  not  there. 
There  was  nothing  in  this  area.  These  apartments  were  not  within 
300  yards  of  a  pipeline.  They  are  there  today.  They  are  not  there 
by  virtue  of  anything  my  program  did  or  didn't  do  or  the  Depart- 
ment of  Transportation  did  or  didn't  do.  Local  land  use  planners  al- 
lowed that  development. 

So  it  gets  into  the  issue  of  how  much  risk  is  the  American  public 
willing  to  accept.  But  in  accepting  that  risk,  they  have  to  know 


654 

what  is  there.  We  have  to  do  a  better  job  of  teUing  them  about 
pipelines. 

Are  they  safe?  Yes,  they  are.  What  are  the  problems?  How  do  you 
solve  the  problems?  What  are  we  doing  to  nx  the  problems?  And 
it  is  a  message  that  I  am  trying  to  take  to  the  industry  as  well  as 
the  States. 

SANITARY  FOOD  TRANSPORTATION  ACT 

Mr.  Coleman.  I  think  you  are  right.  We  have  to  at  least  make 
sure  that  they  are  advised  of  the  risks. 

It  is  like  getting  a  medical  treatment.  As  long  as  you  know  that 
there  are  risks  involved,  I  think  those  are  legitimate  decisions  for 
individuals  to  make,  just  like  the  location  of  the  apartments  in 
New  Jersey. 

I  agree.  I  think  that  is  the  direction  to  go.  I  appreciate  your  an- 
swers. 

Let  me  move  to  the  Sanitary  Food  Transportation  Act  of  1990. 
It  calls  for  the  Secretary  of  Transportation  to  issue  regulations  that 
promote  the  safe  transportation  of  food  products. 

In  May,  1993,  RSPA  proposed  new  regulations  to  implement  the 
Sanitary  Food  Transportation  Act  and  requested  $150,000  to  imple- 
ment SFTA  in  fiscal  year  1994.  However,  your  fiscal  year  1995 
budget  proposes  no  funding  to  implement  the  regulations.  Could 
you  give  us  an  explanation  for  what  appears  to  be  a  dramatic  posi- 
tion shift? 

Ms.  Gutierrez.  The  way  that  we  have  viewed  our  responsibil- 
ities in  the  Sanitary  Food  and  Transportation  Act  is  that  we  basi- 
cally have  a  part  of  the  problem  rather  than  the  total  problem  be- 
fore us.  And  looking  at  it  as  just  one  section  of  the  total  harvest 
to  table,  I  think,  put  a  requirement  on  our  transportation  which  is 
not  within  really  our  core  mission.  There  are  other  agencies  that 
are  looking  at  that  total  harvest-to-table  approach  for  ensuring 
that  food  that  reaches  our  table  is  not  contaminated. 

As  we  looked  at  the  requirements  of  the  act  and  we  went  out 
with  a  notice  for  rulemaking  and  we  have  been  in  touch  with  in- 
dustry— ^we  have  also  been  heavily  involved  with  the  other  agen- 
cies, FDA,  Agriculture,  to  understand  better,  because  this  really 
has  been  outside  our  normal  purview  of  dealing  with  hazardous 
materials — we  have  come  to  the  conclusion  that  the  authority  does 
lie  and  perhaps  really  belongs  with  the  other  agencies  to  carry  out 
the  full  mandate. 

When  we  reviewed  all  of  the  programs  and  were  looking  to  make 
some  tough  choices,  this  is  the  one  that  we  felt  if  we  could  elimi- 
nate one  of  our  programs  this  would  be  the  one  that  we  would  put 
forward. 

I  looked  at  the  records  from  previous  committees  last  night,  and 
I  went  back  two  or  three  years,  and  I  think  that  SFTA  has  been 
part  of  the  discussion  with  this  Committee  for  several  years  with 
this  concern  of  this  the  best  place  to  deliver  this  kind  of  oversight 
for  food  contamination. 

Since  we  have  raised  the  issue  there  have  been  some  concerns 
raised  in,  indeed,  whether  it  is  now  the  point  in  time  when  we 
should  go  forth  with  repeal  or  do  we  need  to  look  at  maybe  there 
is  some  additional  legislation  that  is  necessary  to  ensure  that  the 
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authorities  are  there  in  the  other  agencies.  We  have  been  working 
very  closely  with  the  other  agencies  and 

Mr.  Coleman.  Specifically,  the  Department  of  Agriculture? 

Ms.  Gutierrez.  The  Department  of  Agriculture  and  FDA. 

Mr.  Coleman.  The  Chairman  of  the  Agriculture  Subcommittee 
just  came  in.  I  thought  it  might  be  good  to  point  out.  What  has 
been  the  view  of  the  Department  of  Agriculture  toward  this  par- 
ticular regulation — 

Ms.  Gutierrez.  Specifically 

Mr.  Coleman.  Does  the  Agriculture  Department  believe  that 
backhauling  is  really  not  a  problem?  Do  they  happen  to  agree?  Tell 
me  about  those  discussions  with  the  Department  of  Agriculture. 

Ms.  Gutierrez.  The  basis  for  coming  up  with  the  legislation  for 
backhauling — as  we  have  looked  into  the  data  we  have  not  found 
that  it  is  a  significant  problem. 

Mr.  Coleman.  Significant  problem. 

Ms.  Gutierrez.  Our  discussions  lately  have  been  with  indeed 
how  we  ensure  that  the  transportation  piece  of  that  harvest-to- 
table  is  inspected,  is  taken  care  of  And  our  discussions  with  Agri- 
culture have  been  how  can  you  at  your  points  of  involvement  better 
check  at  the  point  at  which  food  is  either  loaded  into  the  truck  or 
unloaded  off  the  truck.  Is  that  a  better  point  at  which  to  inspect? 
And  there  still  is  some  dialogue  that  has  to  take  place. 

I  would  like  maybe  to  ask  the  Associate  Administrator  for  Haz- 
ardous Materials,  who  has  been  involved  with  this  for  a  longer 
time  than  I  have  been,  to  add  some  clarification  of  the  role  of  Agri- 
culture. 

Mr.  Roberts.  First,  Mr.  Coleman,  I  would  answer  that  in  last 
year's — hearing  record  at  page  943^I!hairman  Carr  indicated  the 
subcommittee  is  not  a  fan  of  SFTA,  and  you  might  characterize 
that  we  have  not  been  a  fan  of  the  Sanitary  Food  Act  either. 

Reading  the  legislation  literally,  we  recognized  right  from  the  be- 
ginning that  it  would  be  a  very  onerous  regulatory  regime  were  we 
to  implement  it  to  its  fullest  extent.  Our  attempt  has  been  to  im- 
plement a  reasonable  and  appropriate  set  of  regulatory  standards 
that  would  accomplish  the  basic  intent  of  the  legislation. 

Last  year,  we  issued  the  rulemaking.  We  held  two  public  hear- 
ings, and  we  have  received  numerous  comments.  I  have  been  in  the 
hazardous  materials  business  30  years,  and  I  have  never  seen  any- 
thing like  this  in  terms  of  a  regulatory  sense.  We  are  dealing  with 
a  whole  new  potential  regulated  population. 

In  the  HAZMAT  area,  we  estimated  that  we  have  34  different 
trade  organizations  that  we  were  dealing  with.  In  the  food  industry 
there  are  over  400.  And  a  vast  amount  of  our  staff  resources  have 
gone  to  dialoguing  with  many  of  these  different  trade  organiza- 
tions, and  we  have  received  numerous  comments,  all  of  which  start 
out  commending  the  Department  for  its  effort,  and  then  several 
pages  of  comments  on  the  howevers,  citing  the  problems  with  each 
of  the  rule  making  proposals  that  we  have  published  to  date. 

The  farming  community,  the  co-ops,  the  agribusinesses,  all  types 
of  people  have  participated  in  this  proceeding  and  have  come  to  our 
hearings  with  constructive  points  of  view,  how  we  should  address 
the  SFTA  issue. 
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But,  right  now,  we  are  looking  at  the  possibihty  of  adopting  a 
final  rule  and  putting  it  into  place.  We  have  some  really  serious 
problems  as  to  whether  it  is  necessary  in  the  interest  of  the  food 
safety  system. 

Looking  at  where  the  interface  is — the  key  interface  is  at  the 
loading  point,  the  interface  is  the  producing  plant  or  the  warehouse 
or  the  facility  where  the  material  is  loaded  into  the  vehicles,  and 
there  is  a  large  cadre  of  inspection  personnel  at  many  of  those  fa- 
cilities. 

Mr.  Coleman.  Is  that  mainly  FDA? 

Mr.  Roberts.  Mainly  FDA.  There  are  several  thousand  inspec- 
tion personnel,  and  it  has  been  stated  that  they  do  look  at  trans- 
portation equipment  as  an  adjunct  to  their  basic  responsibilities, 
but  we  haven't  been  able  to  identify  any  serious  problems. 

In  the  food  industry,  one  of  the  local  very  large  firms  that  you 
might  call  a  "giant"  firm,  will  not  just  accept  packages  that  come 
in  that  are  stained.  So  the  industry  is  very  self-regulating  in  the 
sense  of  that  type  of  operation. 

So  the  question  is,  who  are  we  addressing  ourselves  to?  There  is 
an  old  adage  that  a  regulation  is  a  solution  to  the  problem — ^we 
have  not  been  able  to  identify  a  specific  problem  that  we  should  ad- 
dress, and  this  has  been  part  of  our  problem. 

Mr.  Coleman.  Are  you  still  having  discussions  with  the  FDA  and 
HHS? 

Mr.  Roberts.  The  law  exists.  The  law  is  on  the  books.  We  have 
an  open  rulemaking  proceeding.  We  are  dialoguing  with  the  other 
agencies  and  have  been  as  recently  as  yesterday.  We  are  attempt- 
ing to  come  up  with  an  appropriate  solution  to  this  matter, 

Ms.  Gutierrez.  And  our  intent  is  to  do  that  very  quickly. 

Mr.  Coleman.  Your  budget  request  includes  a  reduction  of  5 
FTEs  based  on  an  assumption  that  SPTA  would  be  repealed.  If  the 
law  is  not  repealed,  are  you  going  to  seek  personnel  from  other 
agencies?  If  so,  which  ones?  Which  agencies  will  carry  out  the  re- 
quirements of  the  act  if  it  is  not  repealed? 

Ms.  Gutierrez.  That  is  part  of  the  discussions  that  we  will  be 
having  with  the  interagency  group.  We  need  to  clarify  that.  There 
are  some  proposals  being  considered  where  there  would  be  no  fund- 
ing requirement  for  us  to  carry  out  the  requirements  of  the  act 
until  such  time  as  we  can  either  propose  some  improved  legislation 
or  we  come  up  to  what  perhaps  is  a  better  solution. 

Mr.  Coleman.  There  is  one  other  thing  that  ought  to  happen, 
and  probably  you  are  as  aware  of  it  as  anybody. 

I  can  remember  being  an  assistant  prosecutor  many,  many  years 
ago.  The  state  legislature  passed  a  criminal  statute  that  made  it 
next  to  impossible  to  administer  it  if  you  followed  the  letter  of  the 
law.  The  persons  that  were  actually  in  the  best  place  to  let  the  leg- 
islature know  when  they  made  a  mistake  were  those  of  us  at  that 
level,  usually  the  last  prosecuting  office  in  the  courthouse,  because 
we  were  the  ones  that  had  to  make  sense  of  it  and  make  it  work. 

I  would  say  that,  even  without  repeal,  you  should  probably  ad- 
vise. The  process  calls  for  us  to  ask  you  how  a  statute  needs  to  be 
modified  so  you  can  effectively  and  economically  administer  the 
thrust  of  the  legislation. 
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Now  there  will  always  be  those  who  don't  like  the  legislation.  If 
it  passed  and  became  law,  we  are  going  to  enforce  it.  That  is  the 
way  it  is. 

But,  you  need  to  advise  us  about  how  to  make  it  workable,  pro- 
vided that  the  thrust  of  that  legislation  is  still  felt  important 
enough  by  the  American  people. 

So  all  I  am  saying  is  that  I  you  need  to  advise  us,  even  if  the 
law  is  not  repealed,  about  how  it  needs  to  be  modified.  That  should 
be,  in  my  view,  a  part  of  your  discussions,  too.  If,  in  fact,  we  believe 
that  a  strong  enough  case  can  be  made  that  the  industries  them- 
selves are  self-policing  sufficiently  and  adequately,  then  perhaps 
we  should  repeal  the  law.  I  have  no  problem  with  those  kinds  of 
reviews.  As  you  pointed  out,  the  Committee  has  more  or  less  taken 
that  view  anyway. 

On  the  other  hand,  short  of  repeal,  let's  talk  about  how  we  can 
make  the  law  workable.  I  think  that  is  advice  that  you  are  not  giv- 
ing us.  It  would  be  wrong  for  anyone  participating  in  this  process 
to  say  we  don't  want  that  advice.  Quite  the  contrary.  We  not  only 
want  it,  we  need  it.  I  would  appreciate  your  doing  that.  Feel  free 
to  communicate  with  us  and  the  staff. 

I  have  no  other  questions  other  than  the  ones  that  I  will  submit 
for  the  record. 

With  respect  to  university  research  centers,  one  issue  I  have 
been  following  is  the  inclusion  of  minority  institutions  within  re- 
search initiatives.  I  have  been  particularly  interested  in  the  activi- 
ties of  historically  Black  colleges  and  universities  as  well  as  His- 
panic-serving institutions.  Please  describe  whether  minority  insti- 
tutions have  participated  in  current  RSPA  programs. 

[The  information  follows:] 

In  the  three  years  since  the  university  research  program  was  transferred  to  RSPA 
from  the  Office  of  the  Assistant  Secretary  for  PoHcy,  RSPA  has  had  no  opportunity 
to  change  the  number  or  identity  of  grantees  except  through  the  award  of  grants 
to  those  universities  identified  by  name  in  the  authorizing  legislation. 

Ten  regional  University  Transportation  Centers  were  selected  in  1988  after  a  na- 
tionwide competition.  To  be  eligible  for  an  award,  a  prospective  grantee  had  to  dem- 
onstrate that  it  met  the  minimum  criteria  set  forth  in  the  language  of  the  statute. 
In  nine  of  the  ten  regions,  the  grant  for  establishment  of  a  University  Transpor- 
tation Center  was  awarded  to  a  single  university  on  behalf  of  a  consortium.  (The 
sole  exception  was  Region  9,  where  the  award  went  to  the  Regents  of  the  University 
of  California  on  behalf  of  several  members  institutions.)  Several  of  these  consortia 
include  a  Historically  Black  College  or  University  and/or  a  Hispanic  institution. 

The  Intermodal  Surface  Transportation  Efficiency  Act  of  1991  created  a  new  pro- 
gram of  five  University  Research  Institutes  involving  nine  named  universities. 
Three  of  these  universities  are  minority  institutions. 

Mr.  Coleman.  What  are  future  plans  in  this  regard? 
[The  information  follows:] 

The  ten  regional  university  transportation  centers  will  undergo  a  recompetition  in 
1994.  Any  minority  institution  that  satisfies  the  statutory  eligibility  requirements 
may  apply.  We  expect  that  some  applicants  will  choose  to  form  consortia  that  in- 
clude HBCUs  and/or  Hispanic  institutions,  as  has  been  done  in  the  past. 

Mr.  Coleman.  Please  describe  outreach  efforts  to  include  minor- 
ity institutions. 

[The  information  follows:] 

Several  of  the  regional  university  transportation  centers  are  made  up  of  a  consor- 
tium of  schools  that  includes  minority  institutions.  All  centers  operate  some  form 
of  outreach  activities  to  minority  faculty  and  students  from  within  their  respective 
regions.  In  addition,  the  Intermodal  Surface  Transportation  Efficiency  Act  of  1991 
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created  a  new  university  transportation  center  located  at  a  historically  Black  uni- 
versity. This  center  is  specifically  charged  by  statute  to  accelerate  the  involvement 
and  participation  of  minority  individuals  and  women  in  transportation-related  pro- 
fessions. 

Mr.  Coleman.  Please  detail  which  historically  Black  colleges  and 
universities  and  Hispanic-serving  institutions  are  currently  in- 
volved in  RSPA  programs. 

[The  information  follows:] 

At  the  present  time,  the  nineteen  university  grants  under  RSPA's  management 
include  participation  by  five  Historically  Black  Colleges  and  Universities  and  three 
Hispanic-serving  institutions.  Participating  school  are  listed  below,  along  with  their 
affiliation  under  either  the  University  Transportation  Centers  (UTC)  or  University 
Research  Institutes  (URI)  Program. 

HISTORICALLY  BLACK  COLLEGES  AND  UNIVERSITIES 

Central  State  University  (UTC  consortium  member). 

Florida  A&M  University  (URI  consortium  member). 

Morgan  State  University  (UTC  grantee). 

Nortii  Carolina  A&T  State  University  (URI  grantee). 

North  Carolina  A&T  State  University  (UTC  consortium  member). 

Texas  Southern  University  (UTC  consortium  member). 

HISPANIC-SERVING  INSTITUTIONS 

Florida  International  University  (URI  consortium  member). 
University  of  Puerto  Rico  (UTC  consortium  member). 
University  of  the  Virgin  Islands  (UTC  consortium  member). 

RSPA's  BUDGET  INCREASE 

Mr.  Coleman.  RSPA's  fiscal  year  1995  request  of  $60  million 
represents  an  increase  of  9.4  percent  over  the  fiscal  year  1994  en- 
acted budget.  RSPA  would  receive  the  second  largest  percentage  in- 
crease within  the  Department,  after  the  Federal  Railroad  Adminis- 
tration. In  absolute  terms,  RSPA'S  fiscal  year  1995  request  is  an 
increase  of  $5.2  million  over  the  fiscal  year  1994  enacted  budget. 

Ms.  StoU,  when  several  of  the  other  modal  administrations  would 
receive  fewer  funds  in  fiscal  year  1995  under  the  Department's 
budget  request  than  in  the  current  fiscal  year,  why  did  the  admin- 
istration determine  that  RSPA  should  receive  a  larger  increase  this 
year? 

[The  information  follows:] 

The  Department  asked  each  operating  administration  to  review  its  programs  and 
identify  low  priority  areas  that  could  be  cut  back  or  eliminated  and  high  priority 
areas  that  must  be  protected  or  enhanced.  Such  analysis  does  not,  by  definition, 
produce  uniform  results.  It  is  also  misleading  to  focus  on  percentage  growth  across 
all  modes,  since  small  dollar  increases  in  small  organizations  Uke  RSPA  become 
large  percentage  increases.  In  RSPA,  the  increase  is  driven  by  additional  funds  re- 
quested to  strengthen  the  Pipeline  Safety  account.  In  this  account,  user  fees  are 
available  to  offset  any  increases  in  discretionary  spending.  That  is  an  advantage 
RSPA  has  over  other  accounts. 

MAJOR  BUDGET  INCREASES 

Mr.  Coleman.  Within  the  RSPA  budget,  the  research  and  tech- 
nology program  and  the  office  of  emergency  transportation  are  sin- 
gled out  for  substantial  funding  increases  of  over  50  percent.  Why 
does  RSPA  accord  these  activities  as  particularly  high  priorities? 

[The  information  follows:] 

Over  the  past  decade,  the  United  States  has  suffered  an  ever  increasing  number 
of  natural  disasters.  This  trend  culminated  in  the  three  costliest  disasters  in  Amer- 
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ican  history  in  a  mere  two  years — Hurricane  Andrew,  the  Midwest  floods,  and  the 
Northridge  earthquake — affecting  the  Nation  from  coast  to  coast.  In  addition,  we  en- 
gaged in  the  most  intense  foreign  conflict  in  a  quarter  century.  Operation  Desert 
Storm.  Transportation  is  absolutely  fundamental  to  the  support  of  our  citizens  af- 
fected by  these  emergencies,  whether  they  are  the  tragic  victims  of  disaster  or  brave 
soldiers  under  enemy  fire.  Recognizing  transportation's  critical  role.  Secretary  Pena 
has  committed  both  himself  and  the  Department  to  proactively  assist  our  "cus- 
tomers," an  initiative  he  terms  "putting  people  first  in  disasters."  Within  DOT,  prin- 
cipal responsibility  for  crisis  management  rests  with  RSPA's  Office  of  Emergency 
Transportation.  The  office  plans  for  the  Department's  response  to  major  emergencies 
and,  when  an  emergency  strikes,  manages  that  intensive  response.  Yet,  elements  of 
the  program  are  obsolete,  reflecting  years  of  neglect  and  low  priority.  The  1995 
budget  proposes  to  begin  a  process  to  correct  these  deficiencies  and  enable  swift  and 
effective  response.  President  Clinton  and  Secretary  Peiia  have  demonstrated  their 
commitment  to  the  critical  role  the  Federal  Government  must  play  in  disasters.  Ef- 
fective transportation  services  is  absolutely  essential  to  meeting  their  commitments. 
This  high  priority,  even  in  a  period  of  declining  Federal  budgets,  insures  that  the 
Department  can  perform  its  essential  relief  and  recovery  mission.  To  do  less  would 
risk  failure  in  the  face  of  crisis,  jeopardizing  both  the  victims  of  national  disaster 
and  our  Nation's  global  security. 

RSPA  ASSESSMENT  OF  PROGRAM  INVESTMENTS 

Mr.  Coleman.  Given  RSPA's  diverse  and  multi-modal  respon- 
sibilities, how  does  RSPA  determine  the  relative  value  of  invest- 
ments in  such  disparate  activities  as  emergency  transportation  co- 
ordination, research  and  technology,  hazardous  materials  safety 
and  pipeline  safety?  How  do  you  assess  their  relative  merits  and 
risks  in  what  would  appear  to  be  an  apples  and  oranges  type  of 
comparison? 

[The  information  follows:] 

RSPA  determines  the  relative  value  of  investments  by  following  the  Secretary's 
strategic  plan  in  terms  of  unifying  our  workforce.  The  strategic  plan  outlines  seven 
goals  in  which  RSPA  has  a  lead  part  or  simply  interacts  with  other  modal  adminis- 
trations. For  example.  Goal  6.3,  ensuring  that  disaster  relief  efforts  restore  mobility 
and  commerce  to  users  in  an  effective  and  efficient  manner.  This  particular  goal, 
RSPA  has  taken  the  lead  within  the  department  by  coordinating  all  transportation 
response  activities  by  working  with  all  modal  components  during  a  natural  disaster. 

Another  example,  Goal  3.2,  focuses  on  implementing  the  Global  Positioning  Sys- 
tem (GPS)  as  the  world's  standard  in  the  air,  on  land,  and  over  water.  RSPA's  Office 
of  Hazardous  materials  Safety  in  ensuring  the  safety  of  the  transportation  of  haz- 
ardous materials,  has  taken  the  lead  in  tracking  hazardous  materials  shipments  via 
GPS.  RSPA  has  found  that  this  departmental  document  is  useful  in  focusing  on 
what  we  need  to  do  and  how  we  will  be  about  doing  it. 

PERFORMANCE-BASED  BUDGETING 

Mr.  Coleman.  The  National  Performance  Review  recommends 
that  federal  agencies  move  toward  the  development  of  mission-driv- 
en, results-oriented  budgeting  where  program  goals  are  clearly  de- 
fined, performance  measures  are  developed  and  program  outcomes 
assessed  against  these  measures.  I  understand  that  the  Secretary 
has  volunteered  the  entire  Department  of  Transportation  to  be  part 
of  a  pilot  effort  to  develop  performance  based  budgets. 

Has  RSPA  begun  a  process  of  developing  such  measures? 

[The  information  follows:] 

Yes,  RSPA  has  begun  the  process  of  developing  such  measures.  Over  the  past  18 
months,  RSPA  has  contributed  to  The  National  Performance  Review  (NPR),  The 
Government  Performance  and  Results  Act  (GPRA)  and  Secretary  Peria's  DOT  Stra- 
tegic Plan.  All  three  of  these  initiatives  emphasize  mission-driven,  result  oriented 
budgeting  where  program  goals  are  clearly  defined  and  program  outcomes  are  as- 
sessed using  performance  measures. 
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Specifically,  on  March  1,  1994,  as  p£irt  of  DOT's  GPRA  implementation  plan, 
RSPA  provided  the  Assistant  Secretary  for  Budget  and  Programs  a  list  of  our  major 
programs  along  with  our  preliminary  assessment  of  the  extent  to  which  we  have 
data  on  program  performance,  and  the  performance  goals  we  have  set  to  date.  Also 
under  GPRA  implementation,  RSPA  has  named  individual  coordinators  in  each 
major  organizational  unit  who  attended  Departmental  GPRA  training  on  April  22 
and  are  responsible  for  coordinating  further  GPRA  implementation.  In  the  next  few 
months  we  expect  to  refine  our  performance  goals  and  performance  measiires  as 
well  as  begin  to  identify  data  gaps  that  must  be  filled  prior  to  full  GPRA  implemen- 
tation. 

Finally,  out  of  the  entire  Department,  Secretary  Pena  nominated  four  projects  for 
participation  in  the  initial  pilot  phase  of  performance  plans  and  reports  under 
GPRA.  All  four  were  selected.  They  are  Coast  Guard's  Marine  Safety,  Security,  and 
Environmental  Protection  program,  Federal  Aviation  Administration's  Airways  Fa- 
cilities organization,  Federal  Highway's  Federal  Lands  program,  and  all  of  the  Na- 
tional Highway  Traffic  Safety  Administration. 

Mr.  Coleman.  What  difficulties  do  you  foresee  in  developing  per- 
formance-based program  measures? 
[The  information  follows:] 

We  forsee  difficulties  developing  performance  measures  from  our  existing  data 
bases.  We  are  now  beginning  to  identify  data  gaps,  design  program  goals,  develop 
measures  of  program  performance  and  their  associated  data  sources. 

STAFF  RESOURCES 

Mr.  Coleman.  Does  RSPA  have  an  adequate  number  of  people 
to  carry  out  its  safety  and  other  important  responsibilities? 
[The  information  follows:] 

We  reaUze  that  one  of  our  important  management  challenges  is  maximizing  the 
use  of  allocated  resources  to  carry  out  our  mission.  We  believe  we  are  doing  that. 
RSPA  contracts  out  for  some  administrative  services  which  are  not  inherently  gov- 
ernmental, but  which  are  still  important  to  maintenance  of  our  programs  and  are 
necessary  to  meet  day  to  day  requirements.  Contracting  out  for  support  and  admin- 
istrative positions  is  the  most  effective  way  to  help  accomplish  our  goals,  since 
RSPA  does  not  have  positions  or  significant  nimibers  of  Federal  employees  to  per- 
form some  of  these  functions  within  its  authorized  FTE  base. 

Mr.  Coleman.  RSPA  is  requesting  895  full-time  equivalents 
(FTEs)  for  fiscal  year  1995,  which  includes  37  FTEs  for  the  transfer 
of  the  Transportation  Safety  Institute  [TSI)  to  RSPA  from  the  FAA. 
Excluding  the  FTEs  transferred  for  TSI,  RSPA's  1995  FTE  request 
is  858,  a  reduction  of  five  FTEs  below  the  enacted  1993  base  level. 
This  is  an  FTE  reduction  of  less  than  1  percent,  compared  to  the 
Department's  target  of  a  5  percent  reduction.  Why  did  the  Depart- 
ment decide  not  to  apply  the  full  5  percent  FTE  reduction  target 
to  RSPA? 

[The  information  follows:] 

In  fiscal  year  1994  the  Congress  provided  an  additional  eight  FTEs  above  the  re- 
quested level  for  the  Pipeline  Safety  and  Hazardous  Materials  Safety  accounts.  The 
additional  eight  FTEs  increased  the  RSPA  fiscal  year  1995  levels,  and  were  not 
counted  in  reduction  targets  as  calculated  by  DOT.  In  other  words,  the  additional 
eight  FTE  as  provided  by  the  Congress  in  fiscal  year  1994  were  not  factored  into 
the  RSPA  fiscal  year  1995  reduction  targets. 

R&D  ROLE 

Mr.  Coleman.  As  you  know,  this  subcommittee  has  been  con- 
cerned about  the  apparent  lack  of  cohesiveness  in  the  research  and 
development  activities  conducted  by  the  Department's  modal  ad- 
ministrations. This  concern  was  echoed  in  the  Vice  President's  Na- 
tional Performance  Review  which  recommended  that  the  Depart- 
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ment  "develop  an  integrated  national  transportation  research  and 
development  plan"  that  considers  specific  transportation  needs  as 
well  as  inter-modal  transportation  plans. 

The  Secretary  recently  announced  that  he  has  hired  a  new  Direc- 
tor of  Technology  Deployment  to  integrate  research  and  develop- 
ment programs  within  the  Department  into  one  cohesive  package. 
However,  RSPA  has  specific  responsibility  for  coordinating  research 
and  development  within  the  Department,  and  it  appears  that  some 
of  the  duties  envisioned  for  this  new  position  may  overlap  with  that 
of  the  RSPA  Administrator.  Rather  than  bring  the  R&D  efforts  in 
DOT  together,  the  new  Director  of  Technology  may,  in  fact,  be 
causing  confusion  regarding  the  apparent  overlap  between  RSPA 
and  the  new  Director. 

Will  RSPA's  role  change  with  the  appointment  of  a  technology  di- 
rector? 

[The  information  follows:] 

The  Secretary  has  put  great  emphasis  on  revitalizing  the  R&D  management  proc- 
ess in  the  Department.  The  hiring  of  the  Director  of  Technology  Deployment  in  the 
Office  of  the  Secretary  is  just  one  action  in  a  much  broader  "reinvention"  of  the 
R&D  management  and  oversi^t  process  in  the  Department. 

RSPA  is  looking  forward  to  working  with  the  new  Director,  and  is  glad  the  Sec- 
retary has  placed  such  high  visibility  on  Research  and  Development.  We  are  playing 
an  important  role  providing  administrative  and  technical  support  to  a  retooled  Re- 
search and  Technology  Coordinating  Council.  We  also  are  pivotally  involved  in  a 
new  policy-level  Research  and  Technology  Steering  Committee,  and  an  Interagency 
Transportation  R&D  Coordinating  Conunittee  established  under  the  National  Coun- 
cil for  Science  and  Technology.  RSPA's  involvement  in  the  whole  process  is  extensive 
and  proactive. 

RESPONSE  TO  TRANSPORTATION  RESEARCH  BOARD  COMMENTS 

Mr.  Coleman.  The  following  statements  were  made  in  a  1993 
evaluation  of  the  university  transportation  centers  program  by  the 
Transportation  Research  Board: 

"Matching  fund  requirements  tend  to  skew  center  research  pro- 
grams toward  local  priorities  and  single  mode  concerns  (primarily 
those  of  the  highway  sector)  instead  of  allowing  the  focus  to  be  on 
issues  of  regional  and  national  significance  with  multi-modal  di- 
mensions"; and 

"In  particular,  the  program  is  falling  short  in  supporting  long- 
term  research  that  leads  to  fundamental  advances  in  the  transpor- 
tation field." 

Does  RSPA  agree  with  these  statements?  What  are  you  doing  to 
address  these  deficiencies? 

[The  information  follows:] 

As  a  general  proposition,  the  Transportation  Research  Board  (TRB)  finding  that 
"[m]atching  fund  requirements  tend  to  skew  center  research  programs"  comports 
with  RSPA's  observations.  Those  Centers  without  an  assured  source  of  matching 
funds  are  limited  in  their  research  choices  to  projects  with  individual  funding  spon- 
sors. Since  highway  departments  generally  invest  more  in  R&D  than  do  transit  op- 
erators, such  sponsored  research  tends  to  address  highway  rather  than  multimodal 
issues.  Additionally,  since  Federal  funds  cannot  be  used  to  match  UTC  grant  fund- 
ing, most  sources  of  matching  funds  are  state  or  regional,  as  are  their  research  in- 
terests. 

From  the  foregoing,  the  TRB  concluded  that  the  UTC  Program  was  "falling  short 
in  supporting  long-term  research  that  leads  to  fundamental  advances  in  the  trans- 
portation field."  Again,  as  a  general  proposition,  this  finding  comports  with  RSPA's 
observations.  Those  Centers  that  have  an  assured  source  of  matching  funds  have 
consistently  undertaken  more  research  projects  on  long-term  issues.  These  Centers, 
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in  turn,  have  generated  criticism  from  reviewers  other  than  TRB  on  the  grounds 
that  they  fall  short  in  supporting  the  operational  research  needs  of  the  Department. 

The  matching  fund  requirement  is  a  non-discretionary  requirement  of  law.  While 
it  does  have  the  negative  impact  described  above,  it  also  has  a  positive  effect.  Re- 
quiring Centers  to  obtain  equal  funding  from  a  non-Federal  source  imposes  a  real- 
world  test  on  the  importance  of  the  projects  they  propose  to  undertake.  Until  the 
law  is  changed,  RSPA  will  continue  to  enforce  the  matching  fund  requirement. 

RSPA  shares  TRB's  view  that  the  program  could  support  a  greater  amount  of 
long-term  research  that  leads  to  fundamental  advances.  All  Centers  are  encouraged 
to  pursue  the  primary  mission  of  academia  (expanding  the  body  of  human  knowl- 
edge) to  the  maximum  extent  consistent  with  program  requirements  and  the  De- 
partmental policy  priorities. 

UTC  PROGRAM  ACHIEVEMENTS 

Mr,  Coleman.  Can  you  cite  any  achievements  of  the  university 
transportation  centers  program? 
[The  information  follows:] 

The  University  Transportation  Centers  (UTC)  Program  has  engaged  research  per- 
sonnel and  facilities  in  more  than  500  research  projects,  has  issued  more  than  600 
reports  and  has  involved  more  than  1500  university  students  and  faculty  in  edu- 
cational programs  and  other  program  activities. 

The  most  lasting  achievement  of  the  UTC  Program  will  have  been  its  investment 
in  the  human  infrastructure.  As  a  direct  result  of  the  UTC  Program,  the  fiitiire 
cadre  of  transportation  professionals  will  be  more  nximerous,  more  diverse  and  more 
attuned  to  intermodalism  than  ever  before.  The  Centers  provide  direct  and  indirect 
support  for  more  than  700  graduate  students  each  year.  Many  UTC  graduates  have 
already  earned  appointments  at  major  universities  as  teaching  and  research  facvilty. 

UTC  RESEARCH  RESULTS 

Mr.  Coleman.  Please  give  some  examples  of  how  the  research  re- 
sults of  the  centers  are  being  used. 
[The  information  follows:] 

One  such  example  involves  cashing-out  parking.  Professor  Donald  Shoup  of  UCLA 
utilized  UTC  support  to  examine  the  effects  of  employer-paid  parking  on  travel  be- 
havior. This  provides  drivers  with  a  tax-free  wage  supplement  unavailable  to  com- 
muters who  use  pubUc  transit.  From  his  findings  he  developed  a  proposal  that  em- 
ployers who  lease  parking  spaces  for  employees'  use  should  be  required  to  pay  cash 
to  tiiose  employees  who  stop  using  free  parking  space. 

That  idea  has  since  been  enacted  into  California  state  law  and  is  being  considered 
by  several  other  states.  In  addition  to  reducing  the  number  of  drive-along  commut- 
ers, the  new  law  wiU  mean  an  increase  in  ride-sharing  and  transit  usage,  with  com- 
mensiu-ate  reductions  in  air  pollution,  energy  consumption  and  traffic  accidents. 

UTC  COMPETITION 

Mr.  Coleman.  During  the  current  fiscal  year,  the  original  10  uni- 
versity transportation  centers  authorized  in  the  1987  Surface 
Transportation  Assistance  Act  will  compete  for  continued  funding 
for  fiscal  years  1996  through  1998.  What  criteria  and  what  proce- 
dures will  you  incorporate  into  the  grant  competition  to  ensure  that 
centers  with  a  poor  performance  record  are  not  successful  in  ob- 
taining grant  renewal? 

[The  information  follows:] 

In  1992,  the  Department  extended  each  of  the  University  Transportation  Centers 
non-competitively  for  three  years  and  announced  that  there  woxild  be  a  full  and 
open  competition  for  the  remaining  three  years  of  program  authorization.  That  is 
the  process  we  are  about  to  initiate. 

The  Program  Announcement  calling  for  proposals  from  interested  universities  is 
undergoing  final  coordination  and  will  be  ready  for  dissemination  shortly.  That  doc- 
ument outlines  in  detail  the  steps  each  prospective  Center  must  take  to  submit  a 
properly  completed  proposal.  RSPA  has  taken  steps  to  ensure  the  broadcast  possible 
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publication  of  notice  concerning  the  forthcoming  issuance  of  this  Program  Announce- 
ment. In  early  January,  we  published  an  advertisement  in  the  Chronicle  of  Higher 
Education  copies  of  which  were  distributed  at  the  Transportation  Research  Board 
Meeting  in  January.  More  recently  we  published  a  notice  in  the  Commerce  Business 
Daily.  More  than  150  institutions  of  higher  education  have  indicated  their  interest 
in  receiving  a  copy  of  the  Announcement. 

RSPA  has  taken  every  precaution  to  ensure  that  this  competition  will  be  both  fair 
and  open  to  all  qualifying  institutions  of  higher  education.  Working  in  close  coordi- 
nation with  the  program's  funding  sponsors,  RSPA  staff  have  designed  an  evalua- 
tion system  that  will  rank  the  proposals  according  to  objective  criteria  which  neither 
favor  nor  prejudice  the  current  Centers.  Another  factor  that  can  create  the  appear- 
ance of  bias  is  the  length  of  time  allowed  for  preparation  and  submission  of  a  pro- 
posal. The  first  competitive  program  announcement  allowed  three  months  for  prepa- 
ration of  proposals  and  we  plan  to  allow  the  same  amount  of  time  for  this  announce- 
ment. 

Every  proposal  received  in  response  to  the  Program  Announcement  will  undergo 
a  two-tier  review  by  an  intra-Departmental  technical  evaluation  team  composed  of 
representatives  from  RSPA,  the  two  funding  sponsors  and  other  interested  Depart- 
mental entities.  The  first  tier  review  will  address  the  absolute  qualification  criteria 
set  forth  in  the  statute  creating  the  UTC  Program.  The  second  tier  will  consider  the 
extent  to  which  the  proposal  addresses  the  more  qualitative  evaluation  criteria. 

Each  of  the  current  regional  Centers  has  been  subjected  to  annual  site  visits  and 
performance  reviews.  If  RSPA  had  found  any  to  be  performing  in  an  unacceptable 
manner,  it  would  not  have  awarded  additional  funding.  But  in  no  case  is  any  of  the 
regioneil  Centers  performing  at  a  level  that  would  disqualify  it  from  competition. 
Neither  has  any  achieved  so  exceptional  a  level  of  performance  as  lo  preclude  the 
possibility  of  challenge  by  a  serious  competitor. 

Mr.  Coleman.  Since  each  university  transportation  center  is 
comprised  of  a  consortium  of  regional  universities,  how  will  you  ad- 
dress situations  where  only  one  proposal  for  funding  is  submitted 
from  a  federal  region?  How  will  you  ensure  a  competitive  process 
in  such  cases? 

[The  information  follows:] 

RSPA  intends  to  apply  the  same  standards  appUcable  to  all  competitive  requests 
for  proposals.  If  only  one  party  submits  a  proposal,  and  that  party  demonstrates 
compliance  with  the  minimum  standards  of  acceptability,  that  party  will  win  the 
award. 

VOLPE  CENTER — ^ACCEPTANCE  OF  WORK 

Mr.  Coleman.  About  two-thirds  of  the  projects  carried  out  by  the 
Volpe  Center  are  conducted  for  the  modal  administrations  within 
Department  of  Transportation  and  about  one-third  for  the  Depart- 
ment of  Defense  and  other  agencies.  What  criteria  does  the  Volpe 
Center  use  to  determine  whether  to  accept  a  project  and  whether 
the  Volpe  Center  has  the  expertise  to  do  the  work? 

[The  information  follows:] 

When  considering  whether  to  accept  new  work,  Volpe  Center  management  follows 
three  core  documents  that  guide  the  work  acceptance  process:  the  Working  Capital 
Fund  statute  (49  U.S.C.  §328  (a)),  the  DOT  Strategic  Plan,  and  the  Center's  mission 
statement.  The  Working  Capital  Fund  statute  charters  the  Center  to  "perform  re- 
search, development,  testing,  evaluation,  analysis,  and  related  activities  as  the  Sec- 
retary may  direct  for  the  Department,  other  agencies,  state  and  local  governments, 
other  public  authorities,  private  organizations,  and  foreign  countries."  Supporting 
this  charter  is  the  Center's  mission  statement:  "In  support  of  Departmental  policy 
objectives,  the  Volpe  National  Transportation  Systems  Center  shall  anticipate  fu- 
ture national,  state,  local,  and  international  and  logistics  issues  and  requirements, 
and  respond  to  current  needs  and  priorities  in  accordance  with  its  role  as  the  na- 
tional center  of  transportation  and  logistics  expertise." 

In  addition  to  conforming  to  these  documents,  work  acceptance  is  contingent  upon 
a  determination,  at  multiple  management  levels,  that  adequate  federal  staff  and 
contractual  resources  are  available  to  ensure  good  prospects  for  successful  perform- 
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ance;  governmental  functions  and,  to  the  extent  practical,  that  commercisilly  avail- 
able goods  and  services  are  to  be  used  to  maximum  advantage. 

Once  accepted,  however,  aU  work  is  considered  equally  important  and  treated  eq- 
viitably,  without  regard  for  the  basis  for  its  acceptance. 

RSPA  is  currently  reviewing  Volpe  Center  work  acceptance  guidelines  and  proce- 
dures to  seek  out  enhancements  where  possible. 

Mr.  Coleman.  The  Volpe  Center  appears  to  broadly  define  its 
mission.  I  have  several  examples  where  I  wonder  whether  the 
project  was  an  appropriate  use  of  the  Volpe  Center's  resources  and 
talent.  These  include  projects  where: 

FHWA  contracted  with  Volpe  to  design  and  construct  a  specially 
equipped  meeting  room  at  FAA  headquarters, 

OST  contracted  with  Volpe  to  prepare  a  survey  to  determine  why 
employees  left  DOT,  and 

FHWA  contracted  with  Volpe  to  compile  information  on  the  cost 
of  owning  automobiles  and  vans. 

Can  you  tell  us  what  research  expertise  was  applied  by  the  Volpe 
Center  in  these  particular  projects  that  could  not  have  been  pro- 
vided by  the  individual  modal  administrations? 

[The  information  follows:] 

The  Volpe  Center  is  not  only  a  research  center  for  the  physical  sciences;  it  also 
does  planning,  applications  and  analytical  projects  in  economics,  human  factors, 
automated  systems,  statistics,  pohcy  analysis,  and  management  and  administration. 
These  capabilities  mirror  the  broad  range  of  both  technical  and  non-technical  fields 
that  directly  relate  to  transportation,  and  that  our  cUents  require  to  fulfill  their  own 
missions.  Thus,  it  is  inacciu-ate  to  assimie  that  the  only  "expertise"  at  the  Volpe 
Center  is  "research  expertise",  or  that  the  only  "fields"  at  the  Center  are  "hard 
sciences".  In  these  three  examples,  the  Center  applied  its  expertise  in  automated 
systems  (meeting  room),  management  and  administration  (employee  siirvey),  and 
economics  (cost  of  owning  vehicles)  in  a  manner  that  supplemented  clients'  limited 
personnel  resources  to  accomplish  these  tasks  on  their  own. 

Mr.  Coleman.  In  fiscal  year  1993  the  Volpe  Center  accepted 
$237  million  in  new  projects,  and  $94  million  in  new  (project) 
obligational  authority  has  been  accepted  to  date  in  fiscal  year  1994. 
Why  are  you  accepting  new  projects  when  it  appears  that  you  have 
a  significant  backlog  of  projects  already  in  the  pipeline? 

[The  information  follows:] 

Most  of  the  funding  received  in  fiscal  year  1993  was  not  for  new  projects  but  for 
work  in  progress.  There  is  no  backlog  in  the  sense  of  projects  that  have  been  accept- 
ed and  funded  but  are  subjected  to  a  long  delay  before  initiation  of  work.  The  fund- 
ing may  be  received  from  a  client  at  any  point  in  the  fiscal  year.  As  a  result, 
projects  are  not  only  multi-year  initiatives,  but  they  rarely  begin  and  end  with  the 
Department's  October  1  to  September  30  budget  cycle.  In  fiscal  year  1993  the  Volpe 
Center  accepted  $237.3  million  in  new  obligational  authority.  Of  the  $237.3  million, 
$57.3  million  was  for  new  projects,  the  remaining  $180  million  was  to  continue  work 
in  progress  or  often  multi-year  initiatives.  As  of  March  31,  1994,  the  Center  accept- 
ed $108  million  in  new  obligational  authority,  of  which  only  $14.4  milhon  \yas  for 
new  projects.  The  wide  majority  of  the  Volpe  Center's  workload  is  comprised  of 
mvilti-year  projects.  In  fact,  most  of  the  Center's  projects  are  of  several  year's  dura- 
tion, and  many  large  efforts  are  more  than  a  decade  old. 

VOLPE  CENTER  WORKLOAD 

Mr.  Coleman.  Your  1992  business  plan  includes  the  following 
statements: 

"Overall,  demand  for  Volpe  Center  services  exceeds  supply.  How- 
ever, in  anticipation  of  a  need  for  expanded  capabilities  in  specific 
areas,  initiatives  for  increased  work  will  be  undertaken  in  specific 
market  areas.     .     .     .  Line  managers  and  senior  project  managers 
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will  be  encouraged  to  seek  work  in  the  specified  areas  among  cur- 
rent clients  and  other  contacts." 

Why  do  you  believe  it  is  necessary  to  generate  work  through 
Volpe  Center  initiatives  when  it  appears  that  you  are  unable  to 
meet  your  current  workload? 

[The  information  follows:] 

The  current  workload  at  the  Volpe  Center  is  in  fact  being  met.  The  Center  does 
not  accept  tasks  that  it  cannot  reasonably  fulfill  within  the  time  constraints  nego- 
tiated with  the  cUents. 

The  Volpe  Center  remains  focused  on  responding  to  national  needs  and  goals  as 
identified  and  set  forth  by  the  President,  the  Secretary,  the  Deputy  Secretary  and 
the  RSPA  Administrator.  As  a  result,  the  Center  is  regularly  generating  new  initia- 
tives in  response  to  changing  national  priorities,  e.g.,  ISTEA  and  CAAA.  Priority 
projects  initiated  in  previous  years  represent  work  in  progress. 

The  quotation  from  the  Business  Plan  (1992),  which  is  currently  being  updated, 
refers  to  the  fact  that  the  national  needs  for  transportation  research  and  develop- 
ment are  projected  to  shift.  In  particular,  the  Plan  cites  potential  growing  demand 
for  Volpe  Center  support  in  such  areas  as  environment,  Intelligent  Vehicle  Highway 
Systems  (IVHS),  strategic  planning,  system  assessment,  and  safety.  In  anticipation 
of  this  trend,  the  Volpe  Center  is  attempting  to  enhance  further  its  skills  and  capa- 
bilities and  to  expand  its  level  of  activity  in  these  areas  to  better  respond  to  these 
needs. 

VOLPE  CENTER  UNOBLIGATED  BALANCE 

Mr.  Coleman.  Please  provide  a  chart  that  shows  the  Volpe  Cen- 
ter Working  Capital  Fund  unobligated  balance  at  the  end  of  fiscal 
year  1993  broken  down  by  the  year  Volpe  received  the  new 
obligational  authority, 

[The  information  follows:] 

Volpe  Center  unobligated  authority  by  year  received  as  of  September  30,  1993 

[In  millions  of  dollars] 

Year  authority  received:  Unobligated  balance 

1993 142.7 

1992 23.1 

1991 ILl 

1990 4.6 

Pre-1990 2^ 

Total  183.8 

VOLPE  center  OBLIGATIONS 

Mr.  Coleman.  Please  provide  a  chart  that  shows  new 
obligational  authority  received  by  the  Volpe  Center  in  each  month 
for  each  of  fiscal  years  1991  through  1993  and  to  date  for  fiscal 
year  1994. 

[The  information  follows:] 
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VOLPE  CENTER  NEW  OBLIGATION  AUTHORITY 
BY  MONTH  RECEIVED 
FY  1991  Through  FY  1994  (MARCH) 
($M) 


FISCAL 

YEAR  OCT/NOV      DEC       JAN       FEB      MAR      APR      MAY       JUN        JUL      AUG       SEP     TOTAL 


1991 

91.9 

4.7 

13.8 

16.1 

9.5 

8.1 

6.7 

7.0 

10.6 

26.0 

46.0 

240.4 

1992 

6.3 

97.9 

12.9 

3.3 

4.7 

4.7 

2.7 

13.0 

7.3 

10.9 

46.0 

209.7 

1993 

14.4 

44.4 

46.6 

6.2 

21.0 

13.9 

12.6 

3.7 

8.5 

6.9 

59.2 

237.4 

1994 

42.7 

16.0 

33.0 

2.1 

15.0 

108.8 
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VOLPE  CENTER— YEAR  END  OBLIGATIONAL  AUTHORITY 

Mr.  Coleman.  In  each  of  fiscal  years  1991-1993,  approximately 
22  percent  of  new  obligational  authority  received  by  the  Volpe  Cen- 
ter was  received  in  the  last  month  of  the  fiscal  year.  Please  provide 
a  chart  which  identifies  the  source  by  sponsor  of  the  amounts  re- 
ceived by  the  Volpe  Center  in  each  of  September  1991,  1992  and 
1993? 

[The  information  follows:] 

VOLPE  CENTER  NEW  AUTHORITY  RECEIVED  IN  SEPTEMBER  BY  SPONSOR 

[In  million  of  dollars] 

September 

Sponsor  

FY  1991       FY  1992      FY  1993 

FTA  $0.6  $3.6  $0.8 

SBIR  0.9  2.9  3.4 

USCG  0.2  5.8  0.6 

Other  DOT 3.7  8.4  8.2 

FAA (1.6)  3.2  8.9 

Non-DOT  42.3  22.2  37.3 

Total 46.0  46.0         59.2 

Mr.  Coleman.  How  much  of  the  new  obligational  authority  re- 
ceived by  the  Volpe  Center  in  each  of  September  1991,  1992  and 
1993  would  have  lapsed  if  the  funds  had  not  been  obligated  by 
DOT  modal  administrations  or  other  agencies  to  the  Volpe  Center? 

[The  information  follows:] 


Fiscal  year— 

1991           1992 

1993 

Total  Received  ($M)  

46.0         46.0 

59.2 

From  Expiring  Appropriations 

32.4         22.4 

18.6 

Percent  From  Expiring  Appropriations  

70            49 

31 

VOLPE  CENTER  UNOBLIGATED  BALANCE  BY  SPONSOR 

Mr.  Coleman.  Please  provide  a  chart  that  shows  the  unobligated 
balance  of  the  Volpe  Center  Working  Capital  Fund  as  of  September 
30,  1993,  by  sponsor  and  by  fiscal  year  received  by  the  Volpe  Cen- 
ter from  the  sponsor. 

[The  information  follows:] 

VOLPE  CENTER  UNOBLIGATED  AUTHORITY  AS  OF  9/30/93 

[In  thousands  of  dollars] 

Sponsor 

USCG  

FAA 

NHTSA 

FHWA  

MARAD  

GST 

FRA 

RSPA 

SBIRPgm 

FTA  


Fiscal  Year  Authority  Received 

Pre-FY90 

FY90 

FY91 

FY92 

FY93 

Total 

$25 

$83 

$154 

$4,081 

$13,151 

$17,494 

363 

1,615 

1,081 

4,333 

38,256 

45,648 

105 

126 

7 

189 

3,760 

4,188 

1 

4 

92 

465 

6,186 

6,748 

106 

5 
49 

85 
548 

195 

127 

80 

1,158 

1,962 

3 

20 

0 

64 

6,548 

6,634 

28 

4 

60 

383 

3,057 

3,531 

0 

21 

8,996 

9,017 

204 

184 

714 

1,408 

4,928 

7,438 
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VOLPE  CENTER  UNOBLIGATED  AUTHORITY  AS  OF  9/30/93— Continued 

[In  thousands  of  dollars] 


Fiscal  Year  Authority  Received 

Pre-FY90 

FY90 

FY91 

FY92 

FY93 

Total 

2 

15 

145 

1,177 

1,339 

964 

1,262 

97 

2,115 
1,474 
1,049 

2.117 

8,204 

701 

11,721 
9,665 
1,740 

87,217 
35,020 
20,444 

104,193 
55,625 
24,031 

Sponsor 

Other  DOT 

Total  DOT 

DOO  

Other  

Grand  Total 2,323         4,638       11,081       23,127      142,681      183,849 

VOLPE  CENTER  OBLIGATIONAL  AUTHORITY 

Mr.  Coleman.  Please  provide  a  chart  that  shows  by  sponsor  the 
amount  of  new  obligational  authority  received  to  date  in  fiscal  year 
1994  by  the  Volpe  Center. 

[The  information  follows:] 

Volpe  Center  new  authority  as  of  March  31,  1994. 

Sponsor:  New  authority 

FAA $68.1M 

USCG ; 4.1 

NHTSA  1.1 

FHWA 5.8 

FRA 8.9 

SBIRPgm 0.8 

FTA 1.8 

Other  DOT  0.6 

Total  DOT $91.2M 

DOD 13.9 

Other  3.5 

Grand  Total  $108.7M 

Mr.  Coleman.  Please  provide  a  chart  that  shows  by  sponsor  new 
obligational  authority  received  to  date  in  fiscal  year  1994  by  the 
Volpe  Center  where  the  project  work  has  not  yet  been  initiated  by 
the  Volpe  Center. 

[The  information  follows:] 

Of  the  $108  million  in  new  fiscal  year  1994  authority  received  through  March, 
$14.4  million  is  for  new  projects.  Of  these,  the  following  (about  21  percent)  have  not 
yet  been  started: 

Sponsor:  FY  1994  Authority 

FAA $750,000 

Other  DOT  300,000 

DOD  1,912,000 

Total  i$2,962,000 

^81  percent  was  received  in  the  last  two  months. 

Mr.  Coleman.  Please  provide  a  chart  that  shows  by  sponsor  new 
obligational  authority  received  in  fiscal  year  1993  by  the  Volpe 
Center  where  the  project  work  has  not  yet  been  initiated  by  the 
Volpe  Center. 

[The  information  follows:] 

Of  the  $237  million  in  new  authority  received  in  fiscal  year  1993,  $57  million  was 
for  new  projects.  Of  these,  the  following  (about  1  percent)  have  not  yet  been  started: 

Sponsor:  FY  1993  Authority 

OST  $30,000 
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RSPA  150,000 

FTA 363,000 

DOD  169,000 

Total  $712,000 

VOLPE  CENTER  UNOBLIGATED  BALANCE 

Mr.  Coleman.  What  is  the  current  unobHgated  balance  Volpe 
Center  Working  Capital  Fund? 
[The  information  follows:] 
As  of  March  31,  1994  the  balance  is  $161.2  million. 

DEFENSE  CONVERSION 

Mr.  Coleman.  Would  you  describe  for  us  RSPA's  role  in  the  De- 
partment's efforts  to  stimulate  the  application  of  defense-related  re- 
search and  development  to  the  transportation  sector? 

[The  information  follows:] 

Throughout  the  past  year  the  Volpe  Center  has  played  an  integral  role,  on  behalf 
of  the  Secretary,  in  initiating  and  sustaining  the  Department's  involvement  in  the 
Technology  Reinvestment  Project  (TRP).  This  began  in  early  June,  1993,  when  the 
Volpe  Center  assembled  a  package  of  ciurent  technology  investment  priorities  in 
transportation  and  a  list  of  DOT  points  of  contact  in  these  technology  areas.  This 
package  was  submitted  to  the  Advanced  Research  Projects  Agency,  which  is  respon- 
sible for  coordinating  the  Project.  Shortly  after  that  submission,  the  Department 
was  asked  to  become  a  full  partner  in  the  TRP. 

Diiring  the  FY  1993  TRP  Competition,  the  Volpe  Center  initiated  the  identifica- 
tion of  DOT  evaluators  for  18  of  the  28  technology  sub-panels  and  evaluators  for 
10  of  the  Source  Selection  Evaluation  Boards  (SSEBs)  and  served  as  liaison  for  eval- 
uators. In  the  most  recent  Technology  Development  portion  of  the  TRP,  twenty- 
seven  (out  of  sixty-nine)  cost-shared  proposal  awards,  with  a  total  face  value  of  $420 
million,  were  directly  related  to  transportation.  The  federal  share  of  the  $420  mil- 
lion has  yet  to  be  negotiated,  but  may  be  as  much  as  fifty  percent.  The  Department 
will  be  managing  nine  of  these  winning  projects,  including  a  $39  million  proposal 
for  Advanced  Automatic  Train  Control  System,  a  $21  miUion  project  for  Advanced 
Composites  for  Bridge  Infrastructure  Renewal,  and  a  $13.9  million  Commercial 
Shipbuilding  Focused  Development  Project.  Currently,  the  Volpe  Center  is  looking 
ahead  to  identify  new  focus  areas  for  the  upcoming  FY  1994  TRP. 

Mr.  Coleman.  The  Department's  Strategic  Plan  indicates  that 
the  Department  will  work  with  other  departments  and  agencies  to 
direct  the  research  and  development  funding  for  new  transpor- 
tation technology  to  meet  our  nation's  needs  and  restructure  DOT 
research  and  technology  programs  to  complement  and  support  this 
effort.  How  will  the  Department  be  able  to  leverage  DOD  invest- 
ment in  dual-use,  military-transportation  applications  where  you 
believe  there  is  a  high  payoff  in  meeting  transportation  needs? 

[The  information  follows:] 

The  National  Science  and  Technology  Council's  (NSTC)  Committee  on  Transpor- 
tation R&D,  chaired  by  DOT  Deputy  Secretary  Mortimer  Downey,  is  looking  at  the 
current  state  of  transportation  research  within  the  federal  government,  establishing 
research  priorities,  and  preparing  recommendations  for  future  research  directions. 
In  addition  to  the  Department  of  Transportation,  several  other  federal  agencies  are 
members  of  the  Committee,  including  the  Departments  of  Defense,  Commerce,  En- 
ergy, NASA,  and  EPA,  along  with  the  Executive  Office  of  the  President. 

The  Department's  extensive  involvement  with  this  Committee,  in  addition  to  its 
knowledge  of  priorities  and  opportunities  in  transportation,  will  provide  a  mecha- 
nism to  leverage  federal  R&D  investment  where  there  is  a  high  payoff"  in  meeting 
transportation  needs. 
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NEXT  GENERATION  CAR 

Mr.  Coleman.  One  of  the  transportation-related  areas  the  ad- 
ministration has  identified  under  the  Technology  Reinvestment 
Project  [TRP]  is  the  development  of  a  next  generation  of  the  ultra- 
clean,  ultra-fuel-efficient  car.  How  is  RSPA  contributing  to  this  ef- 
fort? 

[The  information  follows:] 

Through  the  Department's  Research  and  Technology  Coordinating  Council  and  Di- 
rector of  Technology  Deployment,  RSPA  is  coordinating  the  operating  administra- 
tions' active  participation  in  the  Partnership  for  the  New  Generation  Vehicle 
(PNGV)  Initiative,  a  research  effort  involving  the  Federal  Government  and  the  Big 
Three  automakers.  Volpe  Center  technical  expertise  in  this  area  will  be  applied  to 
the  program  as  it  proceeds.  The  Volpe  Center  and  NHTSA  are  providing  DOT  rep- 
resentatives for  a  planning  committee  of  the  PNGV.  Their  contributions  include 
safety,  fuel  economy,  and  o^er  issues  related  to  the  transportation  system. 

OTHER  DEFENSE  CONVERSION  OPPORTUNITIES 

Mr.  Coleman.  What  other  areas  has  RSPA  identified  that  offer 
promise  for  defense  conversion  opportunities  in  transportation? 
[The  information  follows:] 

While  considering  areas  for  fiitiire  TRP  consideration,  the  Volpe  Center  identified 
several  that  offer  promise  for  defense  conversion  opportunities  in  transportation. 
These  include:  innovative  high-performance  materials  and  structures  for  infrastruc- 
ture renewal,  real-time  monitoring  of  weather  conditions,  improved  environmental 
measuring  capabilities,  non-destructive  inspection  technologies  for  infrastructure 
monitoring,  and  sensing  automation  tools  to  support  vehicle  traffic  control  and  man- 
agement in  large  systems. 

DUEL-USE  TECHNOLOGY  FUNDING 

Mr.  Coleman.  Your  justifications  indicate  that  RSPA  needs  addi- 
tional funding  ($181,000)  in  fiscal  year  1995  to  support  a  variety 
of  studies  and  focus  groups  to  examine  the  most  promising  dual- 
use,  military-commercial  technologies,  to  examine  market  chal- 
lenges in  commercial  transportation  applications  of  dual-use  tech- 
nologies and  to  examine  DOT'S  role  in  fostering  technology  partner- 
ships. 

Since  the  Department  is  already  managing  some  $400  million  in 
transportation  TRP  grants,  why  do  you  need  additional  funds  and 
what  do  you  hope  to  accomplish  with  the  small  amount  of  money 
requested  in  the  RSPA  budget? 

[The  information  follows:] 

The  Department's  approach  in  defense  conversion  has  been  to  work  with  funding 
agencies  like  the  Advanced  Research  Projects  Agency  (ARPA)  and  the  National  In- 
stitute for  Standards  and  Technology  (NIST)  to  "steer  and  guide"  resources  into 
transportation  problems.  However,  DOT  does  not  actually  manage  all  of  the  $400 
million  plus  of  transportation-related  projects  awarded  by  ARPA's  Technology  Rein- 
vestment Program.  DOT  will  be  serving  as  Executive  Agent  for  ten  of  the  projects, 
all  of  which  are  just  now  getting  underway.  As  such,  there  has  been  httle  financial 
drain  associated  with  these  aspects  of  the  projects  as  yet. 

The  DOT  proposal  is  to  conduct  a  series  of  analyses  which  will  provide  a  substan- 
tial amount  of  leverage  on  the  direction  of  the  defense  conversion  activities,  but 
which  are  not  large  in  terms  of  absolute  dollars  involved.  Essentially,  it  builds  on 
directions  already  being  established,  but  answers  critical  additional  questions  we 
cannot  address  under  current  resource  constraints. 

Discussions  with  sponsoring  agencies  make  it  appear  unlikely  that  they  will  allow 
funding  from  ongoing  project  work  to  be  diverted  to  analytical  or  management  sup- 
port. From  the  standpoint  of  objectivity,  it  would  appear  wise  to  have  any  analytical 
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work  on  defense  conversion  funded  independent  of  the  various  agencies  supporting 
the  actual  project  work. 

VOLPE  CENTER — TRAVEL  MODEL  INVOLVEMENT 

Mr.  Coleman.  One  subject  this  subcommittee  has  been  inter- 
ested in  is  the  area  of  travel  model  forecasting.  As  you  know,  the 
ridership  forecasts  for  some  of  the  new  transit  systems  have  been 
notoriously  off  the  mark,  and  science  of  ridership  forecasting  is  not 
well  developed. 

What  is  the  Volpe  Center's  involvement  in  the  Travel  Model  Im- 
provement Program  which  is  designed  to  develop  the  next  genera- 
tion of  travel  demand  models  and  new  approaches  to  travel  fore- 
casting? 

[The  information  follows:] 

The  Volpe  Center  has  received  funds  from  the  FHWA  to  support  this  program: 
$200,000  in  fiscal  year  1992,  and  $325,000  in  fiscal  year  1993.  This  support  has  in- 
cluded work  on  program  design,  network  models,  demand  models,  and  other  activi- 
ties. No  fiscal  year  1994  funds  have  been  received  to  date. 

A  draft  report  prepared  by  the  Center,  "Intennodal  System  Transportation  Eval- 
uation Program:  Travel  Model  Improvements  Study  Design,"  described  a  proposed 
5-year  research  plan  in  four  areas:  network  modeling;  demand  modeling;  activity  al- 
location modeling;  and  data  collection  and  analysis.  The  Center  has  been  engaged 
in  the  design  and  prototype  development  of  a  multicriteria  traffic  assignment  model 
that  incorporates  both  cost  and  time  into  route  choice,  thus  permitting  more  rational 
forecasts  of  highway  and  transit  usage  and  improved  testing  of  proposed  road-pric- 
ing and  parking  policies.  The  Center  produced  a  technical  report  identifying  the 
data  collection  and  transportation  modeling  requirements  specified  by  recent  Fed- 
eral legislation,  particularly  the  Clean  Air  Act  Amendments  and  the  ISTEA.  The 
Center  sjrnthesized  four  travel  demand  research  papers  commissioned  by  the  FHWA 
which  asked  consultants  to  describe  their  view  of  an  updated  set  of  planning  mod- 
els. The  Center  inventoried  the  extensive  land  use  and  transportation  data  available 
for  the  Boston  region,  dating  back  to  1950,  and  developed  an  implementation  plan 
to  produce  an  "urban  data  laboratory"  that  researchers  could  use  to  investigate  the 
relationships  between  land  use  development  and  transportation  improvements. 

VOLPE — KNOWLEDGE  OF  TRANSIMS 

Mr.  Coleman.  Are  you  familiar  with  the  transportation  analysis 
and  simulation  system,  a  large-scale  simulation  model  known  as 
TRANSIMS,  developed  by  Los  Alamos  National  Laboratories? 

[The  information  follows:] 

As  part  of  its  Travel  Model  Improvement  Program  (TMIP)  support,  the  Volpe  Cen- 
ter was  asked  by  the  FHWA  to  critique  the  ongoing  transportation  simulation 
(TRANSIMS)  development  proposal  from  LANL,  and  a  technical  memorandum  was 
prepared.  In  early  Fiscal  Year  1993,  the  Center  also  provided  some  technical  advice 
to  the  FHWA  regarding  TRANSIMS,  and,  with  FHWA,  met  several  times  with 
LANL  staff. 

Mr.  Coleman.  Some  observers  believe  that  the  Los  Alamos  model 
is  a  high-risk  effort  of  an  unproven  technology  that  will  have  the 
effect  of  drying  up  a  considerable  portion  of  future  research  and  de- 
velopment funding  for  next  generation  travel  demand  models.  How- 
ever, the  Federal  Highway  Administration  believes  that  the 
TRANSIMS  model  offers  superior  promise  in  efforts  to  improve 
travel  forecasting  and  is  a  "medium"  risk  effort  that  will  not  hinder 
short-term  improvements  in  travel  forecasting.  With  which  view  do 
you  agree? 

[The  information  follows:] 

The  Center  believes  that  the  TRANSIMS  model  may  offer  superior  promise  in 
travel  forecasting  but  believes  that  it  is  lacking  data.  Many  of  the  problems  that 
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have  been  encountered  in  travel  demand  modelling  have  been  due  more  to  inad- 
equate data  and  to  a  state-of-the-practice  that  often  falls  far  short  of  the  current 
state-of-the-art  of  travel  demand  analysis.  In  allocating  available  funds,  the  Volpe 
Center  would  put  greater  emphasis  on  a  wider  variety  of  lower-risk,  short-term  im- 
provements designed  to  expand  the  analytical  "tool  box"  available  to  analysts  for  de- 
signing specific  approaches  to  the  broad  range  of  issues  they  must  address. 

Mr.  Coleman.  To  what  extent  does  the  TRANSIMS  model  offer 
the  potential  to  gain  a  better  method  of  modeling  travel  behavior 
and  predicting  how  and  why  the  population  travels? 

[The  information  follows:] 

TRANSIMS  may  offer  the  potential  of  a  better  model  of  travel  behavior.  Improv- 
ing our  basic  understanding  of  travel  behavior  and  our  ability  to  apply  this  knowl- 
edge to  transportation  analysis  is  dependent  more  on  the  breadth  and  quality  of  rel- 
evant data  that  can  be  obtained  from  primary  and  secondary  sources  within  realistic 
time  and  doUar  budgets.  The  Volpe  Center  believes  that,  to  improve  travel  behavior 
analysis  and  forecasts,  priority  shovdd  be  given  to  research  aimed  at  improving  data 
collection  methodologies. 

REVIEW  OF  NEW  JERSEY  GAS  PIPELINES 

Mr.  Coleman.  The  press  release  issued  by  the  Department  on 
March  29th  on  the  Edison,  New  Jersey,  gas  pipeline  explosion  acci- 
dent indicated  that  the  Department  will  allocate  additional  person- 
nel and  funds  to  set  up  a  temporary  pipeline  safety  office  in  New 
Jersey  to  conduct  a  comprehensive  review  of  all  interstate  natural 
gas  transmission  pipelines  in  the  State.  What  do  you  hope  to  ac- 
complish with  this  review  and  why  do  you  believe  it  is  necessary? 

[The  information  follows:] 

OPS  will  inspect  and  determine  the  compliance  status  of  all  the  interstate  gas 
«  transmission  lines  in  New  Jersey.  In  addition  to  reviewing  operating  and  mainte- 
nance records,  OPS  plans  to  determine  in  the  field  the  actual  operating  status  of 
main  line  valves  by  assuring  that  they  operate,  assuring  that  regulators  and  relief 
valves  are  actually  set  at  correct  pressures,  taking  cathodic  protection  readings  in 
numerous  areas,  and  all  rights-of-way  will  be  patrolled  looking  for  areas  similar  to 
the  situation  found  at  the  Edison  asphalt  plant.  Internal  inspection  tool  records  will 
also  be  reviewed. 

OPS  believes  a  comprehensive  inspection  with  state  agency  participation  is  nec- 
essary to  help  assure  that  the  lines  are  in  compliance  with  the  pipeline  safety  code 
and  to  help  rebuild  the  confidence  in  the  citizens  of  New  Jersey  in  the  interstate 
gas  pipeline  system.  With  a  high  concentration  of  pipelines  in  heavily  populated 
areas,  what  we  learn  from  the  New  Jersey  investigation  can  then  be  applied  to  simi- 
lar situations  nationwide,  providing  RSPA  with  a  critical  risk  assessment  for  inter- 
state natural  gas  transmission  lines. 

Mr.  Coleman.  What  is  the  source  of  funds  that  will  be  used  to 
support  the  temporary  pipeline  office  in  New  Jersey? 
[The  information  follows:] 

Funds  for  the  temporary  office  in  New  Jersey  will  be  drawn  from  the  administra- 
tive account  to  cover  the  costs  of  inspector  travel  and  equipment. 

ONE-CALL  SYSTEMS 

Mr.  Coleman.  RSPA  has  previously  testified  that  excavation 
damage  is  the  largest  single  cause  of  pipeline  accidents.  Construc- 
tion-related damage  was  identified  as  the  probable  cause  in  last 
year's  Reston,  Virginia,  oil  spill  and  seems  to  be  the  culprit  in  the 
New  Jersey  accident  as  well. 

In  June,  1988,  RSPA  issued  a  notice  of  proposed  rulemaking  to 
mandate  that  all  underground  liquid  and  gas  pipeline  operators 
participate  in  excavation  damage  prevention  programs,  such  as  the 
'one-call"  centralized  notification  systems  operated  in  some  States. 
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I  understand  that  you  now  plan  to  publish  a  final  rule  by  June  30 
of  this  year. 

Given  the  demonstrated  effectiveness  of  such  programs,  why  has 
it  taken  six  years  for  RSPA  to  publish  a  final  rule  mandating  par- 
ticipation by  pipeline  operators? 

[The  information  follows:] 

RSPA's  regulations  already  require  gas  pipelines  to  have  damage  prevention  pro- 
grams in  populated  areas,  and  most  liquid  pipeline  operators  voluntarily  conduct  or 
participate  in  such  programs.  Therefore,  initially  we  deferred  this  project  to  provide 
time  to  develop  regulations  of  higher  priority.  One  of  our  higher  priority  projects 
was  to  issue  regulations  that  require  states  receiving  pipeUne  safety  grants  to  have 
one-call  programs  covering  both  pipelines  and  excavators  in  all  areas  where  pipe- 
lines exist.  Those  regulations  were  published  in  September  1990  (49  CFR  Part  198). 
We  then  began  to  develop  additional  regulations,  to  be  proposed  this  summer,  to  en- 
sure that  interstate  pipelines  come  under  those  state  programs. 

Mr.  Coleman.  In  November  1993,  the  Office  of  Pipeline  Safety 
announced  that  it  would  begin  a  national  campaign  to  encourage 
states  to  adopt  improved  "one-call"  systems  to  locate  and  mark  un- 
derground pipelines.  What  are  the  elements  of  this  campaign  and 
what  steps  have  been  taken  thus  far? 

[The  information  follows:] 

OPS  has  developed  a  prehminary  list  of  elements  of  a  national  campaign  includ- 
ing: 

Analyzing  national  and  state  accident  statistics  to  validate  the  extent  of  outside 
force  damage  as  an  accident  cause; 

Documenting  the  degree  to  which  accident  reduction  can  be  attributed  to  ex- 
panded use  of  one-call  systems; 

Targeting  states  for  concentrated  outreach  to  assist  in  their  efforts  to  upgrade 
one-call  systems; 

Reviewing  existing  federal  one-call  legislation  and  regulations  and  recommending 
changes  to  improve  one-call  effectiveness;  and 

Fvirthering  public  education  and  awareness  initiatives  of  the  American  Gas  Asso- 
ciation, American  Petroleum  Institute,  Interstate  Natural  Gas  Association  of  Amer- 
ica, and  other  industry  associations,  including  the  possible  development  of  public 
service  announcements  urging  use  of  one-caU  systems. 

Two  meetings  will  be  used  to  obtain  input  for  finalizing  the  elements  of  the  na- 
tional campaign:  the  May  4  One-Call  Systems  and  Damage  Prevention  Symposium 
in  Minneapolis,  Minnesota,  sponsore.d  by  the  American  Public  Works  Association, 
and  Hie  May  10-11  Department  of  Transportation  Pipeline  Safety  Advisory  Commit- 
tee meeting  in  Washington,  DC. 

OPS  has  hired  a  consultant  to  coordinate  startup  of  the  campaign.  A  major  com- 
ponent of  this  effort  is  working  with  other  interested  parties  to  marshal  available 
resources  and  gamer  support  for  strengthening  state  one-call  systems.  The  national 
campaign  is  being  given  priority  attention  as  an  initiative  in  the  Department's  Stra- 
tegic Plan  under  Goal  4,  to  promote  safe  and  secure  transportation.  Of  all  the  pipe- 
line safety  initiatives  in  the  Strategic  Plan,  improving  one-call  systems  may  poten- 
tially have  the  highest  payoff  in  terms  of  reducing  pipeline  fatalities,  injuries,  and 
priority  damage. 

Mr.  Coleman.  The  pipeline  industry  has  pointed  out  that  pipe- 
line operators  are  not  the  only  ones  who  should  be  mandated  to 
participate  in  "one-call"  systems.  They  argue  that  construction  con- 
tractors and  others  who  dig  around  pipelines  should  be  required  to 
use  "one-call"  systems  before  digging,  with  appropriate  penalties 
for  noncompliance. 

The  1992  Pipeline  Safety  Act  authorizes  criminal  penalties  for 
any  excavator  who  fails  to  use  an  available  "one  call"  system  and 
subsequently  damages  a  pipeline.  How  effective  is  such  a  sanction? 
Has  anyone  been  prosecuted  under  this  provision? 

[The  information  follows:] 
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Since  no  one  has  yet  been  prosecuted  under  the  criminal  penalty  provision,  it  is 
too  early  to  tell  how  effective  this  sanction  will  be.  Theoretically,  the  threat  of  a 
criminal  penalty  could  be  an  incentive  for  a  contractor  to  use  a  one-call  system.  As 
part  of  its  national  one-call  strategy,  OPS  will  be  doing  more  in  the  coming  year 
to  pubUcize  the  existence  of  the  criminal  penalty  through  excavator  and  contractor 
trade  associations  (e.g.,  Associated  General  Contractors  of  America,  American  Public 
Works  Association). 

Mr,  Coleman.  What  additional  statutory  or  regulatory  provisions 
might  be  useful  in  encouraging  states  to  adopt  civil  penalties  or 
other  effective  sanctions  for  "one-call"  violations  by  excavators? 

[The  information  follows:] 

One  of  the  elements  of  the  national  campaign  will  be  to  asses  the  various  one- 
call  enforcement  and  compliance  measures  currently  being  used  in  the  states  to  de- 
termine their  effectiveness.  That  assessment  will  provide  a  basis  for  recommending 
any  additional  statutory  or  regulatory  provisions. 

PIPELINE  SAFETY — CIVIL  PENALTIES 

Mr.  Coleman.  What  would  be  wrong  with  legislation  granting 
authority  to  the  Department  of  Transportation  to  assess  civil  pen- 
alties against  excavators  found  to  have  negligently  or  recklessly 
damaged  interstate  pipelines? 

[The  information  follows:] 

To  exercise  civil  penalty  authority  over  excavators,  the  Department  would  have 
to  regulate  and  inspect  the  activities  of  potentially  several  hundred  thousand  per- 
sons who  begin  thousands  of  new  excavations  daily.  Such  an  effort  would  be  a  mam- 
moth undertaking  that  would  overwhelm  our  compliance  resources,  and  would 
largely  dupUcate  the  authority  of  OSHA  to  enforce  its  new  excavation  standards.  A 
better  approach  would  be  to  strengthen  or  clarify  the  existing  OSHA  authority. 

ONE-CALL  SYSTEMS  VS.  GRANT  FUNDING 

Mr.  Coleman.  The  justifications  indicate  that  seven  states  do  not 
have  "one-call"  systems  and  30  States  do  not  have  the  statutorily 
mandated  level  of  civil  penalty  authority.  Is  it  not  a  federal  re- 
quirement that  states  have  comprehensive  "one-call"  systems  that 
meet  minimum  criteria  as  a  condition  of  receiving  federal  pipeline 
safety  grant  awards?  If  so,  why  do  states  which  do  not  meet  these 
requirements  continue  to  receive  federal  assistance? 

[The  information  follows:] 

In  accordance  with  the  Pipeline  Safety  Reauthorization  Act  of  1988,  states  which 
do  not  meet  the  minimum  requirements  for  a  one-call  system  do  not  receive  the  fiill 
grant  allocation  to  which  they  would  otherwise  be  eligible.  In  1993,  a  state  not  in 
full  compliance  with  the  minimum  one-call  requirements  lost  10  out  of  a  total  of  100 
performance  points,  decreasing  the  amount  of  its  grant  allocation.  Although  a  key 
element  of  an  effective  state  program,  the  one-call  requirement  is  but  one  compo- 
nent of  an  overall  safety  program.  RSPA  must  be  careful  that  in  "punishing"  a  state 
for  failvu-e  to  have  an  effective  one-call  program,  we  do  not  undermine  the  other  as- 
pects of  the  state's  safety  program. 

PIPELINE  INSPECTIONS 

Mr.  Coleman.  A  recent  audit  by  the  Inspector  General  of  the  Of- 
fice of  Pipeline  Safety's  central  regional  office  found  that  the 
central  region  did  not  meet  its  goals  for  inspecting  high-risk  pipe- 
lines in  1991  or  1992,  and  RSPA  has  indicated  that  1993  goals 
were  not  met  either.  Reasons  cited  for  not  meeting  established 
goals  were  limitations  in  staffing,  competing  demands  on  inspec- 
tors' time,  staff  turnover,  accident  investigations,  witnessing  opera- 
tor remedial  actions  and  the  Midwest  floods. 
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In  addition  to  the  central  region,  which  other  regions  are  not 
meeting  their  inspection  targets  and  why? 
[The  information  follows:] 

Two  other  regions  did  not  meet  their  inspection  goals  for  1993.  The  Southwest  Re- 
gion met  only  85  percent  of  its  goal  because  of  several  factors  including  accident  in- 
vestigations, offshore  liaison  activities,  and  special  assignments.  The  Eastern  Region 
met  only  56  percent  of  its  1993  goal  because  of  major  involvement  in  the  Colonial 
Pipeline  Company  incident  in  Virginia. 

Mr.  Coleman.  In  September,  1993,  the  Office  of  Pipeline  Safety 
convened  a  meeting  of  the  five  regional  directors  to  reassess  poli- 
cies for  setting  inspection  priorities  and  allocating  inspection  effort 
based  on  the  need  to  address  emerging  program  priorities  in  light 
of  increasing  workload  and  available  resources.  What  were  the  re- 
sults from  your  reassessment  of  your  inspection  policies? 

[The  information  follows:] 

Several  changes  were  made  to  policies  for  setting  inspection  priorities. 

Weighing  factors  in  prioritization  criteria  were  changed  to  give  more  weight  to  the 
presence  of  environmentally  sensitive  areas. 

New  goals  were  established  for  allocating  inspectors'  time  over  the  20  annual  in- 
spections per  inspector.  (The  goal  of  20  inspections  per  year  per  inspector  with  the 
top  one-third  prioritized  by  risk  did  not  change).  The  change  was  to  the  remaining 
two-thirds  which  will  not  be  one-third  based  on  risk  +  time  since  last  inspections 
and  one-third  new  construction  and  accident  investigation. 

A  team  of  inspectors  will  now  review  an  operator's  O&M  plan  at  the  operator's 
headquarters  thus  greatly  reducing  the  repetitive  reviews  in  each  of  the  operator's 
district  offices  during  standard  inspections.  This  will  leave  more  time  for  the  field 
portion  of  each  inspection  which  will  improve  the  effectiveness  of  the  inspection 
process. 

Mr.  Coleman.  In  1990,  RSPA  established  a  goal  of  inspecting 
large  pipeline  operators  every  four  years  and  small  pipeline  opera- 
tors every  two  years.  What  impact  will  new  mandates  to  inspect 
intrastate  pipelines  have  on  your  ability  to  meet  these  inspection 
goals  in  fiscal  year  1995  and  beyond? 

[The  information  follows:] 

It  is  correct  that  many  of  the  low  stress,  rural  gas,  and  hazardous  liquid  gathering 
pipeUnes  that  will  be  brought  under  OPS  regulations  will  be  intrastate  pipelines. 
For  this  reason,  OPS  is  actively  seeking  more  state  liquid  pipeline  programs.  How- 
ever, it  is  clear  that  these  newly  regulated  pipelines  will  put  an  additional  burden 
on  our  inspection  resources. 

PIPELINE  INSPECTOR  POSITIONS 

Mr.  Coleman.  This  subcommittee  has  been  sympathetic  in  re- 
viewing the  Office  of  Pipeline  Safety's  staffmg  needs.  In  the  con- 
ference report  on  the  fiscal  year  1994  transportation  appropriations 
bill,  the  conferees  provided  funding  for  three  additional  pipeline  in- 
spector positions  and  directed  that  these  positions  be  filled  as  soon 
as  possible.  Have  the  positions  be  filled  and,  if  not,  what  are  the 
reasons  for  the  delay? 

[The  information  follows:] 

OPS  issued  vacancy  announcements  for  all  three  positions  earlier  this  year  but 
did  not  receive  appUcations  from  suitable  candidates.  OPS  is  currently  readvertising 
the  three  positions  and  expects  to  fill  them  in  fiscal  year  1994. 

Mr.  Coleman.  What  is  your  current  complement  of  federal  pipe- 
line inspectors  and  how  does  that  compare  with  a  year  ago? 
[The  information  follows:] 
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Fiscal  year — 
1993  1994 

Eastern  3  3 

Southern  3  4 

Central 5  5 

Southwest 6  7 

Western 5  6 

Headquarters  (Drug  and  Alcohol)  1  2 

Total  23  27 

We  currently  have  a  total  of  27  inspectors  and  board,  which  is  four  more  than 
last  year.  We  are  now  in  the  process  of  hiring  three  inspectors  within  the  next  few 
months,  and  hope  to  have  all  positions  filled  by  the  end  of  the  fiscal  year. 

MEETING  PIPELINE  INSPECTION  PRIORITIES 

Mr.  Coleman.  The  RSPA  has  announced  that  it  will  give  inspec- 
tions of  newly  constructed  and  low-stress  hazardous  liquid  pipe- 
lines a  higher  priority.  How  will  you  accommodate  these  additional 
priorities  in  a  program  that  is  already  stressed  in  meeting  current 
inspection  goals? 

[The  information  follows:] 

OPS  has  requested  funding  in  fiscal  year  1995  for  contractor  personnel  to  conduct 
a  majority  of  new  construction  inspections  and  some  aspects  of  accident  investiga- 
tions, augmenting  OPS  resources  and  helping  OPS  attain  its  inspection  goals.  With 
the  increase  in  inspection  units,  however,  it  may  mean  a  longer  period  between 
standard  inspections  of  certain  pipeline  operators. 

PIPELINE  SAFETY — ^USE  OF  CONTRACTORS 

Mr,  Coleman.  The  justifications  indicate  that  in  fiscal  year  1995 
the  Office  of  Pipeline  Safety  will  require  $325  thousand  to  hire  con- 
tract personnel  to  conduct  a  majority  of  new  construction  inspec- 
tions and  accident  investigations  when  existing  engineering  staff 
are  not  available.  Federal  regulations  prohibit  the  use  of  contrac- 
tors to  supplement  the  federal  labor  force  in  the  performance  of  in- 
herently governmental  functions. 

I  would  consider  pipeline  safety  enforcement  to  be  an  inherently 
governmental  function.  Why  do  you  believe  it  appropriate  to  use 
private  contractors  for  this  purpose?  Have  you  sought  a  ruling  from 
RSPA's  chief  counsel  on  this  issue? 

[The  information  follows:] 

In  conducting  new  construction  inspections  and  some  aspects  of  accident  inves- 
tigations, contractor  personnel  will  be  serving  as  observers  and  fact  finders  on- 
scene.  They  may  report  on  probable  violations,  but  they  will  not  be  involved  in  deci- 
sions on  whether  enforcement  actions  will  be  taken.  Their  reports  and  observations 
will  be  turned  over  to  the  OPS  regional  office  for  further  action.  As  we  develop  work 
statements  for  contract  personnel,  we  will  ensure  that  the  functions  performed  are 
not  inherently  governmental. 

COLONIAL  ACCIDENT — LESSONS  LEARNED 

Mr.  Coleman.  What  lessons  has  RSPA  learned  from  last  year's 
Colonial  pipeline  oil  spill  in  Reston,  Virginia,  that  could  prevent 
similar  accidents? 

[The  information  follows:] 

The  accident  re-focused  attention  on  the  need  to  adopt  several  pending 
rulemakings  on  subjects  implicated  in  the  Colonial  failure.  One  such  rulemaking 
would  extend  damage  prevention  programs  to  hazardous  liquid  pipelines.  Also,  an 
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accompanying  notice  will  propose  to  require  participation  in  one-call  systems  by  all 
the  pipeline  operators. 

Another  rulemaking  in  progress  would  specify  those  circumstances  under  which 
operators  of  hazardous  liquid  pipelines  would  be  required  to  use  emergency  flow-re- 
stricting devices  in  conjunction  with  a  leak  detection  system,  in  order  to  locate  and 
minimize  the  extent  of  a  spill. 

The  appropriate  use  of  instrumented  internal  inspection  devices  is  also  important. 
On  April  12,  1994,  RSPA  published  a  rule  requiring  that  certain  new  and  replaced 
pipeUnes  be  constructed  to  accommodate  instrumented  internal  inspection  devices 
(smart  pigs).  RSPA  has  now  begun  a  rulemaking  project  to  prescribe  the  cir- 
cumstances under  which  smart  pigs,  or  other  inspection  methods  at  least  as  effec- 
tive as  smart  pigs,  are  to  be  used  for  the  periodic  inspection  of  pipelines  in  popu- 
lated or  environmentally  sensitive  areas. 

Finally,  this  accident  highlights  the  need  for  response  planning  and  drills  that 
will  mitigate  the  consequences  of  spills  from  oil  pipeUnes.  RSPA  published  an  In- 
terim Final  Rule  in  January  1993  that  required  oil  pipelines  to  develop  and  file  oil 
spill  response  plans  to  RSPA.  We  plan  to  issue  a  Final  Rule  in  the  Fall  of  1994. 

In  addition,  the  necessity  and  value  of  complete  and  accurate  maps  has  been  dem- 
onstrated by  the  accident,  both  with  respect  to  the  effective  application  of  local  land 
use  controls,  but  also  for  informing  citizens  of  the  potential  risks  they  face  in  living 
close  to  a  pipeline.  We  are  drafting  a  Notice  of  Proposed  Rulemaking  on  this  subject, 
which  we  hope  to  issue  later  this  year. 

COLONIAL  ACCIDENT  COSTS 

Mr.  Coleman.  How  much  did  this  incident  cost  in  terms  of  envi- 
ronmental damage,  cleanup  costs  and  economic  losses  associated 
with  the  pipeline  being  closed  or  operated  at  a  lower  capacity? 

[The  information  follows:] 

Colonial  has  estimated  that  the  total  cost  of  this  failure  is  $10  million. 

Mr.  Coleman.  How  much  did  it  cost  RSPA  to  investigate  this  ac- 
cident and  to  report  on  its  findings?  Should  RSPA  have  the  author- 
ity to  seek  reimbursement  for  its  costs  from  companies  involved  in 
incidents? 

[The  information  follows:] 

It  is  estimated  that  about  $250,000  was  spent  on  the  Colonial  Pipeline  investiga- 
tions. The  investigation  is  not  closed  and  additional  costs  will  continue  to  add  up. 

RSPA  does  not  have  the  authority  to  seek  reimbvu^ement  for  its  costs.  It  may  be 
useful  if  a  mechanism  is  set  up  for  RSPA  to  be  reimbursed  for  these  costs.  In  addi- 
tion to  the  costs,  the  time  devoted  to  these  major  investigations  prevents  OPS  from 
fully  carrying  out  its  risk  based  inspection  program  and  congressional  mandated 
rules  and  studies  on  schedule. 

STATE  OF  VIRGINIA  PLANNED  RESPONSIBILITIES 

Mr,  Coleman.  As  a  result  of  the  Reston  accident,  the  state  of 
Virginia  plans  to  take  over  pipeline  inspections  that  were  pre- 
viously performed  by  the  federal  government.  What  pipeline  safety 
responsibilities  will  be  assumed  by  the  state  and  what  responsibil- 
ities will  continue  under  RSPA  in  Virginia? 

[The  information  follows:] 

Legislation  has  been  passed  by  the  Virginia  General  Assembly  and  is  before  the 
Governor  for  signature  giving  the  Virginia  State  Corporation  Commission  authority 
for  overseeing  the  safety  of  intrastate  hazardous  liquid  pipelines.  If  signed,  the  Com- 
mission would  assume  safety  jurisdiction  over  intrastate  hazardous  Uquid  pipelines, 
and  OPS  would  continue  its  jurisdiction  over  interstate  hazardous  liquid  pipelines. 
Once  the  state  esteblishes  an  intrastate  program  and  has  qualified  personnel,  it  will 
be  eligible  to  become  an  OPS  agent  for  inspecting  interstate  operators  in  Virginia 
(any  probable  violations  of  the  regulations  would  be  referred  to  OPS  for  enforce- 
ment). 
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NTSB  SAFETY  RECOMMENDATIONS 

Mr.  Coleman.  Has  the  NTSB  made  any  safety  recommendations 
to  RSPA  for  improving  the  safety  of  pipelines  as  a  result  of  its  in- 
vestigation of  the  Reston  accident? 

[The  information  follows:] 

The  NTSB  has  not  made  any  recommendations  to  RSPA  for  improving  the  safety 
of  pipelines  as  a  resvdt  of  its  investigation  of  the  Reston  accident.  Rather,  because 
NTSB  also  investigated  a  1991  Colonial  Pipeline  accident  that  involved  mechanical 
damage  sustained  during  previous  excavation,  also  resulting  in  a  large  release  of 
diesel  fuel  that  affected  a  major  water  supply,  the  NTSB  is  conducting  a  special  in- 
vestigation to  explore  safety  issues  related  not  only  to  Colonial,  but  also  to  the  pe- 
troleum product  pipeline  industry  in  general.  The  Board  may  issue  safety  rec- 
ommendations based  on  this  investigation. 

COLONIAL  ACCIDENT — USE  OF  SMART  PIG 

Mr.  Coleman.  After  the  incident,  RSPA  asked  Colonial  to  inspect 
its  pipeline  with  a  "smart  pig".  The  inspection  revealed  additional 
pipeline  defects  that  were  then  repaired.  In  hindsight,  do  you  be- 
lieve that  earlier  use  of  smart  pig  inspections  had  the  potential  for 
revealing  the  defects  and  allowing  repairs  that  could  have  pre- 
vented the  incident? 

[The  information  follows:] 

Usually,  smart  pig  inspections  are  for  the  purpose  of  detecting  metal  loss  as  the 
result  of  corrosion.  Using  that  pre-existing  technology,  the  damage  that  caused  the 
accident  may  not  have  been  indicated.  However,  the  smart  pig  runs  on  the  36-inch 
Colonial  pipeline  used  evolving  evaluation  technology  that  was  not  previously  prov- 
en. That  technology  was  applied  specifically  to  indicate  locations  of  potentijd  dam- 
age to  the  pipe  after  RSPA  had  recognized  multiple  sites  of  mechanical  damage  in 
the  lengths  of  pipelines  excavated  at  Reston.  Had  that  technology  been  apphed  dur- 
ing the  intervsd  between  damage  to  the  pipeline  and  -the  accident,  it  is  highly  prob- 
able that  the  damage  would  have  been  detected  and  the  accident  prevented. 

COLONIAL  ACCIDENT — ^PIPELINE  SAFETY  ACTION  PLAN 

Mr.  Coleman.  After  the  Colonial  spill.  Secretary  Pena  directed 
RSPA's  Office  of  Pipeline  Safety  (OPS)  to  develop  an  action  plan  to 
respond  more  quickly  and  comprehensively  to  pipeline  spills  that 
pose  potential  environmental  hazards.  That  plan  involves  accelerat- 
ing five  rulemakings  that  address  pipeline  safety  and  environ- 
mental issues:  Hydrostatic  testing  of  older  pipelines;  previously  ex- 
cepted low-stress  pipelines;  smart  "pigging"  of  new  and  replaced 
pipelines;  "one-call"  damage  prevention  programs;  and  emergency 
flow  restricting  devices. 

We  have  talked  about  the  "one-call"  damage  prevention  program 
regulation.  Would  you  give  us  a  brief  status  report  on  where  the 
other  rulemakings  stand  and  when  you  plan  to  complete  action  on 
each? 

[The  information  follows:] 

Rulemaking  Status  Schedule 

Hydrostatic  testing  of  older  pipelines  Final  rule  under  development Publish  final  rule  6/94. 

(renamed  pressure  testing). 

Previously  excepted  low  stress  pipelines  Final  rule  under  development Publish  final  rule  6/94. 

Smart  "pigging"  of  new  and  replaced  Completed  Final  rule  published  4/12/94. 

pipelines. 

Emergency  flow  restricting  devices ANPRM  published   1/19/94;  RSPA  re-    Publish  NPRM,  9/94;  final  rule,  9/95. 

viewing  comments. 
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PIPELINE  SAFETY  RULEMAKINGS 

Mr.  Coleman.  RSPA  has  indicated  that,  as  a  result  of  accelerat- 
ing these  five  high  priority  rulemakings  under  OPS'  environmental 
action  plan,  19  other  pipeline  rulemakings  will  receive  a  lower  pri- 
ority. RSPA  already  has  a  significant  backlog  of  rules  which  are 
mandated  under  the  1992  and  1988  pipeline  safety  acts.  Which  sig- 
nificant rulemaikings  will  be  further  delayed  as  a  result  of  your  in- 
creased focus  on  pipelines  in  environmentally  sensitive  areas? 

[The  information  follows:] 

Cvirrent  significant  rulemakings  that  will  be  delayed  are  Maps  and  Records,  Pipe- 
line Inventory;  Definition  of  Gas  Gathering  Line;  Regulatory  Review:  Gas  Pipeline 
Safety  Standards;  and  Response  Plans  for  Onshore  Oil  Pipelines. 

PIPELINE  SAFETY  REQUESTED  POSITIONS 

Mr.  Coleman.  Is  it  accurate  that  RSPA  requested  16  additional 
positions  for  pipeline  safety  from  the  Department  in  the  fiscal  year 
1995  budget  cycle  and  was  granted  three  new  positions? 

[The  information  follows:] 

Yes,  that  is  correct. 

SFTA — ^REGULATORY  ANALYSIS 

Mr.  Coleman.  The  regulatory  analysis  conducted  by  the  Volpe 
Center  concluded  that  the  potential  benefits  of  the  proposed  regula- 
tion would  be  $69.4  million  per  year,  with  the  annual  cost  esti- 
mated to  be  $5.3  million.  However,  aren't  these  benefits  highly 
speculative  given  the  lack  of  available  information  on  the  extent  to 
which  food  is  contaminated  during  shipment  and  any  resulting  in- 
jury or  illness  that  occurs? 

[The  information  follows:] 

Given  the  lack  of  systematic  and  extensive  data  on  the  scope  and  fi-equency  of 
food  products  being  contaminated  during  transportation,  the  regulatory  evaluation 
was  based  on  information  that  had  to  be  inferred  and  derived  tJirough  modeling  in- 
dustry transportation  practices.  As  such,  the  benefit  estimates  are  subject  to  various 
degrees  of  uncertainty.  Although  every  effort  was  made  to  base  the  estimates  on 
conservative  and  plausible  assumptions,  the  uncertainty  associated  with  the  benefit 
estimates  is  not  known  and  could  oe  substantial. 

PROPOSAL  TO  REPEAL  SFTA  LEGISLATION 

Mr.  Coleman.  RSPA's  justifications  suggest  that  the  Department 
will  submit  legislation  to  repeal  SFTA.  However,  I  understand  that 
the  authorizing  committees  have  not  been  very  receptive  to  this 
proposal.  Do  you  still  plan  to  submit  repeal  legislation? 

[The  information  follows:] 

Repeal  of  the  legislation  is  one  of  several  options  that  we  are  currently  consider- 
ing. We  have  not  made  a  final  decision  at  this  time. 

APPROPRIATE  AGENCY  FOR  SFTA  REGULATION 

Mr.  Coleman.  At  the  time  that  SFTA  was  considered  in  Con- 
gress, the  general  counsel  of  the  Department  maintained  that  the 
Food  and  Drug  Administration  (FDA)  in  HHS  was  the  appropriate 
agency  to  regulate  food  transportation  and  that  the  FDA  had  exist- 
ing authority  under  the  Federal  Food,  Drug  and  Cosmetic  Act  to 
do  so.  Is  that  still  the  Department's  position  and  does  the  FDA 
agree  with  you? 
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[The  information  follows:] 


The  Department  did  not  request  funds  in  the  President's  budget  to  support  SFTA 
in  FY  1995.  In  the  budget  submission,  the  Department  proposed  to  abolish  the  pro- 
gram and  indicated  that  legislation  would  be  required  to  do  this.  The  submission 
also  indicated  that  the  Food  and  Drug  Administration  of  HHS  has  the  necessary 
regulatory  authority  and  operational  structure  to  address  the  SFTA  mandates.  The 
Department  is  exploring  several  options  to  address  SFTA  in  FY  1995. 

Mr.  Coleman.  What  actions  has  HHS  taken  to  pursue  the  pro- 
posal? Has  HHS  made  provisions  in  its  budget  request  for  funds  to 
implement  this  program? 

[The  information  follows:] 

We  are  not  aware  of  any  request  by  HHS  to  seek  funding  for  SFTA. 

EMERGENCY  PREPAREDNESS  GRANTS  COLLECTIONS 

Mr.  Coleman.  Funding  for  the  emergency  preparedness  grant 
program  comes  from  fees  paid  by  hazardous  materials  carriers  and 
shippers.  Hazardous  materials  carriers  and  shippers  must  annually 
file  a  registration  statement  with  RSPA  and  pay  an  annual  fee  of 
$250  to  support  the  emergency  preparedness  program  activities 
and  an  administrative  processing  fee  of  $50. 

On  April  1,  the  RSPA  Administrator  wrote  to  the  governors  of 
those  states  that  participate  in  the  hazardous  materials  emergency 
preparedness  planning  and  training  grant  program  that  RSPA 
would  be  able  to  fund  only  70  percent  of  the  amounts  made  avail- 
able for  state  grants  in  the  fiscal  year  1994  Transportation  Appro- 
priations Act.  This  action  is  based  on  an  estimated  $2.5  million 
shortfall  in  program  funding  for  fiscal  year  1994. 

What  is  the  reason  for  the  shortfall  in  projected  registration  col- 
lections? 

[The  information  follows:] 

When  this  program  was  initiated  in  1992,  the  number  of  persons  subject  to  the 
registration  program  was  not  known.  After  two  years  of  extensive  efforts  to  inform 
the  hazardous  materials  industry  of  the  registration  requirements,  approximately 
26,000  persons  have  registered  for  each  year.  Fees  collected  for  grant  purposes  have 
totalled  approximately  $6.6  million  per  year.  Additionally,  we  will  be  examining  var- 
ious initiatives  to  ensure  that  the  grant  program  is  placed  on  a  sound  and  stable 
funding  basis. 

Mr.  Coleman.  Last  year,  you  told  us  that  you  anticipated  collect- 
ing $17.4  million  in  registration  fees  in  fiscal  year  1994.  What  reg- 
istration receipts  are  you  currently  projecting  for  fiscal  year  1994 
and  what  is  the  reason  for  the  large  discrepancy? 

[The  information  follows:] 

RSPA  expected  that,  as  the  hazardous  materials  registration  program  became  bet- 
ter known  and  understood,  the  nxmiber  of  registrants  would  increase  to  approxi- 
mately 69,000  in  fiscal  year  1994.  Despite  an  extensive  public  information  program 
and  increased  enforcement  activity  in  fiscal  year  1994,  approximately  the  same 
number  of  persons  have  registered  for  each  of  the  two  years  the  program  has  been 
in  existence.  The  apparent  stability  in  the  number  of  registrants  for  registration 
years  1992-93  and  1993-94  reflects  both  persons  newly  registered  in  1993-94  and 
persons  who  registered  for  1992-93  but  realized  in  1993-94  that  they  are  not  re- 
quired to  register.  RSPA  published  a  notice  of  proposed  rulemaking  on  April  1, 
1994,  that,  in  part,  proposed  a  new  requirement  that  shippers  verify  that  carriers 
are  registered  before  using  their  services  and  that  carriers  verify  that  shippers  are 
registered  before  accepting  hazardous  materials  for  transportation  from  them.  If 
adopted  as  a  regulation,  this  proposal  could  result  in  an  increase  in  the  number  of 
registered  persons.  RSPA  believes,  however,  that  the  total  number  of  registrants  for 
the  1994-95  registration  year  is  unlikely  to  exceed  30,000.  Projected  collections  from 
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30,000  registrants  at  $250  each  for  the  1994-95  registration  year  amount  to  a  total 
of  $7.5  million. 

Mr.  Coleman.  Since  registration  fees  are  due  each  July, 
shouldn't  you  have  known  about  a  potential  shortfall  last  year? 
When  did  RSPA  first  become  aware  that  registration  fees  were  fall- 
ing far  short  of  expectations? 

[The  information  follows:] 

A  year  ago  the  registration  program  was  still  within  its  first  operational  year  and 
RSPA  expected  that  the  number  of  registrants  would  significantly  increase  during 
the  second  operational  year  as  knowledge  of  the  program  grew  and  enforcement  ef- 
forts were  increased.  By  late  1993  we  were  aware  that  the  collections  were  falling 
short  of  the  estimated  projections  for  the  second  operational  year,  and  a  program 
review  was  initiated  to  consider  the  issues  involved  and  possible  solutions.  RSPA 
expects  to  propose  and  implement  regulatory  changes  that  address  this  issue  by 
next  year  if  collections  remain  static  this  year. 

EMERGENCY  PREPAREDNESS  GRANTS  COMPLIANCE 

Mr,  Coleman.  Last  year,  we  discussed  the  low  level  of  compli- 
ance among  hazardous  materials  carriers  and  shippers  who  must 
register  and  pay  a  registration  fee.  In  materials  supplied  last  year, 
RSPA  told  the  Subcommittee  that  it  expected  about  69,000  persons 
to  register.  However,  only  about  28,000  persons  have  registered  for 
the  current  registration  year.  That  is  a  compliance  rate  of  about  40 
percent.  What  are  the  reasons  for  such  a  low  compliance  rate? 

[The  information  follows:] 

Although  it  is  quite  certain  that  there  are  persons  required  to  register  who  have 
failed  to  do  so,  efforts  such  as  Roadcheck  '93  indicate  that  registration  compliance 
is  relatively  high,  at  least  among  persons  generally  recognized  as  part  of  the  hazard- 
ous materials  transportation  industry  subject  to  the  Federal  regulations.  It  is  pos- 
sible that  persons  generally  regarded  as  being  outside  the  purview  of  the  Federal 
hazardous  materials  regulations  but  who  are  required  to  register  (intrastate  motor 
carriers,  for  instance)  are  still  unaware  of  the  applicability  of  this  requirement  to 
their  particular  situations.  RSPA  is  continuing  its  efforts  to  make  the  program  bet- 
ter known  and  to  encourage  the  DOT  modal  administrations  and  state  and  local 
government  agencies  to  extend  their  enforcement  efforts.  RSPA  also  continues  to 
consider  alternatives  that  would  address  the  shortfall  of  grant  fiinds  in  time  to  meet 
the  fiscal  year  1995  grant  requests. 

Mr.  Coleman.  What  new  enforcement  strategies  are  you  develop- 
ing to  improve  compliance  and  increase  registration  fee  collections? 
[The  information  follows:] 

RSPA  continues  to  work  with  the  modal  administrations  within  the  Department 
on  a  uniform  and  comprehensive  outreach  and  enforcement  program  to  ensxire  that 
all  persons  subject  to  the  registration  requirements  have  had  an  opportunity  to  be 
made  aware  of  the  program's  requirements  and  to  enforce  comphance.  FHWA,  FRA 
and  RSPA  have  aU  cited  persons  for  non-compliance  nationwide.  FHWA,  at  RSPA's 
request,  undertook  a  special  study  during  Roadcheck  '93  (an  international  coopera- 
tive commercial  vehicle  inspection  effort)  and  cited  motor  carriers  who  were  not 
complying  with  registration  requirements.  RSPA  is  working  with  the  PubUc  Utilities 
Commission  of  Ohio  (PUCO)  under  a  pilot  program  to  better  examine  the  extent  of 
compliance  by  highway  carriers  subject  to  the  federal  registration  program  who  also 
transport  certain  hazardous  materials  in  or  through  Ohio.  The  PUCO,  for  example, 
has  agreed  that  it  will  not  register  a  person  in  its  state  registration  program  until 
that  person  verifies  registration  in  the  federal  program,  if  required  to  do  so.  The 
Ohio  registration  program  is  part  of  a  broader  demonstration  program  sponsored  by 
the  Department  under  a  FHWA  contract  with  the  National  Governors'  Association 
to  test  the  recommendations  of  the  Alliance  for  Uniform  HAZMAT  Transportation 
Procedures  (the  Alliance)  for  a  uniform  state  registration  and  permitting  program. 
Three  other  pilot  states,  Nevada,  Minnesota,  and  West  Virginia  will  also  be  partici- 
pating in  the  Alliance  program  although  not  directly  with  RSPA.  As  a  result  of  all 
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foiir  pilot  states  participating  in  the  Alliance  program,  increased  awareness  of,  and 
registration  in,  the  federal  registration  program  is  anticipated. 

EMERGENCY  PREPARED^fESS  GRANTS — BUDGET  VS.  REVENUES 

Mr.  Coleman.  RSPA  is  requesting  an  obligation  limitation  of 
$11.35  million  for  the  emergency  preparedness  program  in  fiscal 
year  1995,  including  $10.35  million  for  state  planning  and  training 
grants.  Are  you  confident  that  registration  revenues  will  be  suffi- 
cient to  support  this  level  of  program  activity?  What  are  your  cur- 
rent projections  for  collections  in  fiscal  year  1995  as  compared  with 
the  $15  million  in  collections  estimated  in  your  budget  justifica- 
tions? 

[The  information  follows:] 

RSPA  has  estimated  a  registration  revenue  shortfall  of  approximately  $2.5  million 
for  fiscal  year  1994;  after  two  years,  approximately  26,000  persons  have  registered 
each  year  and  have  generated  collections  of  $6.6  million  per  year  for  grant  purposes. 
Revenue  projections  are  uncertain  because  we  continue  to  work  with  several  un- 
knowns— the  exact  population  of  shippers  and  carriers  involved  in  the  transpor- 
tation of  hazardous  materials  in  general  and,  specifically,  the  population  subject  to 
the  registration  program.  RSPA  has  taken  immediate  corrective  steps  by  issuing  a 
notice  of  proposed  rulemaking  on  April  1,  1994,  that  would  require  shippers  and  car- 
riers to  ensiire  that  each  are  registered  before  both  may  engage  in  a  covered  reg- 
istration activity  during  FY  94.  The  beneficial  impact  of  this  shipper/carrier  compU- 
ance  provision  would  carry  over  into  FY  95  and  beyond.  RSPA  is  also  working  with 
selected  states  to  better  enforce  the  registration  requirements.  By  FY  95,  RSPA  ex- 
pects to  embark  on  new  rulemaking  proposals  which  may  include  a  review  of  the 
scope  of  hazardous  materials  covered,  persons  subject  to  the  registration  require- 
ments, and  the  amount  of  the  fee  based  on  the  amount  of  hazardous  materials  of- 
fered or  transported  by  a  registrant.  Based  on  the  outcome  of  these  scenarios,  we 
expect  that  registration  revenues  of  $15  million  will  be  achievable. 

EMERGENCY  PREPAREDNESS  GRANTS  REPORT 

Mr.  Coleman.  In  the  report  accompanying  the  fiscal  year  1994 
transportation  appropriations  bill,  the  Committee  requested  a  re- 
port by  March  1  on  the  implementation  of  the  emergency  prepared- 
ness grants  program,  its  administrative  requirements  and  perform- 
ance measures  that  can  be  used  to  judge  the  program's  results. 
What  can  you  tell  us  about  this  report  and  why  we  have  not  re- 
ceived it? 

[The  information  follows:] 

The  report  is  now  in  internal  coordination  and  will  be  transmitted  shortly. 

Mr.  Coleman.  Why  should  we  provide  additional  funding  for  the 
emergency  preparedness  program  if  we  do  not  know  whether  the 
program  is  achieving  its  purpose? 

[The  information  follows:] 

The  HMTA  grant  program  is  training  180,000  hazardous  materials  emergency  re- 
sponders  annually  and  providing  the  only  federal  funds  available  to  the  nation's 
4000  Local  Emergency  Planning  Committees  (LEPC's).  Without  HMTA,  funding,  re- 
sponders  and  LEPCs  would  be  less  able  to  effectively  cope  with  the  hazards  involved 
in  transporting  the  millions  of  tons  of  hazardous  materials  annuedly. 

HAZMAT  SAFETY  LEVEL 

Mr.  Coleman.  In  January,  the  Department  submitted  its  report 
to  Congress,  "Improvements  to  Hazardous  Materials  Identification 
Systems".  This  report  responds  to  a  Congressionally  mandated 
study  conducted  by  the  National  Academy  of  Sciences  (NAS)  on  the 
feasibility  of  and  need  for  a  nationwide  central  reporting  and  com- 
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puterized  data  center  to  provide  real-time  monitoring  of  hazardous 
materials  shipments.  The  Department's  report  makes  the  following 
statements: 

"NAS  found  that,  in  most  instances,  the  existing  hazardous  ma- 
terials communication  system  works  and  the  information  sources 
available  at  the  scene  of  a  hazardous  materials  transportation  inci- 
dent meet  critical  information  needs  of  emergency  responders.  DOT 
finds  that,  while  some  improvements  may  be  appropriate,  the  exist- 
ing system  provides  a  satisfactory  level  of  safety  when  properly  im- 
plemented in  compliance  with  the  existing  regulations." 

How  does  RSPA  define  "a  satisfactory  level  of  safety"  in  this  con- 
text? 

[The  information  follows:] 

RSPA  believes  that  a  high  level  of  hazmat  transportation  safety  has  been  dem- 
onstrated over  the  years;  no  fatalities  by  any  of  the  modes,  except  highway,  have 
been  reported  during  a  hazmat  incident  since  1986.  NAS  projected  that  based  on 
the  annual  number  of  hazardous  materials  incidents  involving  a  truck,  about  1  per- 
cent (100  to  200)  would  involve  consequential  incidents  with  an  information  prob- 
lem; for  similar  hazardous  materials  incidents  involving  rail;  less  than  one-half  of 
1  percent  (4  to  6)  would  occur  based  on  NAS  projections.  DOT  and  others  have  esti- 
mated that  about  500,000  shipments  of  hazardous  materials  are  moved  each  day  na- 
tionwide. The  vast  majority  of  these  shipments  are  packaged  properly,  meet  other 
stringent  requirements,  and  arrive  at  their  destination  safely.  While  RSPA  does  not 
consider  any  number  of  hazardous  materials  incidents  by  any  mode  satisfactory,  we 
mitigate  incidents  through  a  system  of  regulations  that  include  hazardous  materials 
classification,  packaging  hazard  communication,  training,  and  operational  rules. 
Furthermore,  RSPA  believes  that  public  safety  needs  are  being  met  in  a  most  timely 
and  effective  manner  by  providing  callers  with  immediate  technical  advice  on  re- 
sponding to  incidents  through  its  communications  link  with  the  Chemical  Manufac- 
turers Association's  Chemical  Transportation  Emergency  Center  (CHEMTREC)  and 
its  notification  of  either  an  Environmental  Protection  Agency  or  United  States 
Guard  on-scene  coordinator. 

HAZMAT — PERFORMANCE  OF  INFORMATION  SYSTEMS 

Mr.  Coleman.  RSPA's  report  finds  that  the  existing  system 
works  when  there  is  compliance  with  the  regiilations.  However,  the 
National  Academy  of  Sciences  found  that  violations  of  federal  re- 
quirements for  hazardous  materials  placarding  occur  in  about  30 
percent  of  commercial  truck  inspections,  and  violations  of  shipping 
paper  requirements  occur  in  about  25  percent  of  such  inspections, 
based  on  FHWA  data.  Given  this  level  of  noncompliance,  isn't  it 
misleading  to  say  that  the  system  works  when  there  is  compliance? 

[The  information  follows:] 

We  don't  believe  so.  While  NAS  does  conclude  that  compUance  with  certain  sec- 
tions of  the  Hazardous  Materials  Regulations  (HMR)  may  be  less  than  adequate,  it 
goes  on  to  say  that  frequency  is  not  a  reliable  indicator  as  used  by  FHWA,  because 
enforcement  practices  vary  widely  by  jurisdiction  and  because  vehicles  inspected  are 
not  a  representative  sample  of  the  population.  RSPA,  in  an  effort  to  gain  a  better 
understanding  of  the  causes  of  information  failure  of  the  existing  hazard  commu- 
nication system,  has  initiated  a  contract  effort  to  monitor  the  extent  of,  and  reason 
for,  noncompliance  with  placarding  and  shipping  paper  requirements  of  the  HMR. 
Upon  completion  of  this  study,  RSPA  will  be  in  a  better  position  to  develop  and 
apply  appropriate  regulatory,  training,  and  enforcement  actions. 

SERIOUS  HAZMAT  INCIDENTS — DEFICIENCIES 

Mr,  Coleman.  Your  analysis  of  the  9,300  hazardous  materials  in- 
cidents that  occurred  in  1992  indicated  that  only  about  396,  or  4 
percent  of  the  total,  had  a  consequence,  like  death  or  injury  or 
evacuation,  serious  enough  to  warrant  a  significant  emergency  re- 
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sponse.  The  results  of  the  work  of  the  National  Academy  of 
Sciences  suggest  that  emergency  response  information  is  seriously 
deficient  in  about  200  serious  incidents  each  year  or  about  half  of 
all  such  incidents. 

Among  the  deficiencies  noted  were  inaccurate  placards  and  ship- 
ping documents,  placards  and  shipping  documents  that  had  been 
destroyed  or  were  obscured  due  to  a  crash  or  fire,  and  drivers  who 
could  not  provide  accurate  information  about  their  cargo  at  the 
scene  of  the  accident.  How  are  you  attacking  these  problems  which 
seem  to  be  prevalent  in  serious  incidents? 

[The  information  follows:] 

The  analyses  conducted  by  RSPA  and  NAS  differed  in  that  RSPA  identified  those 
incidents  in  which  there  were  serious  consequences  reported  to  us.  NAS's  methodol- 
ogy reUed  on  extrapolating  from  a  small  number  of  case  studies  in  which  emergency 
response  information  was  reported  together  with  a  serious  consequence.  NAS  esti- 
mated that  about  1  percent  (200)  of  the  truck  incidents  nationwide  would  have  both 
an  information  problem  and  a  serious  consequence  and,  of  these  200  incidents,  NAS 
estimated  that  less  than  4.0  percent  would  clearly  have  an  information  problem  at- 
tributed to  placarding  or  shipping  paper  losses  because  of  a  crash  or  fire.  NAS  noted 
that  the  consequences  it  cited  may  or  may  not  have  been  attributed  to  the  informa- 
tion problem.  DOT  identified  in  its  report  to  Congress,  beginning  on  page  20,  a  nimi- 
ber  of  regulatory,  enforcement,  and  training  actions  it  is  taking.  For  example,  RSPA 
has  initiated  a  rulemaking  proceeding  to  address  placarding  and  hazard  communica- 
tion issues  under  Docket  HM-206;  RSPA  has  undertaken  a  contract  to  design  a 
study  to  determine  the  extent  to  which  shippers  and  carriers  may  not  be  in  comph- 
ance  with  the  placarding  and  shipping  paper  requirements  of  the  HMR  and  also  to 
determine  the  reasons  for  any  noncompliance;  and,  RSPA  has  issued  uniform  indus- 
try training  reqviirements  whach  became  mandatory  on  October  1,  1993. 

IMPROVEMENTS  IN  HAZMAT  INFORMATION  SYSTEMS 

Mr.  Coleman.  What  improvements  in  existing  hazardous  inci- 
dent information  systems  are  you  considering  or  implementing? 
[The  information  follows:] 

RSPA  is  proposing  under  Docket  HM-200  that  all  intrastate  cjirriers  and  shippers 
be  required  to  comply  with  the  Hazardous  Materials  Regulations  (HMR)  including 
those  provisions  pertaining  to  filing  incident  reports.  TWs  rulemaking  proceeding, 
when  effective,  is  expected  to  increase  our  Hazardous  Materials  Information  Sys- 
tem's (HMIS)  coverage  to  include  intrastate  hazardous  materials  incident  spill  data 
important  to  NAS  and  first  responders.  RSPA  has  ensured  that  existing  regulations 
require  placarding  and  shipping  paper  information  be  reported  to  us.  For  example, 
RSPA,  in  its  "Guide  for  Preparing  Hazardous  Materials  Incident  Reports,"  requests 
that  both  the  tjrpe  of  shipping  paper  and  its  identification  number  be  specified  on 
the  incident  report.  Also,  RSPA  requests  that  the  label  or  placard  information  found 
on  the  package  be  entered,  or  its  absence  noted. 

HAZMAT  AUTOMATED  TRACKING  SYSTEM 

Mr.  Coleman.  The  NAS  recommended  that  the  federal  govern- 
ment should  not  implement  a  national  central  reporting  system  but 
should  undertake  more  limited  demonstrations  of  the  feasibility  of 
using  automated  information  systems  in  both  the  rail  and  trucking 
industries  for  tracking  and  identifying  hazardous  materials  ship- 
ments. Some  members  of  Congress  have  advocated  that  authoriza- 
tion for  such  demonstration  efforts  should  be  included  in  the  Haz- 
ardous Materials  Transportation  Act  amendments  to  be  considered 
by  Congress  this  year.  What  is  RSPA's  position  on  the  need  for  and 
desirability  of  such  legislation? 

[The  information  follows:] 
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DOT  in  its  report  to  Congress,  noted  that  the  example  provided  by  NAS  concern- 
ing emergency  responder  access  to  rail  industry  car-traclang  and  waybill  data  sys- 
tems is  being  addressed  by  DOT.  FRA  has  initiated  the  Houston  Cooperative  Emer- 
gency Planning  Project  which  is  aimed  at  assisting  emergency  responders.  FHWA 
is  jdso  accelerating  an  application  under  its  Intelligent  Vehicle  Highway  System 
(FVHS)  to  address  the  NAS  concern  to  incorporate  hazardous  materials  monitoring 
functions  in  truck  automatic  electronic  identification  corridor  demonstration 
projects.  On  April  18,  1994,  the  Department  responded  to  the  Chairman  of  the  Com- 
mittee on  Commerce,  Science,  and  Transportation  of  the  United  States  Senate,  and 
provided  its  views  in  anticipation  of  Senate  action  to  reauthorize  the  Hazardous  Ma- 
terials Transportation  Act.  DOT  supports  Section  8  of  S.  1640,  which  requires  the 
Secretary  to  ensure  that  the  National  InteUigent  Vehicle-Highway  Systems  Program 
addresses,  in  a  comprehensive  and  coordinated  manner,  tiie  use  oi  system  tech- 
nologies to  promote  hazardous  materials  transportation.  The  Department  also  sup- 
ports Section  6  of  H.R.  21.78  which  allows  the  Secretary  to  make  grants  to  one  or 
more  persons  (including  states  or  local  governments)  to  carry  out  a  pilot  project  to 
demonstrate  the  feasibiUty  of  establishing  and  operating  computerized  telecommuni- 
cations emergency  response  information  technologies  to  store  and  retrieve  informa- 
tion for  response  to  incidents  involving  hazardous  materials  transportation  by  motor 
carriers. 

NTSB — OPEN  UNACCEPTABLE  ACTIONS 

Mr.  Coleman,  Please  provide  a  summary  of  each  NTSB  rec- 
ommendation made  to  RSPA  which  is  still  classified  as  "open-unac- 
ceptable action",  similar  to  the  data  provided  on  pages  803-804  of 
last  year's  hearing  record.  For  each,  explain  why  you  have  not 
taken  action  acceptable  to  the  NTSB.  Group  these  recommenda- 
tions separately  for  hazardous  materials,  pipeline  safety  and  other. 

[The  information  follows:] 
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HAZARDOUS  MATERIALS 

H-89-36  reconunends  that  RSPA  delete  provisions  in  the  Federal 
Motor  Carrier  Safety  Regulations  that  permit  certain  vehicles  to 
cross  industrial  grade  crossings  without  stopping. 
A  working  group  was  formed  with  representatives  from  RSPA,  the 
Federal  Highway  Administration  (FHWA) ,  and  the  Federal  Railroad 
Administration  (FRA)  to  analyze  the  accident/ incident  data 
relevant  to  industrial  grade  crossings.   Analysis  of  the 
industrial  grade  crossing  data  shows  that  accidents  have  been 
decreasing  steadily  over  the  last  fifteen  years  and  that  in  five 
of  the  last  ten  years  there  were  no  industrial  grade  crossing 
accidents  involving  hazardous  materials.   We  believe  that  the 
evidence  does  not  warrant  a  change  to  current  regulations  and  are 
requesting  the  NTSB  to  reclassify  the  recommendation  as  "Closed- 
No  Longer  Applicable". 

YI-81-03  recommends  that  RSPA  develop  and  use  a  common  shipper 
identifier  in  all  DOT  hazardous  materials  compliance  records. 
Under  RSPA's  leadership,  a  Departmental  working  group  designed, 
developed  and  put  into  operation  a  shipper  data  system  which  is 
responsive  to  the  recommendation.   We  are  requesting  NTSB  to 
reclassify  this  recommendation  as  a  "Closed-Acceptable  Action". 

R-89-83  recommends  that  RSPA  develop  procedures  to  develop  and 
correct  in  a  timely  manner,  errors  in  the  Emergency  Response 
Guidebook.   We  recently  submitted  an  alternative  approach  to 
address  this  issue  which  required  further  development  of  risk 
classification  methodology.   NTSB  classified  the  recommendation 
as  unacceptable  until  the  risk  methodology  is  developed.  We  plan 
to  complete  the  model  this  year  and  will  resubmit  our  request  to 
close  this  recommendation. 

PIPELINE  SAFETY 

There  are  eight  recommendations  for  pipeline  safety  that  are  in 
the  status  of  either  "Open-Unacceptable  Action"  (OUA)  or  "Open- 
Unacceptable  Response"  (OUR) .  Following  is  a  synopsis  of  these 
recommendations  and  the  current  OPS  action  on  each: 

P-87-2   Qualification  of  pipeline  personnel.   (NTSB  Status:  OUR) 
P-87-2  recommends  that  RSPA  amend  the  pipeline  safety  regulations 
to  require  operators  to  annually  qualify  employees.   A  Notice  of 
Proposed  Rulemaking  is  under  development  and  will  be  published 
later  this  year. 

P-87-6  Passage  of  internal  inspection  devices.  (NTSB  Status:  OUR) 
P-87-6  recommends  that  RSPA  require  operators  to  install 
facilities  to  incorporate  the  use  of  internal  inspection  devices 
(smart  pigs)  when  repairing  their  systems.   A  final  rule  was 
published  April  12,  1994  (59  FR  17275). 

P-87-7  Passage  of  internal  inspection  devices.  (NTSB  Status:  OUR) 
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P-87-7  recommends  that  RSPA  require  new  pipelines  be  constructed 
to  facilitate  use  of  smart  pigs.   A  final  rule  was  published 
April  12,  1994  (59  FR  17275). 

P-87-23   Safe  service  intervals.    (NTSB  Status:  OUA) 
P-87-23  recommends  that  RSPA  establish  criteria  for  determining 
safe  service  intervals  between  hydrostatic  retests.   Action  on 
this  recommendation  is  awaiting  risk  assessment  prioritization  of 
pipeline  safety  issues.   The  risk  asseslient  prioritization  is  due 
December  1994.  '^ 

P-88-1   Establish  maximum  allowable  concentration  of  hydrogen 

sulfide  (H..S^  in  gas  pipelines.   (NTSB  Status:  OUR) 

P-88-1  recommends  that  RSPA  establish  maximum  allowable 

concentration  of  HjS.   Based  on  the  comments  to  the  NPRM 

proposing  these  requirements,  RSPA  concluded  that  HjS  is  not 

hazardous  in  transmission  lines  because: 

o  no  injuries  or  deaths  have  been  attributed  to  HjS  in  gas 

transmission  lines; 

o  HjS  releases  into  gas  transmission  lines  have  been  very 

infrequent,  for  extremely  short  durations,  and  for  very  minute 

amounts  of  HjS; 

o  HjS  released  into  transmission  lines  remains  confined  and  it  is 

extremely  unlikely  that  there  would  be  a  leak  in  the  transmission 

line  at  the  same  time  and  in  the  same  general  vicinity  as  the  HjS 

release;  and 

0  HjS  released  into  a  transmission  line  will  be  diluted  by 
natural  gas  coming  in  from  other  natural  gas  processing  plants. 

The  previously  published  NPRM  will  be  withdrawn  and  the  focus  of 
regulation  development  regarding  H^S  will  be  redirected  from 
transmission  to  gathering  lines,  lines  that  routinely  carry  gas 
containing  H2S,   Further  action  is  awaiting  risk  assessment 
prioritization  due  December  1994. 

P-88-2  Require  reporting  all  incidents  where  H-.S  concentration  is 
in  excess  of  maximum  allowable  concentrations.  (NTSB  Status:  OUR) 
P-88-2  recommends  that  RSPA  require  reporting  of  all  incidents 
where  HjS  is  in  excess  of  maximum  allowable  concentrations. 
Based  on  the  comments  to  the  NPRM  proposing  these  requirements, 
RSPA  concluded  that  hydrogen  sulfide  is  not  hazardous  on 
transmission  lines  for  the  reasons  stated  in  Recommendation  P-88- 

1  above.   The  previously  published  NPRM  will  be  withdrawn  and  the 
focus  of  regulation  development  regarding  HjS  will  be  redirected 
from  transmission  to  gathering  lines,  lines  that  routinely  carry 
gas  containing  HjS.   Further  action  is  awaiting  risk  assessment 
prioritization  due  December  1994. 

P-88-3   Reguire  installation  of  eguipment  to  detect  excess 
concentrations  of  H-.S.   (NTSB  Status:  OUR) 

P-88-1  recommends  that  RSPA  require  the  installation  of  equipment 
to  detect  excess  concentrations  of  HgS.  Based  on  the  comments  to 
the  NPRM  proposing  these  requirements,  RSPA  concluded  that 
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hydrogen  sulfide  is  not  hazardous  on  transmission  lines  for  the 
reasons  stated  in  Recommendation  P-88-1  above.    The  previously 
published  NPRM  will  be  withdrawn  and  the  focus  of  regulation 
development  regarding  HjS  will  be  redirected  from  transmission  to 
gathering  lines,  lines  that  routinely  carry  gas  containing  HjS. 
Further  action  is  awaiting  risk  assessment  prioritization  due 
December  1994. 

P-90-21  Assess  industry  programs  for  educating  the  public  on 
dangers  of  gas  leaks.   (NTSB  Status:  OUR) 

P-90-21  recommends  that  RSPA  assess  industry  programs  for 
educating  the  public  on  the  dangers  of  gas  leaks.  The  RSPA 
published  Advisory  Bulletin  ADB-93-02  (58  FR  18443;  April  9, 
1993)  urging  operators  to  review  and  assess  their  public 
education  programs  for  compliance  with  §  192.615(d).   By  letter 
of  April  22,  1994,  NTSB  advised  RSPA  that  they  do  not  regard  this 
as  being  adequately  responsive  to  OPS-NTSB  discussions  as  well  as 
P-90-21,  and  are  therefore  encouraging  RSPA  to  investigate  or 
identify  other  techniques  for  increasing  the  effectiveness  of 
public  education  programs.   Accordingly,  NTSB  now  classified  P- 
90-21  as  "Open-Unacceptable  Response." 
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RSPA  RULEMAKINGS — MAJOR  STAGES 

Mr.  Coleman.  Please  provide  a  chart  which  shows  the  number 
of  months  it  took  to  reach  each  major  stage  of  the  rulemaking  proc- 
ess (e.g.  ANPRM,  NPRM,  final  rule)  for  each  of  RSPA's 
rulemakings  completed  over  the  past  two  years. 

[The  information  follows:] 


690 


HM 

Date 

Time 

Docket 

Rulemaking 

Federal 

To 

Number 

Description 

Reaister 

Status 

Complete 

HM-126F 

Training  for  Hazmat 
Workers 

Project  initiated 

7/88 

07/26/89 

NPRM 

12 

08/15/89 

Notice 

05/15/92 

FR 

34 

Correction 

05/27/92 

FR 

Response  to 

Petitions 

01/22/93 

FR 

8 

HM-166X 

Misc.  Amdts. 

Project  initiated 

5/90 

08/07/91 

NPRM 

15 

09/27/93 

FR 

26 

HM-181 

Performance-Oriented 

Packagings 

Project  initiated 

10/80 

04/15/82 

ANPRM 

18 

Correct-Ind.  Mtg. 

06/15/82 

ANPRM 

Extend-Comm . 

09/16/82 

ANPRM 

05/05/87 

NPRM 

61 

Correct-Ext.  Comm. 

09/08/87 

NPRM 

Correct-Supp.  Prop. 

11/06/87 

NPRM 

Extend-Comm. 

04/14/88 

NPRM 

Supp.  Toxic  Gases 

11/14/88 

NPRM 

Supp.  Anhy.  Amm. 

07/26/89 

NPRM 

Reopen  Comm.  Period 

11/24/89 

NPRM 

Consolidated  FR 

12/21/90 

FR 

43 

(HM-181A,B,C,D,204) 

Transition  Ext. 

09/18/91 

FR 

Infectious  Sub  Ext 

10/01/91 

FR 

Corr./resp.  to  Pet 

12/20/91 

FR 

Corrections  -  Misc. 

10/01/92 

FR 

Corr.  -  Inf.  Sub. 

10/01/92 

FR 

Corr.  -  Inf.  Sub. 

10/16/92 

FR 

Corrections 

12/15/92 

FR 

Extend.  -  Inf.  Sub. 

03/03/93 

FR 

27 
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HM-181F   Performance-Oriented 
Packagings 

Project  initiated   1/92 

07/12/93 
09/24/93 


NPRM 
FR 


18 
2 


HM-183/   Requirements  for 
183A   Cargo  Tanks 

Project  Initiated    1/81 
Design/Maint./Test 

for  MC-306  Cargo 

Tanks 

Corrections 
Corr/Ext.  Comments 
Not.  Pub.  Hearing 
Not.  of  Meetings 

Corrections 

Delay,  Not.  of  Meet 

Ext.  of  Eff.  Date 

Ext. /Pet.  Response 

Resp.  to  Petitions 

Correction 

Delay  Compl .  Date 

Extend  Compl .  Date 

HM-184F   Implementation 
of  ICAO 

Project  initiated 


HM-189J    Misc.  Amdts. 

Project  initiated 


HM-198A   Elevated  Temperature 
Materials 
Project  initiated 

Comment  Extension 

Delay  Compl .  Date 

Resp.  to  Petitions 


HM-207A   Preemption  Standards 
&  Process  Revisions 

Project  initiated   11/90 

08/01/91 
05/13/92 


06/28/82 

ANPRM 

09/17/85 

NPRM 

39 

12/05/85 

NPRM 

01/23/86 

NPRM 

02/18/86 

NPRM 

03/04/87 

NPRM 

06/12/89 

FR 

45 

07/07/89 

k'R 

09/15/89 

FR 

12/06/89 

FR 

05/22/90 

k'R 

09/07/90 

FR 

06/17/91 

FR 

01/06/92 

k'R 

03/08/93 

k'R 

45 

10/89 

01/16/92 

NPRM 

28 

09/27/93 

FR 

21 

2/92 

10/01/93 

FR 

20 

9/88 

09/21/89 

NPRM 

12 

11/15/89 

NPRM 

10/02/91 

FR 

28 

12/31/91 

FR 

01/08/93 

FR 

15 

NPRM 
FR 


9 
9 
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HM-208 


Registration  of 

Shippers  &  Carriers 

Project  initiated 

11/90 

10/10/91 

NPRM 

11 

11/07/91 

NPRM 

07/09/92 

FR 

8 

Clarification 

07/28/92 

FR 

Resp.  to  Petitions 

08/21/92 

FR 

Tech.  Revision 

03/05/93 

FR 

8 

HM-209 


HM-211 


HM-214 


Piiblic  Sector  Train- 
ing &  Planning  Grants 

Project  initiated   11/90 


03/02/92 

NPRM 

16 

09/17/92 

FR 

6 

Marine  Pollutants 

Project  initiated 

9/91 

01/31/92 

NPRM 

4 

Comment  Extension 

02/27/92 

11/05/92 

k'R 

10 

Correction 

11/16/92 

k'R 

1 

Oil:  Spill  Containment 

&  Response  Plans 

Project  initiated 

8/92 

02/02/93 

FR 

6 

Comment  extension 

04/20/93 

2 

Revised  Final 

06/16/93 

I-FR 

2 

HM-215    IMO/ICAO  Incorporation 
by  Reference 

Project  initiated   6/92 

12/22/92 


FR 
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HAZARDOUS  MATERIALS  RULEMAKING  ACTIONS 
FINAL  RULES  CY  '92  TO  4/15/94 


HM 
DOCKET 

ANPRM 
MONTHS 
TO 
COMPLETE 

NPRM 
MONTHS 
TO 
COMPLETE 

FINAL  RULE 

MONTHS  TO 

COMPLETE 

POST  FINAL 

RULE 

MONTHS  TO 

COMPLETE 

HM-126F 

12 

34 

8 

HM-166X 

15 

26 

HM-181 

18 

61 

43 

27 

HM-181F 

18 

2 

HM-183 

18 

39 

45 

45 

HM-184F 

28 

21 

HM-189J 

20 

HM-198A 

12 

28 

15 

HM-207A 

9 

9 

HM-208 

11 

8 

8 

HM-209 

16 

6 

HM-211 

4 

10 

1 

HM-214/ 
PC-1 

6 

4 

HM-215 

6 

I 


PS 

Date 

Time 

Docket 
Number 

Rulemaking 
Description 

Federal 
Reaister 

Status 

To 
Complete 

PS-100 

Gas  detection  in 

compressor  bldgs. 

Project  initiated 

10/1/87 
04/04/88 
07/27/90 
09/16/93 

ANPRM 

NPRM 

FR 

7 

27 

38 

PS-113 

O  &  M  Plans 

• 

Project  initiated 

03/15/89 
11/06/89 
02/11/94 

NPRM 
k'R 

8 
51 

PS-119 

Allocation  Formula 

Project  initiated 

07/01/90 
02/25/91 
03/04/92 

AN] 
NPl 

PRM 
RM 

7 
12 
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PS- 120 


PS-123 


02/23/93 

FR 

12 

Buried  offshore 

Pipelines 

Project  initiateci 

01/01/91 
04/22/91 
12/05/91 

NPRM 
FR 

4 

7 

Leakage  Surveys 

Project  initiated 

03/15/91 
10/23/91 
10/22/93 

NPRM 
FR 

7 
24 

PS-126 


PS-128 


Passage  of  instrumented 

internal  inspection 

devices 

Project  initiated   01/01/92 


11/20/92 
04/12/94 

NPRM 
FR 

11 
16 

Alcohol  misuse 

prevention  progreun 

Project  initiated 

01/15/92 
12/15/92 
02/15/94 

NPRM 
FR 

11 
14 

PS-129 


PS-130 


PS- 131 


Drug  data  collection 
and  reporting 

Project  Initiated   05/15/92 


12/15/92 
12/23/93 

NPRM 
FR 

6 
12 

Interim  oil  spill 

response  plans 

Project  initiated 

08/01/92 
01/05/93 

FR 

5 

Update  referenced 
Standards 

Project  initiated 

06/15/92 
03/18/93 

FK 

9 
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PIPELINE  SAFETY  RULEMAKING  ACTIONS 
FINAL  RULES  CY  '92  TO  4/15/94 


PS 
DOCKET 

ANPRM 
MONTHS 
TO 
COMPLETE 

NPRM 
MONTHS 
TO 
COMPLETE 

FINAL 

RULE 

MONTHS  TO 

COMPLETE 

PS-100 

7 

27 

38 

PS-113 

— 

8 

51 

PS-119 

7 

12 

12 

PS-120 

— 

4 

7 

PS-123 

- 

7 

24 

PS-126 

— 

11 

16 

PS-128 

— 

11 

14 

PS-129 

— 

6 

12 

PS-130 

— 

— 

6 

PS-131 

- 

— 

9 
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HAZMAT — ^NUMBER  OF  INCIDENTS 


Mr.  Coleman.  Please  provide  data  by  mode  on  the  number  of 
hazardous  materials  incidents  and  the  number  of  deaths,  injuries 
and  property  damage  caused  by  those  incidents  in  each  of  the  years 
1983  through  1993. 

[The  information  follows:] 
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HAZMAT — PERFORMANCE  INDICATORS 

Mr.  Coleman.  In  Congressional  testimony  on  inter-modal  trans- 
portation safety,  the  General  Accounting  Office  testified  that  the 
Department  of  Transportation  has  made  limited  progress  in  devel- 
oping performance  indicators  for  transportation  safety.  What  spe- 
cific program  goals  and  outcome  measures  has  RSPA  established  in 
the  areas  of  hazardous  materials  transportation? 

[The  information  follows:] 

RSPA's  objective  is  to  ensure  the  safe  transportation  of  hazardous  materials  and 
oil.  The  Office  of  Hazardous  Materials  Safety  (HMS)  administers  a  comprehensive 
nationwide  safety  program  to  protect  the  Nation  from  the  risks  to  life,  health,  prop- 
erty, and  the  environment  inherent  in  the  transportation  of  hazardous  materials 
and  oil  by  water,  air,  highway  and  railroad. 

HMS  has  established  the  following  performance  goals: 

Maintain  historically  small  number  of  reported  incidents  that  involve  deaths  and 
serious  injuries. 

Process  24,000  incident  reports,  1,500  exemptions,  16,500  approvals,  and  500  com- 
petent authorities. 

Conduct  1,050  inspections,  process  175  civil  cases,  close  150  cases,  collect 
$700,000  penalties. 

Inspect  200  manufacturers,  200  retesters,  50  reconditioners,  250  shippers,  250 
shipment  observations,  and  50  non-vessel  operating  common  carriers. 

Reduce  inspection  and  enforcement  report  preparation  time  from  inspection  to  no- 
tice of  probable  violation  by  4  months. 

Train  6,500  state  and  local  government  personnel. 

Update  estimates  of  significant  shipper  volumes,  highway  and  rail  accident  rates, 
and  methods  for  analyzing  hazardous  materials  transportation  patterns. 

Update  revise,  and  publish  1995  emergency  preparedness  training  curriculum 
based  on  state  grantee  feedback,  and 

Evaluate  grantee  performance  prior  to  award  of  third  round  of  grants. 

RSPA  believes  its  objectives  are  being  met.  The  hazardous  materials  transpor- 
tation safety  record  is  excellent.  While  there  have  been  significant  increases  in  vol- 
umes shipped,  fatality  and  injury  levels  have  remained  constant  from  1980  through 
1992,  averaging  13  deaths  and  361  serious  injuries  annually. 

investment/hazmat  funding 

Mr.  Coleman.  The  GAO  also  indicated  that  the  Department  of 
Transportation  does  not  always  know  the  total  federal,  state  and 
local  investments  in  transportation  safety  and  that  more  complete 
data  on  the  national  investment  in  transportation  safety  can  help 
to  identify  where  additional  resources  devoted  to  travel  safety  are 
likely  to  yield  the  greatest  payoff. 

For  example,  in  the  area  of  hazardous  materials  safety,  RSPA  is 
just  one  of  several  modal  administrations  that  regulate  the  trans- 
portation of  hazardous  materials.  Do  you  have  data  on  the  sum 
total  of  the  Department  of  Transportation's  annual  resource  com- 
mitment to  hazardous  materials  safety? 

[The  information  follows:] 

Approximately  $37.6  milhon  of  the  Department's  total  budget  is  directly  related 
to  hazardous  materials  transportation  safety  functions.  These  functions  include:  reg- 
ulatory development,  research  and  data  analysis,  inspection  and  enforcement  activi- 
ties, emergency  preparedness  grants  that  are  specifically  tied  to  hazardous  mate- 
rials transportation  safety.  RSPS's  total  resource  commitment  to  hazardous  mate- 
rials transportation  safety  is  currently  $25.6  million — which  includes  $11.9  million 
for  the  emergency  response  grant  program.  The  principal  contribution  by  the  modal 
administrations  to  hazardous  materials  transportation  safety  is  in  terms  of  their  in- 
spection and  enforcement  programs. 
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Mr.  Coleman.  What  about  state,  local  and  private  sector  expend- 
itures? To  what  extent  do  you  track  their  hazardous  materials  safe- 
ty transportation  investments? 

[The  information  follows:] 

State  and  local  government  expenditvires  on  hazardous  materials  transportation 
safety  are  largely  related  to  emergency  response  activities  and  inspection  and  en- 
forcement programs.  Total  expenditures  for  these  programs  are  difficult  to  estimate 
because  hazardous  materials  transportation  safety  functions  at  the  state  and  local 
level  are  generally  not  dedicated.  They  often  entail  dual-mission,  and  in  some  cases 
multi-mission,  public  safety  functions.  For  example,  fire-fighters  trained  in  respond- 
ing to  hazardous  materials  transportation  accidents  also  respond  to  accidents  involv- 
ing fixed-site  facilities  that  may  or  may  not  store  hazardous  materials.  Likewise, 
hazardous  materials  inspection  and  enforcement  activities  of  state  and  local  govern- 
ments are  a  subpart  of  an  overall  vehicle  inspection  and  enforcement  effort. 

Private  sector  expenditures  on  hazardous  materials  transportation  safety  are  even 
more  difficult  to  estimate.  Such  estimates  would  entail  resolving  and  reaching  con- 
sensus on  such  issues  as  the  extent  to  which  industry  would  invest  in  hazardous 
materials  transportation  safety  in  the  absence  of  government  regulations,  the  extent 
to  which  private  sector  safety  investments  exceed  the  level  required  by  such  regula- 
tions, and  the  extent  to  which  new  technology  and  research  and  development  efforts 
by  the  private  sector  directly  or  indirectly  benefit  hazardous  materials  transpor- 
tation safety.  For  example,  investments  in  FVHS  technology  can  be  expected  to  pro- 
vide benefits  for  both  hazardous  materials  and  non-hazardous  materials  transpor- 
tation. But  these  benefits  can  not  be  uniquely  assigned  to  hazardous  materials 
transportation  safety.  There  is  presently  no  consensus  on  how  these  expenditures 
should  be  defined  and  measured. 

Mr.  Coleman.  What  share  of  the  total  national  investment  in 
hazardous  materials  safety  is  represented  by  RSPA's  annual  $13 
million  allocation? 

[The  information  follows:] 

However  the  total  national  investment  in  hazardous  materials  transportation 
safety  were  to  be  defined  or  measured,  RSPA's  annual  resource  allocation  would  be 
a  very  small  portion  of  that  total.  For  example,  the  safety  standards  involved  with 
the  design,  construction,  operation  and  maintenance  of  the  400,000  trucks  and 
120,000  rail  tank  cars  annually  engaged  in  the  shipment  of  placarded  loads  of  haz- 
ardous materials  represent  a  private  sector  investment  in  safety  that  is  in  the  hun- 
dreds of  millions  of  dollars. 

HMTUSA  REAUTHORIZATION 

Mr.  Coleman.  As  you  know,  the  1990  Hazardous  Materials 
Transportation  Uniform  Safety  Act  (HMTUSA)  expired  at  the  end 
of  fiscal  year  1993.  What  are  the  administration's  plans  for  reau- 
thorizing the  hazardous  materials  transportation  safety  amend- 
ments? Are  you  seeking  any  major  changes  in  the  authorizing  stat- 
ute? 

[The  information  follows:] 

On  July  19,  1993,  Secretary  Pena  transmitted  the  Administration's  reauthoriza- 
tion bill  to  Congress.  The  draft  bill  does  not  propose  any  major  changes  to  the  cur- 
rent law  with  the  exception  of  a  proposed  amendment  that  would  exclude  foreign 
offerors  of  hazardous  materials,  including  foreign  governments,  from  the  require- 
ment to  register  and  pay  fees.  The  exemption  would  not  apply  to  foreign  carriers 
that  operate  in  the  United  States. 

On  November  21,  1993,  the  House  passed  on  amended  H.R.  2178,  the  Hazardous 
Materials  Transportation  Act  of  1993.  H.R.  2178  contains  provisions  similar  to  those 
in  the  Administration's  bill,  including  an  exemption  for  foreign  offerors  from  hazard- 
ous materials  registration  requirements.  The  Senate  bill,  S.  1640,  also  includes  the 
Administration's  proposals.  On  April  18,  1994,  the  Development  transmitted  a  letter 
expressing  its  position  on  the  provisions  of  each  bill. 
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SIGNIFICANT  HAZMAT  REGULATIONS 

Mr.  Coleman.  Please  identify  the  three  most  si^ificant  hazard- 
ous materials  regulations  that  RSPA  plans  to  finalize  during  fiscal 
year  1995  and  indicate  why  they  are  important. 

[The  information  follows:] 

HM-200,  Hazardous  Materials  in  Intrastate  Commerce.  This  rulemaking  action 
follows  a  statutory  mandate  in  the  Hazardous  Materials  Transportation  Uniform 
Safety  Act  of  1990  to  regulate  hazardous  materials  transportation  in  intrastate  com- 
merce. By  extending  the  application  of  the  Hazardous  Materials  Regulations  to  all 
intrastate  transportation  in  commerce,  RSPA  is  promoting  nationally  uniform  re- 
quirements that  shovild  result  in  improved  safety  in  the  transportation  of  hazsu-dous 
materials. 

HM-206,  Improvements  to  Hazardous  Materieils  Identification  Systems.  In  this 
rulemaking,  RSPA  is  considering  changes  to  hazard  communication  requirements  of 
the  Hazardous  Materials  Regulations,  based  on  RSPA's  initiative,  comments  re- 
ceived in  response  to  an  advance  notice  of  proposed  rulemaking,  and  recommenda- 
tions of  the  National  Academy  of  Sciences.  This  action  will  improve  the  current  haz- 
ard communication  system.  Improved  identification  of  hazardous  materials  in  trans- 
portation will  assist  emergency  response  personnel  in  responding  to  and  mitigating 
the  effects  of  incidents  and  accidents  involving  hazardous  materials. 

HM-215A,  Implementation  of  the  UN  Recommendations,  International  Maritime 
Dangerous  Goods  Code,  and  International  Civil  Aviation  Organization's  Technical 
Instructions.  This  rulemaking  considers  revisions  to  the  HMR  for  increased  harmo- 
nization witii  recommendations  adopted  by  the  United  Nations  Committee  of  Ex- 
perts on  the  Transport  of  Dangerous  Goods,  and  rules  and  regulations  developed  by 
IMO  and  ICAO.  Increased  harmonization  of  the  HMR  with  international  regulations 
should  reduce  confiision  by  the  regulated  community,  thereby  improving  safety  in 
transportation.  In  addition,  harmonization  of  the  domestic  and  international  regula- 
tions should  facilitate  international  commerce. 

HAZMAT — ^PRIORITY  RULEMAKING  DATA 

Mr.  Coleman.  Please  update  the  hazardous  materials  priority 
rulemaking  data  shown  on  pages  810-815  of  last  year's  hearing 
record. 

[The  information  follows:] 
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Rulemafcina  Project 


RSPA    PRIORITY    RULEMAKINGS 

Stunmary  Current  Status 


Hazardous 
Substances  and 
Reportable 
Quantities  (HM- 
145J) 


Miscellaneous 
amendments  (HM- 
166Y) 


Miscellaneous 
amendments  (HM- 
166Z) 


Compatibility  with 
IAEA  Regulations 
for  Radioactive 
Materials 
(HM-169A) 


To  revise  the 
appendix  of 
Hazardous  Substance 
and  Reportable 
quantities  to 
reflect  changes  in 
EPA's  List. 


To  make 
miscellaneous 
revisions  and 
corrections  to  the 
HMR  that  are  not 
significant  or 
controversial . 

To  update 
references  to 
matter  incorporated 
by  reference  to  the 
most  recent 
editions  of  the 
reference  and  to 
make  additional 
non-substantive 
changes . 

Proposes  to  update 
radioactive 
materials 
requirements  based 
on  current  Safety 
Series  #6  of  the 
IAEA. 


DOT  is  required  to 
regulate  as 
hazardous 
materials,  those 
hazardous 
substances 
regulated  under 
CERCLA.   Final 
rule  is 
anticipated. 

NPRM  anticipated. 


Final  rule 
anticipated. 


NPRM  published 
11/14/89.   Final 
rule  anticipated. 
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Hazardous  Materials 
in  Intrastate 
Commerce 
(HM-200) 


Proposes  to  extend 
the  applicability 
of  the  HMR  to  the 
transportation  of 
Hazardous  Materials 
in  wholly 
intrastate 
commerce . 


ANPRM  published 
1987.  NPRM 
published  7/9/93. 
More  than  170 
comments  are  under 
review.   Final 
rule  anticipated 
in  1995. 


Detection  of  Tank 
Car  Defects 
(HM-201) 


Tank  Car  Head 
Shield  and  Thermal 
Protection 
(HM-175A) 


Registration  and 
Fee  collection 
(HM-208A) 


Improving  Hazardous 
Materials 
Identification 
Systems  (HM-206) 


Proposes  to  require 
railroad  tank  car 
owners  and  repair 
facilities  to 
inspect  tank  car 
tanks  for  cracks 
after  repairs. 

Proposes  to  require 
head  shields  and 
thermal  protection 
on  tank  cars  for 
inhalation  toxic 
materials. 


To  extend 
requirement  for 
foreign  shippers  to 
register  and 
clarify  shipper 
responsibility. 

To  determine 
methods  of 
improving  the 
current  system  of 
placarding  vehicles 
transporting 
hazardous  materials 
and  improving  other 
identification 
systems . 


ANPRM  published 
12/87.   NPRM 
published  9/16/93. 
Final  rule 
anticipated. 


ANPRM  published 
5/15/90. 
Supplemental 
notice  published 
8/22/90.   NPRM 
published  10/8/93. 
Public  meeting 
held  1/6/94. 
Final  rule 
anticipated. 

NPRM  published 
4/1/94.  Final  rule 
anticipated. 


HMTUSA,  Sec.  25(a) 
requires 
initiation  of  a 
rulemaking  to 
evaluate  methods 
of  improving 
system  of 
identifying 
hazardous 
materials  and 
safeguard  health 
and  safety  of 
emergency 

responders.   ANPRM 
published  6/9/92. 
NPRM  anticipated. 
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Central  Reporting 
System  and 
Computerized 
Telecommunications 
Data  Center 


Safeguarding  Food 
from  Contamination 
During 

Transportation 
(FS-1) 


Oil:   Spill 
Containment  and 
Response  Plans 
(HM-214/PC-1) 


To  evaluate  the 
feasibility, 
necessity,  and 
safety  benefits  for 
establishing  a 
central  reporting 
center  and 
computer  i  z  ed 
telecommunication 
data  center  to 
receive,  store,  and 
retrieve  data 
concerning 
shipments  of 
hazardous  materials 
being  transported 
by  all  modes. 

Requests  comments 
concerning  options 
relative  to 
regulations  to 
ensure  that  food 
and  other  consumer 
products  are  not 
made  unsafe  as  a 
result  of  certain 
transportation 
practices. 

To  implement 
requirements  of  the 
Federal  Water 
Pollution  Control 
Act  f  1990.   Amends 
the  HMR  to 
implement  minimum 
standards  for  the 
safe  transportation 
of  oil  not 
previously 
regulated  and 
require  the 
preparation  of 
response  plans  for 
preventing  and 
responding  to  the 
discharge  of  oil. 


HMTUSA,  Sec. 25(a), 
requires 
completion  of 
rulemaking  by 
6/16/92.  Addressed 
in  HM-206  ANPRM 
published  6/9/92. 
(See  information 
under 
HM-206.) 


ANPRM  published 
2/20/91.  Numerous 
meeting  held  with 
other  agencies. 
More  than  110 
comments  received. 
NPRM  published 
5/21/93.  Further 
action 
undetermined . 


Interim  final  rule 
published  2/5/93. 
Extension  of 
comment  period  and 
announcement  of 
public  hearings 
published  4/20/93. 
Public  hearing 
held  5/13/93. 
Revised  Interim 
Final  Rule 
published  6/16/93. 
Requirements 
became  effective 
10/1/93. 
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Tank  Cars  and  Cargo 

Tank  Motor 

Vehicles: 

Attendance 

Requirements 

(HM-212) 


To  allow  the  use  of 
signalling  systems 
(sensors,  alarms, 
electronic 
surveillance 
equipment)  to 
satisfy  the 
attendance 
r equ  i  r ement  s 
unloading  tanks 
cars  and  for 
loading  cargo  tank 
motor  vehicles. 


NPRM  published 
9/14/92.   Final 
rule  anticipated. 


Infectious 
Substance 
Requirements  (HM- 
181G) 


Cargo  Tanks: 
Miscellaneous 
Requirements  (HM- 
183C) 


Intermediate  Bulk 
Containers  (HM- 
181E) 


To  consider 
revisions  to  the 
infectious 
substance 
provisions  of  the 
HMR. 


To  amend  certain 
requirements  on  the 
manufacture, 
qualification,  and 
maintenance  of 
cargo  tank  motor 
vehicles. 


To  revise  the  HMR 
to  incorporate 
manufacture  and  use 
provisions  for 
intermediate  bulk 
containers. 


ANPRM  published 
3/3/93.   Public 
hearing  held 
3/17/93. 
Extension  of 
compliance  date 
published 
12/20/93.   NPRM 
and  final  rule 
anticipated. 

NPRM  published 
3/3/93.   Public 
meeting  held  3/24- 
25/93.   Comment 
period  closed 
6/15/93. 
Extension  of 
manufacture  date 
published  1/12/94. 
Public  meeting 
held  2/7-8/94. 
Final  rule 
anticipated. 

NPRM  published 
8/14/92.   Final 
rule  anticipated. 


Containers  on 
flatcar  {HM-197) 


To  adopt  safety 
standards  for 
transporting  bulk 
packages  in 
TOFC/COFC  service 
and  eliminated  the 
need  for  FRA 
approval . 


ANPRM  published 
4/85.  NPRM 
published  5/7/93 
Final  rule 
anticipated. 


705 


Incorporation  of 
Recent  UN 
Recommendations . 
(HM-215A) 


To  revise  the  HMR 
by  incorporating 
changes  based  on 
the  most  recent 
changes  to  the  UN 
Recommendations , 
ICAO,  and  IMO 
requirements . 


NPRM  and  final 
rule  anticipated. 
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HAZMAT — INCREASE  IN  REPORTED  INCIDENTS 

Mr.  Coleman.  Since  1986,  the  number  of  hazardous  materials  in- 
cidents has  been  increasing.  In  1992,  61  percent  more  incidents 
were  recorded  (9,300)  than  in  1986  (5,758).  Is  this  trend  a  function 
of  deteriorating  safety  or  a  greater  awareness  within  the  affected 
industries  of  hazardous  incident  reporting  requirements? 

[The  information  follows:] 

The  increase  in  the  number  of  incidents  recorded  from  1986  to  1992  results  from 
a  combination  of  many  factors.  These  factors  include  greater  awareness  among  those 
responsible  for  submitting  incident  reports,  outreach  and  communications  efforts  on 
the  part  of  both  the  government  and  private  industry,  as  well  as  an  exponential 
growth  in  the  small  package  delivery  industry.  Also  contributing  to  this  increase  has 
been  an  expansion  of  incident  reporting  criteria  and  the  extension  of  the  hazardous 
materials  table  to  include  additional  materials. 

Specific  changes  to  the  hazardous  materials  program  that  may  have  generated  an 
increase  in  reports  include  the  implementation  of  a  revised  incident  report  form  in 
1990,  the  adoption  of  a  training  requirement  for  hazardous  materials  handlers,  the 
ongoing  Cooperative  Hazardous  Materials  Enforcement  Development  program,  and 
the  implementation  of  the  hazardous  materials  registration  program  in  1992. 

Although  the  annual  number  of  incident  reports  has  increased  in  recent  years, 
viewing  this  larger  aggregate  number  as  an  indication  of  deteriorating  safety  would 
be  misleading.  An  example  of  an  increase  in  total  incidents  not  necessarily  rep- 
resenting a  compromise  in  safety  can  be  found  in  the  36%  increase  in  incidents  from 
9,351  in  1992  to  12,731  in  1993.  This  rise  in  incidents  is  due  almost  entirely  to 
small  package  spills  reported  by  major  parcel  delivery  carriers.  When  the  total  num- 
ber of  1993  incidents  is  examined  for  serious  incidents,  defined  by  RSPA  as  inci- 
dents involving  a  fatality,  a  major  injury,  an  evacuation  of  the  general  public,  or 
an  accidenf  train  derailment,  a  slight  decrease  occurred  from  395  in  1992  to  391  in 
1993.  As  this  slight  drop  in  serious  incidents  demonstrates,  an  increase  in  the  total 
number  of  reported  incidents  does  not  translate  into  a  trend  of  deteriorating  safety 
nor  does  it  represent  a  compromise  in  the  safe  transportation  of  hazardous  mate- 
rials. 

HAZMAT  FINAL  RULE — INTRASTATE  CARRIERS 

Mr.  Coleman.  RSPA  has  issued  a  notice  of  proposed  rulemaking 
to  extend  hazardous  materials  regulations  to  intrastate  carriers. 
When  do  you  anticipate  publishing  a  final  rule? 

[The  information  follows:] 

The  comment  period  for  the  notice  of  proposed  rulemaking  to  extend  the  hazard- 
ous materials  regulations  to  the  intrastate  transportation  of  hazardous  materials 
closed  on  October  13,  1993.  RSPA  is  presently  reviewing  the  approximately  175 
comments  in  order  to  determine  future  rulemaking  action. 

Mr.  Coleman.  Since  the  notice  of  proposed  rulemaking  would 
give  intrastate  shippers  and  carriers  one  year  to  comply  with  the 
regulations  following  publication  of  the  final  rule,  intrastate  report- 
ing requirements  would  not  become  effective  until  April  1995,  at 
the  earliest.  If  that  is  accurate,  why  do  you  project  a  doubling  of 
hazardous  materials  incidents  reports  from  12,000  in  1993  to 
24,000  in  1994? 

[The  information  follows:] 

The  rulemaking  proposes  a  phased  implementation  period  of  one  year,  following 
publication  of  the  final  rules,  applicable  to  the  intrastate  transportation  of  hazard- 
ous materials  (other  than  bulk  packaging  requirements).  However,  RSPA  encour- 
ages voluntary  compliance  with  new  rules  and  regulations  immediately  upon  their 
publication  in  the  Federal  Register.  Considering  that  the  incident  reporting  require- 
ment is  easily  understood  and  relatively  easy  to  comply  with,  RSPA  anticipates  that 
it  will  begin  to  receive  these  reports  well  in  advance  of  the  mandatory  compliance 
date. 
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HAZMAT — NRC  COSTS 

Mr.  Coleman.  RSPA  is  projecting  a  48  percent  increase  in  the 
costs  related  to  services  provided  through  the  National  Response 
Center  (NRC).  How  did  you  determine  that  $370,000  would  be  re- 
quired in  fiscal  year  1995?  On  what  basis  does  RSPA  reimburse  the 
Coast  Guard  for  hazardous  materials  incident  reports? 

[The  information  follows:] 

The  $370,000  funding  for  fiscal  year  1995  reflects  services  provided  by  both  NRC 
and  Volpe  National  Transportation  Systems  Center  (VNTSC).  RSPA  reimburses  the 
Coast  Guard  to  maintain  the  NRC  with  appropriate  full  time  staff  to  ensure  24 
hours  per  day,  7  days  per  week  operation.  The  cost  of  maintaining  the  NRC  includes 
salaries,  training,  equipment  and  communications  Unks.  The  VNTSC  receives,  vali- 
dates, maintains,  and  distributes  telephonic  data  collected  by  the  NRC,  and  provides 
reports  based  on  these  data. 

HAZMAT  ENFORCEMENT  OF  INTRASTATE  INCIDENTS 

Mr.  Coleman.  What  will  be  RSPA's  enforcement  responsibilities 
for  intrastate  incidents  and  what  is  your  intrastate  hazardous  ma- 
terials enforcement  strategy  across  modes  within  the  Department? 

[The  information  follows:] 

RSPA  does  not  expect  any  significant  changes  to  its  enforcement  program  with 
the  extension  of  the  Hazardous  Materials  Regulations  (HMR)  to  include  intrastate 
highway  carriers.  Only  highway  transportation  will  be  affected,  since  all  intrastate 
transportation  in  the  other  modes  is  already  subject  to  the  HMR.  Intrastate  motor 
carriers  will  be  inspected  by  the  Federal  Highway  Administration's  Office  of  Motor 
Carriers.  It  is  possible  that  some  new  shippers,  for  which  RSPA  shares  concurrent 
jurisdiction  with  the  DOT  modal  administrations,  could  be  added,  but  RSPA  be- 
Ueves  that  nearly  all  shippers  are  currently  offering  hazardous  materials  for  trans- 
portation by  interstate  carriers. 

Mr.  Coleman.  What  responsibilities  will  the  states  have  regard- 
ing intrastate  incidents? 
[The  information  follows:] 

In  the  past,  RSPA  has  encouraged  states  to  adopt,  and  enforce,  the  Hazardous 
Material  Regulations  (HMR)  through  the  Cooperative  Hazardous  Materials  Enforce- 
ment Development  (COHMED)  program.  If  the  HMR  is  extended  to  all  intrastate 
transportation  of  hazardous  materials,  RSPA  will  continue  to  work  with  the  states, 
through  such  programs  as  COHMED,  to  ensure  that  there  is  a  consistent  approach 
to  state  and  federal  enforcement  of  the  HMR. 

HAZMAT  APPROVALS  PROCESSED 

Mr.  Coleman.  During  RSPA's  fiscal  year  1994  budget  hearings, 
workload  data  provided  showed  estimated  "approvals  processed" 
figures  for  fiscal  years  1992  and  1993  at  21,000  and  34,000,  respec- 
tively. Your  fiscal  year  1995  budget  submission  shows  approvals 
processed  for  the  same  years  as  8,223  and  11,000,  respectively. 
Please  explain  what  "approvals  processed"  means  and  explain  the 
significant  difference  between  the  estimated  and  reported  figures. 

[The  information  follows:] 

An  approval  is  an  authorization  which  permits  persons  to  ship  certain  materials 
or  to  perform  inspections  and/or  testing  activities  after  having  demonstrated  they 
have  met  the  standards  contained  within  the  Hazardous  Materials  Regulations.  In 
the  fiscal  year  1994  budget  submission,  RSPA  reported  the  actual  number  of  ap- 
provals in  fiscal  year  1992  (8,223)  and  an  estimated  number  for  fiscal  year  1993 
(11,000).  The  FY  1993  projection  was  based  on  the  assumption  that  a  large  number 
of  requests  to  reclassify  explosives  would  be  received  as  a  result  of  new  United  Na- 
tions Recommendations;  however  fewer  requests  were  received  than  projected  and, 
as  a  consequence,  the  actual  number  of  approvals  was  lower  than  projected. 
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HAZMAT — COMPETENT  AUTHORITIES 

Mr.  Coleman,  In  addition,  please  explain  what  "competent  au- 
thorities" means  and  why  the  figures  for  that  line  item  were  esti- 
mated in  the  fiscal  year  1994  budget  justifications  at  800  and  900 
for  fiscal  years  1992  and  1993,  respectively,  and  was  reported  at 
250  and  300  for  those  fiscal  years  in  your  current  budget  submis- 
sion. That  is  an  estimated  difference  of  nearly  70  percent  for  both 
of  those  years. 

[The  information  follows:] 

A  competent  authority  approval  or  certification  is  a  document  issued  by  an  appro- 
priate government  authority  which  specifies  the  manner  in  which  a  hazardous  mate- 
rial must  be  offered  for  international  transportation.  Under  the  regulations  of  the 
International  Maritime  Organization,  International  Civil  Aviation  Organization  and 
the  International  Atomic  Energy  Agency,  competent  authority  approvals  and  certifi- 
cations must  be  issued  by  the  country  of  origin  of  the  hazardous  materials  ship- 
ment. 

In  the  fiscal  year  1994  budget,  RSPA  estimated  it  would  issue  800  competent  au- 
thorities in  fiscal  years  1992  and  900  in  fiscal  1993.  Subsequent  to  that  estimate, 
RSPA  reduced  the  paperwork  burden  on  United  States  shippers  by  requiring  a  sin- 
gle document  for  explosive  shipments,  whether  shipped  domestically  or  internation- 
ally instead  of  two  documents,  and  RSPA  began  to  report  international  explosive 
shipments  as  explosive  classification  approvals  rather  than  both  competent  author- 
ity approvals  and  explosive  classification  approvals.  Had  RSPA  not  changed  the  pa- 
perwork process,  the  number  of  competent  approvals  estimated  in  fiscal  years  1992 
and  1993  would  have  been  accurate. 

Because  it  was  decided  to  reduce  the  paperwork  burden  on  U.S.  shippers  by 
reformatting  the  explosives  classification  approvals  to  meet  the  international  regula- 
tions, the  end  result  was  a  single  document  for  explosives  shipment,  whether  domes- 
tically or  internationally.  Thus,  the  competent  authority  approvals  issued  on  explo- 
sives classification  approvals  rather  than  competent  authority  approvals  which  ac- 
counts for  the  decreased  numbers  from  the  estimates. 

HAZMAT  WORKLOAD 

Mr.  Coleman.  You  estimated  last  year,  during  the  fiscal  year 
1994  budget  hearings,  that  you  would  conduct  over  1,500  safety  in- 
spections of  hazardous  materials  shipments,  initiate  225  civil  cases, 
close  175  cases  and  assess  over  $910,000  in  penalties  for  violations 
of  hazardous  materials  regulations.  Your  1995  budget  justifications 
show  that  you  may  fall  short  of  those  anticipated  goals.  Would  you 
please  explain  why? 

[The  information  follows:] 

RSPA  estimated,  in  its  fiscal  year  1994  budget  submission  to  Congress,  that  it 
would  conduct  1,600  inspections,  initiate  250  civil  penalty  cases,  close  225  cases, 
and  collect  $900,000  in  penalties.  RSPA  provided  these  estimated  numbers  based  on 
staffing  at  the  time  of  submission,  projected  staffing  for  fiscal  year  1994,  and  projec- 
tions of  enforcement  activity  based  on  that  staffing.  RSPA  experienced  unexpected 
inspector  down-time  in  fiscal  year  1993  and  turnover  in  FY  1994  which  led  to  fewer 
inspections  than  projected.  Nevertheless,  RSPA  could  achieve  the  initiated  cases  fig- 
ure of  250. 

HAZMAT  TRAINING — PRIVATE  SECTOR 

Mr.  Coleman.  As  you  know,  hazardous  materials  regulations  re- 
quired that,  as  of  October  1,  1993,  hazardous  materials  employers 
should  have  completed  the  initial  training  of  their  employees.  What 
has  been  done  to  ensure  employer  compliance  with  these  training 
requirements? 

[The  information  follows:] 
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Review  of  training  records  and  docvunentation  has  been  incorporated  into  the  com- 
pliance review  programs  of  RSPA  and  the  modal  administration. 

Mr.  Coleman.  Do  you  have  any  figures  on  the  total  number  of 
employees  trained  and  not  trained  to  date? 
[The  information  follows:] 

RSPA  does  not  have  figures  on  the  total  number  of  employees  trained  and  not 
trained  to  date. 

HAZMAT  RETESTER  INSPECTIONS 

Mr.  Coleman.  Please  supply  for  the  record  data  on  the  number 
of  retester  inspections  conducted  in  fiscal  year  1992  and  fiscal  year 
1993  and  the  planned  number  for  fiscal  years  1994  and  1995. 

[The  information  follows:] 

In  fiscal  year  1992  and  1993,  RSPA  conducted  218  and  130  retester  inspections, 
respectively.  We  plan  to  conduct  150  inspections  in  both  fiscal  years  1994  and  1995. 

HAZMAT  INSPECTOR  STAFF 

Mr.  Coleman.  Please  provide  a  chart  showing  by  federal  region 
(including  city  and  state)  your  current  numbers  of  authorized  haz- 
ardous materials  inspector  positions  and  on-board  strength,  similar 
to  the  data  on  page  817  of  last  year's  hearing  record. 

[The  information  follows:] 

Authorized      On  board 


Headquarters  (Washington,  DC) 

Eastern  Region  (Newark,  NJ) 

Central  Region  (Des  Plaines,  ID 
Western  Region  (Ontario,  CA)  .... 
Southwest  Region  (Houston,  TX) 


Totals  22  19 

HAZMAT  FIELD  OFFICES 

Mr.  Coleman.  RSPA's  recent  report  on  the  implementation  of  a 
risk-based  inspection  system  for  the  hazardous  materials  program 
indicates  that  RSPA  is  assessing  the  costs  and  benefits  of  the  addi- 
tion of  two  regional  offices  in  Atlanta  and  Houston.  Last  year,  a 
fourth  regional  office  was  established  in  Houston,  and  RSPA  indi- 
cated that  there  were  no  plans  to  establish  a  fifth  regional  office. 
Please  update  the  subcommittee  on  RSPA's  plans  to  establish  addi- 
tional field  offices. 

[The  information  follows:] 

RSPA  believes  that  it  might  achieve  cost  efficiencies  and  greater  inspection  cov- 
erage by  establishing  a  regional  office  in  the  Southeast,  an  area  presently  covered 
by  the  Eastern  Region  office  located  in  Newark,  New  Jersey.  However,  RSPA  has 
no  plans  at  this  time  to  request  authorization  to  establish  that  office. 

Mr.  Coleman.  Does  RSPA  have  any  plans  to  reorganize  or  con- 
solidate existing  field  offices? 
[The  information  follows:] 

No. 
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HAZMAT — COST  OF  INSPECTION  TRIPS 

Mr.  Coleman.  Please  provide  data  on  the  average  cost  per  in- 
spection trip  in  each  of  fiscal  years  1991  through  1993  and  esti- 
mated for  fiscal  years  1993  and  1994. 

[The  information  follows:] 

.  RSPA's  standard  inspection  trip  lasts  five  days.  In  fiscal  year  1991,  the  average 
cost  per  inspection  trip  was  $903.  In  fiscal  year  1992,  the  average  cost  was  $761. 
In  fiscal  year  1993,  the  average  cost  was  $733.  RSPA  estimates  that  the  average 
cost  for  fiscal  year  1994  will  be  about  the  same  as  1993. 

HAZMAT — ^TIME  SPENT  ON  ENFORCEMENT 

Mr.  Coleman.  For  each  of  the  last  two  fiscal  years,  please  specify 
the  average  time  that  was  spent  processing  enforcement  cases  by 
regional  staff  before  these  cases  were  submitted  to  headquarters, 
the  time  spent  reviewing  these  cases  at  headquarters,  and  the  time 
lapsed  when  these  cases  were  first  submitted  to  the  Office  of  Chief 
Counsel  and  when  they  were  settled. 

[The  information  follows:] 

For  enforcement  cases  initiated  in  1992,  inspectors  processed  cases  in  159  days; 
headquarters  review  and  referral  to  the  Office  of  the  Chief  Counsel  (OCC)  took  57 
days;  and  OCC  took  105  days  to  issue  NOPVs.  The  average  total  time  was  10.6 
months.  For  enforcement  cases  initiated  in  1993,  inspectors  processed  cases  in  176 
days;  headquarters  review  and  referral  to  OCC  took  115  days;  and  OCC  took  42 
days  to  issue  NOPVs.  The  average  total  time  was  11  months. 

Once  a  NOPV  is  issued,  RSPA  has  much  less  control  over  the  timing  of  actions. 
For  1992  cases  closed  to  date,  the  time  period  between  issuance  of  an  NOPV  and 
closing  of  the  case  was  283  days.  For  1993  cases  closed  to  date,  that  time  period 
is  164  days. 

In  summary,  inspection-to-case-closure  time  to  date  was  19.9  months  for  1992 
cases  and  16.3  months  for  1993  cases.  The  1992  case  time  is  longer  than  was  re- 
ported last  year  because  more  1992  cases  have  closed  since  RSPA  responded  to  last 
year's  question,  thus  increasing  the  overall  time  for  the  year.  This  is  going  to  occur 
nearly  every  year;  the  16.3-figure  for  1993  cases  Ukely  will  be  higher  next  year. 

Based  on  processing  standards  instituted  during  1993,  the  current  1994  numbers 
for  the  inspection-to-NOPV  period  show  a  sig[nincant  improvement.  Thus  far  for 
1994,  inspector  processing  time  is  105  days;  review  and  referral  time  is  73  days;  and 
OCC  NOPV  issuance  time  is  33  days,  for  a  total  time  of  6.9  months.  This  represents 
a  reduction  of  over  four  months  from  1993's  inspection-to-NOPV  time. 

HAZMAT — ^WORKLOAD  MEASURES 

Mr.  Coleman.  Please  provide  some  workload  measures  for  the 
Office  of  Hazardous  Materials  Transportation  for  fiscal  years  1992 
and  1993  and  estimated  for  1994  and  1995.  This  should  include  but 
not  be  limited  to  data  on  civil  penalties  and  inspections. 

[The  information  follows:] 

WORKLOAD  INDICATORS 

1992  1993  1994  est.        1995  est. 

Inspector  Work  Years  17.5  17.0  18.6  22.0 

Inspections  1,203  933  1,300  1,500 

Civil  Cases 133  245  275  300 

Cases  Closed 72  156  200  255 

Penalty  Assessments $300,248  $679,675  $800,000  $900,000 

HAZMAT  INTERMODAL  DATABASE 

Mr.  Coleman.  Last  year,  RSPA  indicated  that  the  unified  ship- 
pers' inspection  and  enforcement  data  base  would  be  operational  by 
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the  end  of  fiscal  year  1994.  Please  provide  an  update  on  the  status 
of  your  efforts  to  develop  this  intermodal  database. 
[The  information  follows:] 

RSPA,  under  the  leadership  of  its  Office  of  Hazardous  Materials  Safety,  completed 
the  development  of  a  Unified  Shippers'  Inspection  and  Enforcement  Data  System 
(UNISHIP)  in  fiscal  year  1993.  This  system  includes  intermodal  data  on  inspection 
and  enforcement  activities  related  to  hazardous  materials  shippers.  A  menu  access 
program  was  developed  and  the  system  was  demonstrated  to  prospective  modal 
users  dviring  the  4th  Quarter  of  fiscal  year  1993.  The  system  is  now  fully  oper- 
ational with  planned  semiannual  updates. 

INCREASED  REGISTRATION  PROGRAM  COSTS 

Mr.  Coleman.  Why  is  a  5  percent  increase  in  the  administration 
costs  of  the  hazardous  materials  registration  program  needed  for 
fiscal  year  1995? 

[The  information  follows:] 

RSPA  is  requesting  a  five  percent  increase  in  the  administration  costs  of  the  haz- 
ardous materials  registration  program  to  cover  anticipated  increases  in  the  costs  of 
data  entry  services,  and  to  provide  additional  programming  and  processing  services 
that  will  be  required  by  anticipated  revisions  to  the  program.  One  such  revision  is 
a  cooperative  program  with  state  hazardous  materials  regulatory  agencies  for  the 
collection  of  federal  registrations  through  the  state  agencies.  A  trial  program  of  this 
nature  will  be  conducted  during  the  1994-95  registration  year  by  the  Public  Utility 
Commission  of  Ohio.  RSPA  is  also  considering  various  means  of  increasing  the 
funds  collected  through  this  program,  which  will  also  require  revisions  to  the  auto- 
mated data  system  and  increased  customer  service  support. 

HAZMAT  COMPLIANCE  RATES 

Mr.  Coleman.  What  compliance  rates  were  achieved  in  the 
1992-1993  registration  cycle,  estimated  for  the  1993-1994  registra- 
tion cycle  and  projected  for  the  1994-1995  registration  cycle  for  the 
hazardous  materials  registration  program? 

[The  information  follows:] 

At  the  beginning  of  the  registration  program,  we  did  not  have  an  acciu-ate  picture 
of  the  universe  of  programs  subject  to  the  mandatory  registration  provisions  of  the 
HMTA.  Over  100  tiiousand  shipper/carriers  were  originally  estimated  to  be  covered 
by  the  registration  requirements.  At  that  level,  there  was  an  approximate  20-25 
percent  compliance  attained  during  the  first  registration  cycle. 

We  also  know  that  several  large  groups  covered  by  the  original  legislation  did  not 
bother  to  register  and  were  requesting  exemption  from  the  registration  require- 
ments. These  groups  included  farmers,  home  fuel-oil  deUvery  companies,  and  small- 
waste  generators.  Subsequent  technical  amendments  to  the  HMTA  exempted  these 
potential  shipper/carriers.  With  these  exemptions,  the  universe  of  potential  reg- 
istrants was  reduced  from  the  original  estimate  to  approximately  30  thousand  ship- 
per/carriers. We  have  been  successful  in  registering  over  25  thousand  shipper/car- 
riers in  each  of  the  last  2  registration  cycles.  This  represents  most  of  the  shipper/ 
carriers  who  would  have  registered.  We  estimate  for  the  upcoming  registration  pe- 
riod, beginning  in  Jvily,  1994,  that  we  will  identify  more  shipper/carriers  in  the  tar- 
get groups  who  have  not  yet  registered.  With  continued  outreach  and  enforcement 
efforts,  coupled  with  the  comparatively  heavy  penalties  associated  with  a  failure  to 
register,  we  will  be  successful  in  registering  all  shipper/carriers  required  to  pay  the 
user  fee. 

Mr.  Coleman.  How  do  compliance  rates  vary  among  the  various 

types  of  hazardous  materials  shippers  and  carriers? 

[The  information  follows:] 

We  believe  that  few,  if  any,  of  the  major  shippers  and  carriers  of  hazardous  mate- 
rials subject  to  the  registration  program  have  failed  to  do  so.  But  the  situation  may 
be  different  with  respect  to  those  shippers  and  carriers  who  only  engage  in  the 
transportation  of  hazardous  materials  on  an  occasional  or  infrequent  basis. 
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HAZMAT  COLLECTIONS — ^FEE  STRUCTURE 

Mr.  Coleman.  What  plans  does  RSPA  have  to  review  and  revise 
the  $250  registration  fee  and  the  $50  administration  fee  currently 
charged  to  hazardous  materials  shippers  £ind  carriers? 

[The  information  follows:] 

RSPA  issued  a  notice  of  proposed  rulemaking  on  April  1,  1994,  to  improve  compli- 
ance with  the  current  registration  requirements.  Later  this  year,  we  will  consider 
various  alternatives  to  ensure  that  the  emergency  response  grant  program  is  on  a 
sound  and  equitable  funding  basis. 

EMERGENCY  PLANNING  AND  TRAINING  1993  GRANTS  BY  STATES 

Mr.  Coleman,  Please  provide  a  table  showing  the  states  that  re- 
ceived emergency  planning  and  training  grants  in  fiscal  year  1993 
and  the  amounts  received. 

[The  information  follows:] 
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Answer: 


STATE 

ALABAMA 

ALASKA 

AMERICAN  SAMOA 

ARIZONA 

ARKANSAS 

CALIFORNIA 

COLORADO 

CONNECTICUT 

DELAWARE 

OIST.  OF  COL. 

FLORIDA 

GEORGIA 

HAWAII 

IDAHO 

ILLINOIS 

INDIANA 

IOWA 

KANSAS 

KENTUCKY 

LOUISIANA 

MARYLAND 

MASSACHUSETTS 

MICHIGAN 

MINNESOTA 

MISSISSIPPI 

MISSOURI 

MONTANA 

NEBRASKA 

NEVADA 

NEW  YORK 

NEW  HAMPSHIRE 

NEW  JERSEY 

NO.  MARIANAS 

NORTH  DAKOTA 

NORTH  CAROLINA 

OHIO 

OKLAHOMA 

OREGON 

PENNSYLVANIA 

RHODE  ISLAND 

SOUTH  CAROLINA 

SOUTH  DAKOTA 

TENNESSEE 

TEXAS 

UTAH 

VERMONT 

VIRGIN  ISLANDS 

VIRGINIA 

WASHINGTON 

WISCONSIN 

WYOMING 


FY  93 

$165,178 

57.817 

46.082 

114,762 

102,705 

680,808 

116,717 

105,035 

63,489 

52,412 

303,364 

200,362 

62,885 

82,499 

443,629 

213,365 

146,993 

163,978 

126,612 

145,494 

132,198 

152,265 

236,977 

182,067 

124,356 

189,255 

82,722 

129.437 

82,352 

353,716 

73,103 

218,169 

45,896 

97,958 

212,427 

370,313 

132,667 

129,034 

294,557 

65,082 

128,781 

86,606 

172,522 

451,402 

98,429 

58,878 

46,696 

169,967 

138,937 

182,343 

70,207 


SUBTOTAL 
INDIAN  TRIBES 
TOTAL 


8,303,505 
88.012 
$8,391,517 
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EMERGENCY  PLANNING  AND  TRAINING  1994  GRANTS  BY  STATES 

Mr.  Coleman.  Also,  please  supply  a  table  showing  the  estimated 
state  allocations  for  emergency  planning  and  training  grants  in  fis- 
cal year  1994. 

[The  information  follows:] 
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TOTAL 

STATE 

FY  94 

California 

$738,179 

Texas 

489,441 

I  Uinois 

481,013 

Ohio 

401,519 

New  York 

383,524 

Florida 

328,928 

Pennsylvania 

319,379 

Michigan 

256,947 

New  Jersey 

236,554 

Indiana 

231,345 

North  Carolina 

230,328 

Georgia 

217,246 

Missouri 

205,203 

Wisconsin 

197,709 

Minnesota 

197,410 

Tennessee 

187,060 

Virginia 

184,290 

Alabama 

179,097 

Kansas 

177,796 

Massachusetts 

165,096 

Iowa 

159,380 

Louisiana 

157,755 

Washington 

150,645 

Oklahoma 

143,847 

Maryland 

143,338 

Nebraska 

140,345 

Oregon 

139,908 

South  Carolina 

139,633 

Kentucky 

137,282 

Mississippi 

134,835 

Colorado 

126,553 

Arizona 

124,433 

Connecticut 

113,886 

New  Mexico 

112,271 

Arkansas 

111,360 

West  Virginia 

109,057 

Utah 

106,724 

North  Dakota 

106,213 

Puerto  Rico 

104,289 

South  Dakota 

93,904 

Montana 

89,693 

Idaho 

89,451 

Nevada 

89,292 

Maine 

81,724 

New  Hampshire 

79,263 

Wyoming 

76,123 

Rhode  Island 

70,566 

Delaware 

68,839 

Hawaii 

68,184 

Vermont 

63,840 

Alaska 

62,689 

District  of  Columbia 

56.829 

Guam 

50,948 

Virgin  Islands 

50,631 

American  Samoa 

49,965 

Northern  Marianas 

49,764 

SUBTOTAL 

9,461,527 

INDIAN  TRIBES 

188.473 

TOTAL 

$9,650,000 
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METHODOLOGY  FOR  GRANT  ALLOCATIONS 

Mr.  Coleman.  Please  describe  the  methodology  used  to  deter- 
mine the  amounts  of  the  state  allocations  under  the  emergency 
planning  and  training  grant  program. 

[The  information  follows:] 

RSPA  allocated  grant  funds  for  fiscal  year  1993  based  on  objective  factors  rep- 
resenting community  risks  and  needs.  Each  factor  was  based  on  objective  and  verifi- 
able publicly  available  data.  With  the  exception  of  the  states  and  territories  that  did 
not  apply,  each  grantee  received  an  award  equal  to  its  share  based  on  RSPA's  allo- 
cation factors. 

RSPA  used  the  following  factors  for  allocation  of  training  grants. 

Half  of  the  training  grant  funds  are  allocated  to  states  (which  include  territories) 
based  on  their  percentage  of  total  population.  Population  is  a  surrogate  for  the  num- 
ber of  responders  needing  training. 

Three-tenths  of  funds  are  allocated  to  states  based  on  their  percentage  of  total 
highway  miles,  which  is  a  surrogate  for  highway  risk. 

Two-tenths  of  fiinds  are  allocated  to  states  on  the  basis  of  their  percentage  of  the 
total  number  of  chemical  facilities,  as  reported  by  the  U.S.  Census  Bureau.  This  al- 
location measure  is  a  svurogate  for  fixed-facility  risk. 

A  three  percent  set-aside  for  training  grants  was  made  for  Indian  tribes  to  ensure 
benefit  to  tribes. 

For  consistency,  we  used  a  similar  approach  in  selecting  the  following  factors  for 
planning. 

Two-tenths  of  the  total  funds  are  allocated  to  states  based  on  their  percentage  of 
total  population. 

Four-tenths  of  funds  are  allocated  based  on  the  state's  percentage  of  total  hazard- 
ous materials  truck  miles,  which  is  a  surrogate  for  highway  hazardous  materials 
risk. 

Four-tenths  of  funds  are  allocated  on  the  basis  of  the  state's  percentage  of  the 
SuperFund  Amendments  and  Reauthorization  Act  of  1986  §  302  chemical  facilities. 
This  allocation  measure  is  a  surrogate  for  fixed-facility  risk. 

In  determining  these  factors,  we  included  only  factors  for  which  complete  and  ver- 
ifiable data  were  available. 

HAZMAT  TRAINING  RESOURCES 

Mr.  Coleman.  Please  provide  a  complete  listing  of  all  resources 
in  the  fiscal  year  1995  request  related  to  hazardous  materials 
training  of  state  and  local  personnel  and  compare  those  levels  to 
the  corresponding  funding  levels  for  fiscal  year  1994. 

[The  information  follows:] 

Fiscal  year — 


1994  1995 


Grants $9,650,000        $10,350,000 

ERG 200,000                      0 

NIEHS 250,000                      0 

Monitoring  and  Technical  Assistance  400,000             400,000 

Curriculum  Development 400,000 400.000 

Total  10,900,000         11.150,000 

HMIS  FUNDING 

Mr.  Coleman.  Please  break  down  in  detail  the  specific  uses  of 
funds  appropriated  for  HMIS  in  fiscail  year  1994. 
[The  information  follows:] 

[In  thousands  of  doUara] 
Activity  Expenditure 

Data  entry  and  systems  development  efforts  to  maintain  and  update: 

Incident  Reporting  Subsystem $476 
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Activity  Expenditure 

Exemptions  Subsystem  45 

Approvals  Subsystem  80 

Regulations  Subsystem  45 

Enforcement  Subsystem 65 

Technical  Support  (Office  Automation) 55 

Support  the  National  Response  Center 200 

Update  and  maintain  the  Telephonies  Subsystem 30 

Facility  Management  and  Computer  System  Support 174 

Develop  and  Install  an  Imaging  System  (hardware,  software  &  development, 

backfUe  conversion)  365 

Communications  Upgrade  15 

HAZMAT — IDENTIFICATION  SYSTEMS  REPORT 

Mr.  Coleman.  Please  provide  for  the  record  a  copy  of  your  report 
to  Congress,  "Improvements  to  Hazardous  Materials  Identification 
Systems." 

[The  information  follows:] 
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THE  SECRETARY  OF  TRANSPORTATION 

WASHINGTON.  O.C.     20S90 

February  15,  199A 


The  Honorable  Thomas  S.  Foley 

Speaker  of  the  House  of  Representatives 

Washington,  DC  20515 

Dear  Mr.  Speaker: 

Enclosed  is  the  Department  of  Transportation's  (DOT)  report  to 
Congress  titled  "Improvements  to  Hazardous  Materials 
Identification  Systems."   This  report  is  submitted  in  accordance 
with  the  requirements  of  Section  25  of  the  Hazardous  Materials 
Transportation  Uniform  Safety  Act  of  1990  (the  Act) ,  Public  Law 
101-615.    The  report  addresses  recommendations  made  by  the 
National  Academy  of  Sciences  (HAS)  in  its  report  submitted  to 
Congress  and  the  Department  on  April  29,  1993,  and  presents  the 
results  of  DOT'S  rulemaking  proceeding  on  improving  the  hazardous 
materials  identification  system. 

The  Department  agrees  with  HAS  that  the  national  central 
reporting  system  described  in  the  Act  should  not  be  implemented 
and  recommends  no  further  congressional  action  on  such  a  system. 

DOT  has  taken  steps  to  improve  the  hazardous  materials 
communication  system  including:   (1)  implementation  of  an 
emergency  response  grants  program  that  provides  funds  to  States 
and  Indian  tribes  for  emergency  response  planning  and  training; 
(2)  issuance  of  training  regulations  that  relate  to  training 
recommendations  made  in  the  HAS  report;  (3)  issuance  of 
communication  standards  that  require  display  of  a  24-hour 
telephone  number  on  shipping  papers,  and  the  presence  of 
emergency  response  information  on  transport  vehicles  for 
immediate  use;  and  (4)  initiation  of  the  HAS  concept,  by  the 
Federal  Railroad  Administration,  of  a  limited  rail  startup  (a 
demonstration  program)  of  automated  information  systems. 

DOT  recognizes  that  the  vast  majority  of  hazardous  materials 
incidents  which  require  an  emergency  response  occur  on  the 
highway.   The  Federal  Highway  Administration  will  explore 
additional  technology  applications  which  could  improve  hazard 
communication  for  emergency  responders. 

An  identical  letter  has  been  sent  to  the  President  of  the  Senate. 

Sincerely, 


^  \^jZ»i. 


Federico  Pefla 
Enclosure 


! 
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Report  to  the  Congress  on 

IMPROVEMENTS  TO  HAZARDOUS  MATERIALS 

IDENTIFICATION  SYSTEMS 

EXECUTIVE  SUMMARY 

The  Hazardous  Materials  Transportation  Uniform  Safety  Act  of  1990  (the  Act),  Pub.  L.  101- 
615,  required  the  U.S.  Department  of  Transportation  (DOT)  to  contract  with  the  National 
Academy  of  Sciences  (NAS)  to  conduct  a  study  of  the  feasibility  and  necessity  of  establishing 
and  operating  a  central  reporting  system  and  computerized  telecommunications  data  center 
that  would  receive,  store,  and  retiieve  data  on  all  daily  shipments  of  hazardous  materials  by 
all  modes.    In  addition,  DOT  was  required  to  initiate  a  rulemaking  proceeding  to  determine 
methods  of  establishing  and  operating  a  central  reporting  system  and  computerized  data 
center  described  in  the  Act,  and  to  determine  methods  of  improving  the  current  system  of 
placarding  vehicles  transporting  hazardous  materials.    DOT  is  to  provide  Congress  a 
summary  of  the  NAS  report  and  the  results  of  DOT's  rulemaking  proceeding.    The  Secretary 
of  Transportation  is  to  include  his  recommendations  on  implementation  of  the  national  central 
reporting  system  described  in  the  Act. 

This  report  summarizes  NAS  Special  Report  239,  "Hazardous  Materials  Shipment 
Information  for  Emergency  Response,"  that  was  submitted  to  Congress  and  the  Secretary  of 
Transportation  on  April  29,  1993,  and  presents  a  summary  of  DOT's  rulemaking  proceeding 
under  Docket  HM-206,  tided  "Improvements  to  Hazardous  Materials  Identification  Systems." 
This  report  presents  the  Secretary  of  Transportation's  recommendations  with  respect  to 
implementing  the  NAS  recommendation  concerning  the  national  central  reporting  system  and 
identifies  DOT's  actions  related  to  seven  additional  NAS  recommendations. 

Highlights  of  this  report  are  as  follows: 

•   NAS  found  that,  in  most  instances,  the  existing  hazardous  materials  communication 
system  works  and  the  information  sources  available  at  the  scene  of  a  hazardous  materials 
transportation  incident  meet  the  critical  information  needs  of  emergency  responders.    DOT 
finds  that,  while  some  improvements  may  be  appropriate,  the  existing  system  provides  a 
satisfactory  level  of  safety  when  properly  implemented  in  compliance  with  the  existing 
regulations.   NAS  estimated  that,  in  about  1  percent  of  the  truck  and  less  than  one-half  of  1 
percent  of  the  rail  hazardous  materials  incidents  projected  to  occur  nationwide  each  year, 
there  could  have  been  both  an  "information  problem"  and  a  "consequential"  outcome  as 
defined  in  the  report.   NAS  found  that  most  of  these  problems  were  the  result  of  a  lack  of 
knowledge  by  the  response  community  and  others,  and  can  best  be  addressed  by  enhanced 
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training  and  enforcement  efforts.   NAS  also  found  that  because  some  of  the  emergency 
responders  it  interviewed  lack  full  confidence  in  the  existing  system,  they  may  take  costly 
actions  resulting  in  lengthy  delays  and  precautionary  evacuations  to  ensure  public  safety. 

•  NAS  recommended  that  the  Federal  Government  should  not  attempt  to  implement  the 
national  central  reporting  system  described  in  the  Act.   NAS  cited  the  high  startup  and 
operational  costs  for  such  a  system  and  the  lack  of  assurance  that  its  benefits  would  justify  its 
costs.   DOT  agrees  with  NAS  and  recommends  no  further  congressional  action  on  such  a 
system. 

•  NAS  also  recommended  that  DOT  immediately  undertake  one  or  more  demonstration 
programs  of  automated  information  systems  and  that  the  rail  industry  would  be  the  practical 
place  to  start.    A  program  similar  to  one  recommended  by  NAS  is  currently  in  operation 
with  the  Federal  Railroad  Administration's  (FRA)  support  of  the  Houston  Cooperative 
Emergency  Planning  Project  which  focuses  on  practical,  cost-effective  communication 
linkages  important  to  emergency  responders.    Based  on  the  results  of  this  cooperative  effort 
involving  labor,  industry,  carriers,  the  responder  community,  and  the  Federal  Government, 
DOT  will  be  in  a  better  position  to  define  and  plan  for  any  future  efforts. 

•  NAS  made  a  number  of  additional  recommendations  to  improve  the  hazardous  materials 
communication  system.   NAS  recommended  that  an  overall  framework  is  needed  to  make 
improvements  to  the  existing  system  and  made  further  recommendations  under  each  of  three 
major  categories:    Implementing  New  Information  Systems;  Data  and  Evaluation;  and 
Regulation,  Enforcement,  and  Training.    NAS  makes  an  important  contribution  to 
highlighting  the  concerns  of  emergency  responders  and  has  improved  DOT'S  understanding 
of  the  issues  to  be  considered  in  making  cost-beneficial  improvements  to  the  existing 
hazardous  materials  communication  system. 

•  DOT  has  taken  steps  to  improve  the  communication  system  which  address  issues  raised 
by  NAS.    DOT  implemented  a  grants  program  that  provides  funds  for  emergency  response 
planning  and  for  training  emergency  response  personnel.    DOT  issued  training  regulations 
that  require  each  hazardous  materials  employer  to  train  its  employees  regarding  the  safe 
loading,  unloading,  handling,  storing,  and  transporting  of  hazardous  materials  and  emergency 
response  preparedness  for  responding  to  accidents  or  incidents  involving  the  transportation  of 
hazardous  materials.   DOT  issued  emergency  response  communication  standards  that  require 
display  of  24-hour  telephone  numbers  on  shipping  papers  for  emergency  response 
information,  and  carriage  of  emergency  response  information  on  transport  vehicles  for 
immediate  use. 

•  As  part  of  a  rulemaking  proceeding  to  improve  DOT'S  current  hazardous  materials 
communication  system,  DOT  will  issue  a  notice  of  proposed  rulemaking  (NPRM)  proposing 
a  number  of  changes  to  the  current  requirements  for  placarding  vehicles  transporting 
hazardous  materials. 
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BACKGROUND 

THE  STATUTORY  MANDATE 

The  Hazardous  Materials  Transportation  Uniform  Safety  Act  of  1990  (the  Act),  Pub.  L.  101- 
615,  required  DOT  to  develop  methods  and  study  ways  to  improve  hazardous  materials 
identification  systems.   Section  25  of  the  Act  specifically  required  DOT  to- 

•  Initiate  a  rulemaking  to  determine  methods  of  improving  the  current  system  of  placarding 
vehicles  transporting  hazardous  materials,  and  to  determine  methods  for  establishing  and 
operating  a  central  reporting  system  and  computerized  telecommunications  data  center; 

•  Contract  with  NAS  to  study  the  feasibility  and  necessity  of  establishing  and  operating  a 
central  reporting  system  and  computerized  telecommunications  data  center  that:   (1)  is 
capable  of  receiving,  storing,  and  retrieving  data  concerning  all  daily  shipments  of  hazardous 
materials;  (2)  can  identify  hazardous  materials  being  transported  by  any  mode  of 
transportation;  and  (3)  can  provide  information  to  facilitate  responses  to  accidents  and 
incidents  involving  the  transportation  of  hazardous  materials;  and 

•  Report  to  Congress  DOT'S  summary  of  the  NAS  report  and  the  results  of  DOT's 
rulemaking  activities,  together  with  DOT's  recommendations  concerning  implementation  of 
the  NAS  recommendation  with  respect  to  a  central  reporting  system  and  computerized 
telecommunications  data  center.   The  Secretary  of  Transportation  is  to  give  substantial 
weight  to  the  NAS  recommendations  and  must  include  reasons  for  not  recommending 
implementation  of  the  recommendations  contained  in  the  report. 

THE  CURRENT  SYSTEM 

The  continued  safe  transportation  of  hazardous  materials  is  critical  to  the  conduct  of  our 
Nation's  commerce.   DOT  and  others  have  estimated  that  about  500,000  shipments  of 
hazardous  materials  are  moved  each  day  nationwide.   The  vast  majority  of  these  shipments 
are  packaged  properly,  meet  other  stringent  requirements,  and  arrive  at  their  destination 
safely.   When  incidents  occur,  most  involve  small  releases  of  hazardous  materials,  result  in 
littie  or  no  consequence,  and  do  not  require  emergency  response  action.   Far  less  frequenUy, 
serious  incidents  occur  that  require  significant  response  actions  by  emergency  responders. 
For  example,  following  an  analysis  by  DOT  of  the  9,320  incidents  reported  to  DOT  during 
1992,  396,  or  only  about  4  percent  of  Uie  total,  could  be  considered  to  have  a  consequence 
serious  enough  to  warrant  a  significant  emergency  response.   These  incidents  involved  one  or 
more  of  the  following  consequences:    a  fatality,  major  injury,  general  public  evacuation, 
closure  of  a  major  artery,  train  derailment,  or  truck  accident  (overturn,  collision,  etc.). 
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At  the  Federal  level,  ensuring  the  safe  transport  of  hazardous  materials  in  commerce  is 
primarily  the  responsibility  of  DOT.   The  Hazardous  Materials  Transportation  Act  (HMTA), 
49  App.  U.S.C.  1801  ej  5^.,  including  amendments  in  1990,  sets  forth  the  framework  by 
which  DOT  exercises  its  statutory  mandate  "to  protect  the  Nation  adequately  against  the  risks 
to  life  and  property  which  are  inherent  in  the  transportation  of  hazardous  materials  in 
commerce."   In  Section  2(5)  of  the  Act,  Congress  noted  that  "in  order  to  achieve  greater 
uniformity  and  to  promote  the  public  health,  welfare,  and  safety  at  all  levels.  Federal 
standards  for  regulating  the  transportation  of  hazardous  materials  in  intrastate,  interstate,  and 
foreign  commerce  are  necessary  and  desirable." 

The  Research  and  Special  Programs  Administration  (RSPA)  is  the  primary  agency  within 
DOT  responsible  for  issuing  the  Hazardous  Materials  Regulations  (HMR),  49  C.F.R.  Parts 
171-180,  which  govern  the  safe  transportation  of  hazardous  materials  in  commerce.   These 
regulations  include  hazardous  materials  classification,  packaging,  hazard  communication, 
training,  and  operational  rules.   The  current  hazardous  materials  communication  requirements 
under  the  HMR,  which  are  essentially  the  same  as  those  employed  worldwide,  are  addressed 
in  five  components:   shipping  papers,  marking,  labeling,  placarding,  and  emergency  response 
information.   Emergency  response  information  must  be  maintained  by  carriers  in  their 
vehicles,  trains,  vessels,  and  aircraft  when  transporting  hazardous  materials.   Required 
emergency  response  information  is  used  to  identify  immediate  hazards  to  health,  risks  of  fire 
or  explosion,  precautions  to  be  taken  by  responders  first  arriving  at  the  scene  of  an  incident, 
initial  methods  for  handling  spills  and  leaks  in  the  absence  of  fire,  and  preliminary  first  aid 
measures  to  be  taken.   This  information  may  be  entered  on  shipping  papers  or  presented  in  a 
document  other  than  the  shipping  paper,  such  as  the  DOT  Emergency  Response  Guidebook 
(ERG),  Material  Safety  Data  Sheets  (MSDS),  or  other  appropriate  emergency  response 
guidance. 

PRELIMINARY  IMPLEMENTATION  ACTIYITIES 

To  develop  this  report,  DOT  established  a  working  group-comprised  of  representatives  from 
RSPA,  the  Federal  Highway  Administration  (FHWA),  FRA,  the  Federal  Aviation 
Administration  (FAA),  the  United  States  Coast  Guard  (USCG),  and  the  Office  of  the 
Secretary  (OST)~to  review  and  consider  the  NAS  report.   RSPA  also  reviewed  comments  to 
the  advance  notice  of  proposed  rulemaking  (ANPRM)  under  Docket  HM-206.   This  report 
summarizes  the  NAS  study  and  DOT's  related  rulemaking  activities  under  Docket  HM-206. 
It  presents  the  Secretary  of  Transportation's  recommendation  concerning  the  NAS 
recommendation  on  the  national  central  reporting  system  described  in  the  Act,  and  identifies 
DOT  actions  that  support  each  of  seven  additional  recommendations  contained  in  the  NAS 
report. 
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THE  RULEMAKING  PROCEEDDVG 

In  addition  to  the  NAS  study,  Section  25  of  the  Act  required  DOT  to  initiate  rulemaking 
proceedings  to  determine  methods  of  improving  the  current  system  of  placarding  vehicles 
transporting  hazardous  materials.   The  proceedings  should  also  determine  methods  for 
establishing  and  operating  a  central  reporting  system  and  computerized  telecommunications 
data  center  for  shipments  of  hazardous  materials. 

RSPA  issued  an  ANPRM,  "Improvements  to  Hazardous  Materials  Identification  Systems" 
(Docket  HM-206;  57  Fed.  Reg.  24532,  June  9,  1992).   The  ANPRM  provided  information 
about  the  legislative  requirements  in  the  Act  concerning  improvements  to  hazardous  materials 
identification  systems,  an  overview  of  the  hazard  identification  and  communication  system 
under  the  HMR,  including  DOT's  placarding  system,  and  included  a  background  discussion 
on  the  central  reporting  system  and  telecommunications  center.     Also,  through  a  series  of  63 
primary  questions,  the  ANPRM  solicited  comments  on  establishment  of  a  central  reporting 
system,  methods  of  improving  the  placarding  system,  and  the  feasibility  of  requiring  each 
carrier  to  maintain  a  continually  monitored  telephone  system  for  emergency  response 
purposes.   The  comment  period  closed  on  October  9,  1992. 

Approximately  230  comments  were  received  from  shippers,  carriers,  firefighter  and  police 
departments,  associations,  emergency  response  telephone  service  organizations,  and  private 
individuals.   Commenters  responding  to  questions  about  the  central  reporting  system  and 
telecommunications  data  center-the  need  for  its  establishment  and  related  issues,  data  entry 
and  removal,  system  access  and  safeguards,  use  of  the  system  by  emergency  responders, 
training  in  use  of  the  system,  and  system  costs-substantially  opposed  establishment  and 
implementation  of  such  a  system,  citing  that  it  was  unnecessary,  unreasonably  burdensome  in 
terms  of  cost  and  complexity,  and  of  little  value  to  emergency  responders.    For  example,  of 
the  196  commenters  responding  to  the  ANPRM  question:  Should  a  centralized  reporting 
system  and  computerized  telecommunication  center  be  established?.  170  were  opposed  to 
such  a  system  on  the  basis  that  it  was  unwarranted,  too  costly,  infeasible,  and  of  minimal  use 
to  responders.    Five  commenters  stressed  that,  instead,  emphasis  should  be  placed  on 
training.   Seventeen  commenters  opposed  the  system  for  all  shipments  but  supported  the 
application  of  some  kind  of  electronic  notification  for  tracking  extremely  hazardous 
materials.   Three  commenters  said  the  central  reporting  system  as  envisioned  needs  further 
study.   Four  commenters  supported  establishment  of  the  coitral  reporting  system;  one 
without  any  qualification,  and  three  on  the  condition  that  the  Federal  Government  operates  it. 

The  National  Transportation  Safety  Board,  commenting  on  whether  a  centralized  reporting 
system  and  computerized  telecommunication  center  should  be  established,  stated  that  because 
it  has  not  investigated  any  accidents  in  which  a  computerized  tracking  system  would  have 
affected  the  outcome  of  the  response  to  the  accident,  it  has  no  basis  for  comments  on  this 
issue. 
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Commenters  responding  to  questions  about  placard  visibility,  placard  size  and  location, 
placard  information  and  format,  placard  construction,  and  exceptions  from  placarding, 
generally  expressed  the  view  that  major  changes  to  DOT's  existing  hazard  communication 
system  were  not  necessary  but  some  improvements  may  be  warranted. 

RSPA  is  considering  a  number  of  specific  regulatory  proposals  to  improve  the  hazardous 
materials  identification  system  and  expects  to  issue  a  notice  of  proposed  rulemaking  in  the 
Federal  Register  this  fiscal  year. 
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THE  NATIONAL  ACADEMY  OF  SCIENCES'  REPORT-A  SUMMARY 

In  its  effort  to  be  responsive  to  requirements  of  the  Act,  NAS  assembled  a  committee  with 
expertise  in  hazardous  materials  saifety,  emergency  response,  freight  transportation,  and 
information  systems  to  examine  a  broad  range  of  issues.   The  NAS  committee  examined  the 
kinds  of  information  emergency  responders  may  need  in  order  to  make  decisions  at  the  scene 
of  a  hazardous  materials  incident,  the  performance  of  the  existing  information  system,  and 
the  frequency,  causes,  and  consequences  of  information  failures.    NAS  focused  on  hazardous 
materials  highway  and  rail  incidents  that  required  responses  by  public  sector  emergency 
responders  because  these  two  modes  are  predominant  transporters  of  hazardous  materials. 
However,  NAS  noted  that  its  conclusions  and  recommendations  are  relevant  to  all  modes  of 
freight  transportation,  including  air  and  water. 

Based  on  a  review  of  case  studies  involving  hazardous  materi&ls  incidents,  NAS  concluded 
that,  in  most  instances,  the  existing  hazardous  materials  communication  system  works  and  the 
information  sources  available  at  the  scene  of  a  hazardous  materials  incident  meet  the  critical 
information  needs  of  responders.    However,  NAS  stated  that  the  system  appeared  not  to  have 
provided  emergency  responders  with  information  they  needed  in  a  timely  and  reliable  manner 
in  about  19  of  80  truck  cases  and  in  about  5  of  45  rail  cases  reviewed.'   NAS  estimated  that 
about  1  percent  of  all  truck  incidents  (100  to  200  per  year)  and  less  than  one-half  of  1 
percent  of  all  rail  incidents  (4  to  6  per  year)  would  have  both  an  information  problem  and  a 
"consequential"  outcome.   Consequential  outcomes  are  defined  in  the  report  as  a  fatality, 
injury,  evacuation,  or  major  highway  or  track  closing.    NAS  categorized  cases  as  having  an 
information  problem  when  one  or  more  placarding,  shipping  paper,  package  labeling,  or 
other  existing  information  sources  were  inaccurate,  unavailable,  not  found,  or  not  properly 
consulted  by  responders. 

Based  on  its  review  of  125  truck  and  rail  case  studies,  NAS  identified  the  kinds  of  critical 
information  responders  need,  including  the  presence  of  hazardous  materials;  the  types  of 
hazards  they  possess;  and  the  technical  names,  quantity,  and  packaging  of  materials.   NAS 
noted  that  the  existing  DOT  hazardous  materials  communication  system  fulfills  these  needs  in 
a  variety  of  ways.   Placards  provide  early  and  clear  warning  about  the  presence  of  hazardous 
materials.   Placards  also  provide  information  on  the  types  of  hazards  present  in  transportation 
primarily  through  symbols,  colors,  and  United  Nations/North  American  (UN/NA)  material 
identification  numbers.   More  detailed  information  is  found  on  shipping  papers;  on  markings 
and  labels  on  vehicles  and  packagings;  in  the  DOT  Emergency  Response  Guidebook;  and 
from  shipper  emergency  telephone  numbers  and  from  other  sources  such  as  the  Chemical 
Transportation  Emergency  Center  (CHEMTREC). 


'     Based  on  extrapolation  by  NAS  of  this  limited  number  of  case  studies,  emergency 
responders  would  have  an  information  problem  in  25  percent  of  the  10,000  to  20,000  truck 
incidents  projected  annually,  or  in  about  2,500  to  5,000  instances,  and  in  10  percent  of  the 
1,000  to  1,500  rail  incidents,  or  between  100  to  150  incidents,  each  year. 
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The  information  sources  required  by  DOT,  when  accurate,  available,  and  properly  consulted, 
provide  valuable  critical  information  needed  by  emergency  responders.    However,  NAS 
identified  6  common  information  problems  (in  19  of  the  truck  cases  and  in  5  of  the  rail 
cases)  examined  and  offered  some  potential  solutions  for  DOT  to  consider.   NAS  noted  that-- 

(1)  Required  sources  of  information  were  missing  or  inaccurate. 

(2)  Information  sources  were  obscured,  destroyed,  or  inaccessible  because  of  fire, 
wreckage,  or  other  impediments.    NAS  proposed  evaluation  of  retroreflective  and  fire 
resistant  materials  and  other  means  to  increase  placard  visibility  and  longevity. 

(3)  Information  sources  were  available  and  in  compliance  with  the  regulations,  but 
they  failed  to  fully  or  efficiently  convey  essential  information.    NAS  proposed  that 
DOT  address  the  problems  it  found,  particularly  with  mixed  loads  and  the  adequacy 
of  the  "Dangerous"  placard,  and  difficulties  encountered  by  emergency  responders 
with  multiple  shipping  papers. 

(4)  Essential  information  was  not  provided  because  the  shipment  was  not  covered  by 
DOT  regulations,  i.e.,  the  material  was  (a)  not  designated  hazardous  by  DOT,  (b) 
shipped  in  quantities  below  the  weight  limit  set  by  DOT  for  placarding,  or  (c)  not 
involved  in  an  activity  that  was  clearly  transportation  related  and  under  DOT 
jurisdiction. 

(5)  Vehicle  operators  did  not  (or  could  not)  assist  emergency  responders  in  obtaining 
essential  information.    NAS  proposed  better  training  for  shipper  and  carrier 
personnel. 

(6)  Responders  did  not  properly  use  available  information.   NAS,  again,  proposed  a 
training  solution. 

Items  1,  3,  and  4  accounted  for  most  of  the  failures  which  were  studied.   NAS  stated  in  its 
report  that  more  effective  regulations,  enforcement,  and  training  should  be  the  foundation  of 
any  improvement  in  emergency  response  before  DOT  moves  to  make  improvements  that  take 
advantage  of  new  technology. 

NAS  did  not  support  implementation  of  the  national  central  reporting  system  described  in  the 
Act  because  such  a  system  would  be  too  expensive,  would  not  likely  be  cost  beneficial,  and 
would  be  unlikely  to  function  as  intended.   NAS  said  that  the  problem  the  system  described 
in  the  Act  was  intended  to  correct-incidents  in  which  papers  or  placards  are  inaccessible 
because  of  a  crash  or  fire—was  only  one  category  of  six  discovered,  and  was  not  the  most 
frequent  problem  found  by  NAS.   For  example,  of  the  80  truck  cases  reviewed  by  NAS, 
only  3  (or  less  than  4.0  percent)  clearly  had  an  information  problem  attributed  to  placarding 
or  shipping  paper  losses  because  of  a  crash  or  fire. 

However,  NAS  did  conclude  that  there  is  a  need  to  improve  information  for  use  by 
emergency  responders  at  the  scene  of  hazardous  materials  truck  and  rail  incidents  and  made 
several  recommendations.   Instead  of  a  national  central  reporting  system,  NAS  recommended 
that  DOT  take  other  actions:   test  new  information  systems  (one  or  more  limited  startups); 
develop  better  data;  and  take  regulatory,  enforcement,  and  training  actions. 
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According  to  NAS,  one  the  most  significant  problems  needing  to  be  addressed  is  the  need  to 
overcome  the  lack  of  full  confidence  that  some  emergency  responders  have  in  the  existing 
hazardous  materials  communication  system.    NAS  noted  that  this  lack  of  confidence 
sometimes  results  in  overly  cautious,  frequently  inappropriate,  and  costly  decisions  by 
emergency  responders.    NAS  identified  millions  of  dollars  of  costs  that  could  be  avoided,  but 
cautioned  that  only  an  unknown  portion  of  the  costs  can  be  attributed  by  information 
problems.    Injuries,  property  loss,  major  highway  closings,  public  evacuations,  and  response 
resources  were  considered  in  estimating  costs  which  might  be  avoided  if  there  were  an 
improved  hazardous  materials  communication  system.    While  better  information  might  reduce 
costs  by  some  fraction,  in  the  cases  reviewed  that  had  injuries  as  the  consequence, 
improvements  in  emergency  response  information  would  not  likely  have  altered  the 
outcomes.    NAS  found  that  many  of  the  adverse  consequences  noted  in  the  case  studies  were 
the  direct  result  of  the  crash,  derailment,  or  other  event  that  led  to  an  incident  and  were 
unrelated  to  the  hazards  of  the  materials  being  transported. 

NAS  acknowledged  that  its  conclusions  were  supported  by  a  limited  data  base  of  125  cases. 
Examinations  of  40  truck  incidents  contained  in  brief  reports  to  the  California  Hazardous 
Materials  Incident  Reporting  System  (CHMIRS)  were  followed  up  by  telephone  contacts  with 
the  persons  involved  in  each  response  to  assess  the  information  available  to  them  during  the 
incident.   The  remaining  85  cases-40  additional  truck  cases  and  the  45  rail  cases-were 
developed  from  analysis  of  documentation  from  previous  investigations  conducted  by  the 
National  Transportation  Safety  Board  (NTSB).   The  truck  and  rail  cases  were  supplemented 
using  information  contained  in  RSPA's  Hazardous  Materials  Information  System  (HMIS), 
CHEMTREC  notification  data,  some  highly  publicized  incidents  described  in  newspaper 
articles,  and  during  interviews  with  emergency  responders.    Although  NAS  cited  the  need  for 
better  data  and  noted  their  shortcomings,  it  found  that  the  information  obtained  from  the  case 
studies  and  other  sources  aided  understanding  of  emergency  responder  information  needs. 

NAS  considered  a  range  of  technological  and  nontechnological  solutions  to  the  information 
problems  the  committee  found.   Technological  options  included  looking  at  the  cost,  technical 
feasibility,  and  organizational  requirements  of  the  national  central  reporting  system  described 
in  the  Act  and  other  designs  such  as  limited  startups  (demonstration  programs)  or  phased-in 
approaches.    Nontechnological  options  included  looking  at  opportunities  to  refine  the  existing 
regulatory,  enforcement,  and  training  portions  of  the  hazardous  materials  identification 
system  that  would  not  necessarily  depend  on  new  information  technology. 
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THE  NAS  RECOMMENDATIONS  AND  THEIR  IMPLEMENTATION  BY  DOT 

The  National  Central  Reporting  System  Described  in  the  Act 

1.         "The  government  should  not  attempt  to  implement  a  system  such  as  the  originally 
proposed  national  central  reporting  system,  that  is,  one  entailing  immediate  and 
universal  application  of  a  requirement  for  shipper  or  carrier  real-time  Tiling  of 
vehicle  contents  information  in  a  central  data  base." 

Summary  of  NAS  Recommendation  (I) 

As  required  by  the  Act,  DOT  contracted  with  NAS  to  study  the  feasibility  and  necessity  of 
establishing  and  operating  a  central  reporting  system  and  computerized  telecommunications 
date  center  that  is  capable  of  receiving,  storing,  and  retrieving  data  concerning  all  daily 
shipments  of  hazardous  materials,  that  can  identify  hazardous  materials  being  transported  by 
any  mode  of  transportation,  and  that  can  provide  information  to  facilitate  responses  to 
accidents  and  incidents  involving  the  transportation  of  hazardous  materials.   NAS  concluded 
that  the  Federal  Government  should  not  attempt  to  implement  the  national  central  reporting 
system  described  in  the  Act.    NAS  cited  the  high  startup  and  operational  costs  for  such  a 
system  and  the  lack  of  assurance  that  its  benefits  would  justify  its  costs. 

NAS  found  that  such  a  system  was  not  aimed  at  the  most  serious  failures  of  the  existing 
hazard  communication  system  and,  while  information  technology  can  make  important 
contributions  to  emergency  response,  this  potential  is  most  likely  to  be  attained  through  an 
approach  relying  on  phased  implementation  of  improvements. 

The  system  described  in  the  Act  was  intended  to  improve  responses  to  incidents  in  which 
papers  or  placards  were  inaccessible  because  of  a  crash  or  fire.   NAS  noted  that  this  was 
only  one  of  six  categories  of  information  problems  identified  and  not  the  most  frequent  one. 
Such  a  system  did  not  meet  three  criteria  considered  in  the  report  as  necessary  for  it  not  to 
fail.   It  lacked  performance  criteria  based  on  an  understanding  of  the  existing  system,  did  not 
build  on  an  existing  information  system  as  a  practical  approach,  and  was  not  intended  to  be 
phased  in  using  carefully  planned  steps.   NAS  conclud^  that  because  of  these  shortcomings, 
the  system  would  be  unlikely  to  function  as  intended.    NAS's  estimate  for  a  prototype  system 
was  placed  at  $300  million  for  initial  capital  and  startup  costs  with  an  annual  operating  cost 
of  about  $250  million.   Based  on  these  estimates,  NAS  concluded  that  the  overall  costs 
would  outweigh  the  benefits  associated  with  reducing  information  failures. 

DOT  Actions  on  NAS  Recommendation  (I) 

DOT  agrees  with  NAS  and  recommends  no  further  congressional  action  on  such  a 
system.   DOT  believes  that  the  national  central  reporting  system  described  in  the  Act  would 
be  extremely  complicated,  burdensome,  and  expensive  in  its  implementation,  and  of 
questionable  benefit.   Following  a  thorough  review  of  the  NAS  report  and  based  on  its  own 
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analysis,  DOT  finds  that  the  current  hazardous  materials  communication  system  (DOT 
shipping  paper,  package  labeling,  placard,  and  24-hour  phone  number  requirements)  can 
meet  the  n^s  of  emergency  responders.    However,  DOT  recognizes  that  improvements  to 
the  existing  information  system  for  emergency  responders  may  be  necessary. 

•  DOT  has  taken  several  actions  to  address  issues  raised  by  NAS.   Of  the  125  cases 
reviewed  by  NAS,  most  occurred  before  DOT  finalized  certain  actions  already  undertaken  to 
improve  the  existing  information  system.    DOT  issued  a  final  rule  under  Docket  HM-126C, 
"Emergency  Response  Communication  Standards,"  on  August  17,  1990,  that  amended  the 
HMR  to  include  new  requirements  for  additional  emergency  response  information  on 
shipping  papers  and  packages,  and  maintenance  of  emergency  response  information  on 
transportation  vehicles  and  at  transportation  facilities.   This  regulatory  action  offers 
significant  improvements  in  the  information  available  to  police  and  firefighters  responding  to 
hazardous  materials  incidents  and  to  transportation  workers.   First,  critical  emergency 
response  information  is  required  to  be  maintained  on  the  transport  vehicle,  train,  vessel,  or 
aircraft  during  transportation  of  the  hazardous  material  in  the  same  manner  as  is  required  for 
shipping  papers.   Second,  shippers  who  offer  hazardous  materials  for  transportation  must 
also  enter  a  24-hour  emergency  response  telephone  number  on  the  shipping  paper.   The 
number  must  be  monitored  at  all  times  while  a  shipment  is  being  transported  or  stored 
incident  to  transportation.    In  effect,  a  first  responder  using  that  number  should  be  able  to 
contact,  in  one  phone  call,  a  person  who  is  either  knowledgeable  about  the  material  and  has    - 
comprehensive  response  and  mitigation  information,  or  has  immediate  access  to  such  a 
person.    Third,  DOT's  shipping  paper  information,  package  markings,  hazard  warning 
labels,  and  vehicle  placards  (which  are  cross-referenced  in  the  DOT  Emergency  Response 
Guidebook)  lead  to  on-the-scene  guidance  for  initial  actions  to  be  taken  in  response  to 
hazardous  materials  incidents.   Since  1980,  RSPA  has  distributed  (without  charge)  more  than 
3.5  million  copies  of  the  DOT  Emergency  Response  Guidebook  to  emergency  response 
entities  throughout  the  United  States. 

•  Since  the  time  of  the  incidents  cited  in  the  NAS  report,  DOT  implemented  the  HMTA 
Public  Sector  Training  and  Planning  Grants  program  that  has  provided  $8.4  million  for 
emergency  planning  and  for  training  emergency  personnel.   DOT  anticipates  that  180,000 
responders  will  be  trained  with  grant  funds  in  the  first  year  of  the  program,  81  percent  of 
whom  are  firefighters.    In  addition,  the  grant  funds  will  be  used  by  local  emergency  planning 
committees  for  developing,  improving,  and  implementing  emergency  plans;  for  conducting 
commodity  flow  studies;  and  for  determining  the  need  for  regional  hazardous  materials 
response  teams. 

•  The  incidents  examined  by  NAS  do  not  reflect  the  expected  benefits  of  national  training 
curriculum  guidelines  for  emergency  responders  that  have  been  developed  recently  by  DOT 
with  substantial  assistance  from  the  Federal  Emergency  Management  Agency  (FEMA),  the 
Environmental  Protection  Agency  (EPA),  the  Department  of  Labor's  Occupational  Safety  and 
Health  Administration  (OSHA),  the  U.S.  Department  of  Energy  (DOE),  and  state  and  local 
experts.   The  curriculum,  which  is  supported  by  funds  allocated  under  the  grant  program. 
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will  assist  the  states  in  the  development  of  their  training  programs.   DOT's  guidance  is 
provided  to  encourage  local  implementation  of  first  responder  general  awareness  training, 
and  other  training  consistent  with  OSHA  and  National  Fire  Protection  Association  (NFPA) 
standards. 

•  DOT  issued  a  final  rule  titled,  "Training  for  Safe  Transportation  of  Hazardous  Materials" 
that  addresses  training  concerns  raised  by  NAS.   The  date  for  industry  to  comply  with  the 
training  requirements  was  October  1,  1993.   The  regulation  is  intended  to  enhance  the 
training  requirements  for  persons  involved  in  the  transportation  of  hazardous  materials  by 
requiring  that  all  hazardous  materials  employees  be  trained  in  their  duties  by  their  employer. 
DOT  anticipates  that  these  regulatory  requirements  will  increase  a  hazardous  materials 
employee's  awareness  of  safety  considerations  and  improve  compliance  in  the  loading, 
unloading,  storing,  and  transportation  of  hazardous  materials. 

•  Most  comments  in  response  to  the  ANPRM  regarding  the  central  reporting  system  and 
computerized  telecommunications  data  center  did  not  support  its  implementation.   Of  the 
commenters  who  responded  to  this  issue,  86  percent  opposed  its  establishment  as  being 
unwarranted  and  too  costly.   For  example,  the  American  Trucking  Associations  (ATA)  stated 
that  the  information  provided  by  such  a  system  would  be  wrought  with  data  entry  errors  and 
would  have  an  exorbitant  expense  to  the  industry.   They  indicated  that  at  an  estimated 
500,000  hazardous  materials  shipments  per  day,  with  each  entry  containing  only  25 
keystrokes  at  a  1  percent  error  rate  of  entry,  emergency  responders  would  encounter  over  45 
million  errors  per  year.   ATA  agreed  with  estimates  that  the  annual  expense  of  such  a  system 
could  be  approximately  $12.5  billion  per  year.   The  National  Agricultural  Chemicals 
Association  (NACA),  stated  that  the  current  DOT  hazardous  materials  identification  system  is 
very  effective  in  identifying  the  hazards  present  in  transportation  and  sees  no  need  for  a 
major  change.   It  concluded  that  a  centnilized  tracking  system  would  be  cost  prohibitive, 
burdensome  and  discriminatory  against  small  businesses.   The  NACA  stated  that,  at  the 
agricultural  chemical  distributor  level,  each  vehicle  can  deliver  several  truckloads  per  day 
with  six  or  seven  dropoffs  typical  for  each  load.     According  to  NACA,  at  a  cost  of  $12  to 
$14  per  entry,  the  tracking  system  costs  could  exceed  $500  per  vehicle  per  day.   The 
Petroleum  Marketers  Association  of  America  (PMAA),  representing  more  than  10,000 
mostly  small  business  entities,  stated  that  a  central  reporting  system  is  unnecessary  and 
would  offer  only  increased  costs  with  no  significant  benefit. 

Based  on  the  comments  in  response  to  the  ANPRM,  and  upon  full  consideration  of  the  NAS 
report,  DOT  agrees  with  NAS  that  the  national  central  reporting  system  described  in  the  Act 
would  not  function  as  intended  nor  produce  benefits  beyond  its  costs. 
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Actions  Needed  to  Improve  Hazardous  Materials  Emergency  Response  Information 

2.  "Improv»nents  to  the  existing  system  for  providing  information  to  emergency 
responders  at  hazardous  materials  incidents  are  necessary.   Therefore,  Congress, 
DOT,  and  other  responsible  federal  agencies  should  plan  and  carry  out  a 
program  to  improve  the  system.   This  program  should  include  appropriate 
measures  to  apply  technology;  reforms  in  regulations,  enforcement,  and  training; 
and  evaluation  of  the  existing  system  so  that  efforts  can  be  directed  at  the  most 
pressing  problems." 

Summary  of  NAS  Recommendation  (2) 

NAS  concluded  that  although  this  overall  approach  would  take  some  time,  it  would  likely 
provide  the  quickest  improvements  and  offer  the  highest  success  rate.   It  noted  that  failure 
will  result  without  a  thorough  needs  assessment  and  testing  effort.   The  report  suggested  that, 
as  a  first  step,  DOT,  together  with  other  responsible  agencies,  should  estimate  the  costs  of 
the  study  recommendations  that  call  for  data  collection  and  evaluation,  and  submit  proposals 
to  Congress  for  funding.   It  further  stated  that  based  on  these  proposals.  Congress  should 
provide  to  the  responsible  agency  the  funds  and  direction  needed  to  act. 

DOT  Actions  on  NAS  Recommendation  (2) 

•   DOT  believes  ongoing  initiatives,  including  rulemaking  under  Docket  HM-206,  will 
improve  information  for  emergency  responders  and  should  reduce  the  impacts  of  such 
hazardous  materials  incidents.   DOT'S  actions  are  fully  compatible  with  the  NAS 
recommendations  and  recognize  improvements  to  the  existing  information  system  for 
emergency  responders  may  be  necessary. 

Implementing  New  Information  Systems 

3.  "DOT  should  immediately  undertake  one  or  more  limited  start-ups  of  automated 
information  systons." 

Summary  of  NAS  Recommendation  (3) 

NAS  concluded  that  limited  startups,  or  demonstration  programs,  should  be  undertaken  by 
DOT  as  controlled  experiments  with  independent,  rigorously  designed  evaluation  protocols 
and  noted  that  a  rail  industry  limited  startup  would  be  a  practical  starting  point.   According 
to  NAS,  the  current  information  system,  TRAIN  n,  could  be  modified  to  provide 
information  on  car  contents  to  emergency  responders.   All  participants,  including  responders, 
should  be  involved  in  defining  performance  criteria  and  planning  the  evaluations.   It 
concluded  that  the  demonstration  programs  should  be  designed,  conducted,  and  evaluated 
under  a  cooperative  arrangement  among  participating  Federal,  sute,  and  local  government 
agencies  and  participating  shippers  and  carriers. 
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Three  examples  of  possible  limited  startups  were  offered  by  NAS: 

A)  "Emergency  responder  access  to  rail  industry  car-tracking  and  way-bill  data  systems"-- 

NAS  recommended  that  a  demonstration  of  automated  information  systems  in  the  rail 
industry  would  be  the  place  to  start  since  all  large  railroads  have  shipper  information 
programs  in  place.    A  limited  rail  startup  demonstration,  according  to  NAS,  would  be 
relatively  easy  to  organize  and  to  evaluate  whether  it  would  be  of  value  to  emergency 
responders.    NAS  concluded  that  a  rail  demonstration  program  would  address  a  number  of 
organizational,  technical,  and  cost-effectiveness  issues  related  to  any  emergency  response 
information  system.    Important  to  the  selection  of  a  rail  startup  demonstration  is  the  fact  that 
most  of  the  shipper  information  can  currently  be  provided  over  computer  networks  or  via 
synthesized  voice  messages  using  ordinary  telephones.    Modifications  to  the  system  could 
provide  vehicle  specific  information  to  emergency  responders.   The  cost  of  a  2-year  limited 
rail  industry  startup  is  estimated  by  NAS  at  $4  million  and  includes  costs  of  1  railroad 
application,  30  emergency  responder  agencies,  and  evaluation.   For  an  additional  $3  million, 
the  startup  could  be  expanded  to  a  third  year  to  embrace  a  nationwide  system  bringing  in  all 
major  railroads  and  about  90  responder  agencies.   NAS  estimated  that  the  total  cost  for  the 
3-year  startup  would  be  $7  million. 

B)  "Incorporation  of  hazardous  materials  monitoring  functions  in  truck  automatic  electronic 
identification  demonstration  projects,  which  Federal  and  state  transportation  agencies  now 
have  under  way  or  planned"— 

A  new  demonstration  program,  focusing  on  monitoring  hazardous  materials  through 
application  of  automatic  electronic  identification  technology  as  part  of  DOT'S  ongoing 
Intelligent  Vehicle  Highway  System  (TVHS)  program,  is  not  only  feasible,  but,  according  to 
NAS,  would  have  some  utility  for  experimental  hazardous  materials  applications.    A  highway 
startup  demonstration  would  probably  suffer  from  the  lack  of  a  highly  developed 
infrastructure  and  parallel  industry  investment  necessary  to  get  it  beyond  the  prototype  or 
experimental  stage  quickly. 

One  IVHS  project.  The  Crescent  Demonstration  of  the  Heavy  Vehicle  Electronic  License 
Plate  Project,  has  been  demonstrating  applications  of  automatic  electronic  identification 
technology,  but  without  a  specific  hazardous  materials  component.    Another  project  within 
DOT'S  IVHS  program,  the  Advantage  1-75  project,  will  be  demonstrating  similar  applications 
shortly.   These  two  programs  currently  are  designed  to  use  technology  to  electronically 
"clear"  safe  and  legal  trucks.   Truck  weight,  safety,  and  credentials  will  be  checked  as  part 
of  the  process.   Both  projects  incorporate  1)  fleets  of  trucks  equipped  with  electronic 
identification  transponders;  2)  a  major  truck  highway  corridor  equipped  with  the  necessary 
technology  and  communications  at  weigh  stations  and  ports  of  entry;  and  3)  a  centralized 
facility  linked  to  those  facilities  to  maintain  a  single  data  base  on  participating  trucks  in  their 
respective  corridor.   In  the  Advantage  1-75  project,  some  of  the  data  will  be  carried  in  the 
vehicle  transponder  while  other  data  will  be  located  in  a  central  data  base.   The  goal  of  these 
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projects  is  to  develop  the  highway  and  information  infrastructure  to  electronically  clear  safe 
and  legal  interstate  and  intrastate  motor  carriers.   Some  of  these  technologies  and  databases 
could  also  be  used  to  track  or  identify  the  type  of  hazardous  materials  being  transported. 
The  simplest  hazardous  materials  add-on  component,  suggested  by  NAS,  involves  entering 
hazardous  material  waybill  information  in  the  truck's  central  data  base  record  when 
information  about  various  permits  and  safety  data  is  entered.    This  prototype  would  piggy- 
back on  the  existing  data  base  system  but  would  not  test  the  utility  of  a  transponder.    Beyond 
this  simple  demonstration,  the  transponder  could  be  included  by  equipping  emergency 
responders  with  portable  readers  to  allow  them  to  locate  trucks  in  the  central  data  base. 
Under  another  option,  a  write  capability  could  be  added  to  the  transponder  to  provide 
emergency  responders  with  information  about  the  hazardous  materials.    According  to  NAS, 
keeping  records  up  to  date  would  present  a  major  difficulty  and  might  require  the  use  of 
additional  techniques  such  as  a  bar  code  or  "smart  card"  label  technology. 

C)   "Emergency  responder  access  to  carrier  shipment-tracking  systems  via  an  established 
information  network  service"-- 

A  demonstration  program  allowing  responders  access  to  a  third-party  service  to  obtain 
waybill  information  for  a  specified  trailer,  railcar,  or  container  is  also  technically  feasible 
according  to  NAS  but  would  be  costlier  than  the  NAS  recommended  rail  industry 
demonstration  program.   A  network  service-based  demonstration  program  would  require 
substantial  investment  in  the  development  of  new  systems  because  existing  services  fall  short 
of  the  requirements  of  a  hazardous  materials  information  system.   According  to  NAS, 
demonstrating  a  network  service-based  system  in  the  trucking  industry  would  also  suffer  from 
the  lack  of  a  highly  developed  infrastructure  and  parallel  industry  investment  present  in  the 
rail  industry  and  would  be  experimental  for  some  time. 

DOT  Actions  on  NAS  Recommendation  (3) 

•   The  example  provided  by  NAS  concerning  emergency  responder  access  to  rail  industry 
car-tracking  and  waybill  data  systems  is  being  addressed  by  DOT.   FRA  has  initiated  the 
Houston  Cooperative  Emergency  Planning  Project  which  is  aimed  at  assisting  emergency 
responders.   This  project  is  to  be  completed  by  the  fall  of  1994,  and  is  focused  on  providing 
practical,  cost-effective  communication  linkages  important  to  emergency  responders. 

As  part  of  this  project,  FRA  has  facilitated  the  establishment  of  a  direct  link  between 
Houston's  Port  Terminal  Railroad's  freight  car/customer  operations  computer  bank  and  the 
Houston  Fire  Department's  hazardous  materials  group.   This  link  was  established  to 
implement  a  practical  demonstration  and  evaluation  of  enhanced  train  and  car  contents 
information  as  the  first  step  in  providing  accurate  decisionmaking  information  to  first 
responders  to  rail  accidents.   The  working  group  established  under  this  project  includes 
representatives  from  FRA,  railroads,  Houston-area  fire  and  police  agencies  and  rail  labor,  as 
well  as  city  and  state  emergency  agencies  and  the  petrochemical  industry.   DOT  believes  this 
is  the  first  direct  computer  link  between  a  railroad  and  a  major  fire  department  designed  to 
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exchange  hazardous  material  and  freight  train  information  for  the  benefit  of  first  responders. 
While  much  remains  to  be  accomplished,  DOT  is  confident  that  it  will  yield  substantial 
information  which  may  lead  to  enhancements  that  will  be  available  for  implementation  by 
other  railroads  and  localities.   Presently,  FRA  and  the  Port  Terminal  Railroad  Association 
(PTRA),  the  principal  railroad  operating  entity  serving  the  Port  of  Houston,  Texas,  share 
equally  in  the  project  cost,  each  contributing  approximately  $200,000  in  either  cash,  contract 
support,  salaries  or  other  in-kind  expenses.   RSPA  has  recently  entered  into  a  reimbursable 
agreement  with  FRA  to  expand  upon  the  Houston  project  to:   (1)  better  determine  the  extent 
and  kinds  of  emergency  responder  information  needed  at  the  scene  of  a  hazardous  materials 
incident;  (2)  consider  the  value  of  improved  information  to  emergency  responders;  and  (3) 
identify  and/or  evaluate  related  organizational,  technical,  and  cost-effectiveness  issues 
addressed  by  an  emergency  response  information  system.   In  particular,  RSPA  is  pursuing, 
under  this  arrangement,  the  development  of  user-fiiendly  software  guidelines  designed  to 
answer  emergency  responder  information  questions  and  to  demonstrate  its  benefit  in  reducing 
the  overall  cost  of  hazardous  materials  incidents.   DOT  is  awaiting  the  results  of  this 
initiative  before  it  takes  more  specific  actions  on  the  NAS  recommendation  on  the  limited 
startups. 

•  The  example  provided  in  the  NAS  report  concerning  incorporation  of  hazardous  materials 
monitoring  functions  in  truck  automatic  electronic  identification  corridor  demonstration 
projects  is  being  addressed  by  FHWA.   A  similar  application  is  proposed  under  the  IVHS 
program  as  part  of  a  Commercial  Vehicle  Operations  (CVO)  service,  "Hazardous  Materials 
Incident  Notification,"  and  will  be  accelerated  to  explore  the  feasibility  of  establishing 
electronically  an  information  link  between  the  highway  vehicle  and  the  emergency  response 
community. 

•  The  example  provided  in  the  NAS  report  concerning  emergency  responder  access  to 
shipment-tracking  systems  of  carriers  via  an  established  network  service  is  also  under 
consideration  and  is  an  element  incorporated  under  the  FRA/RSPA  "Houston"  project 
previously  identified. 

Implementing  New  Information  Systons  (continued) 

4.         "DOT  should,  on  an  ongoing  basis  and  in  coiuunction  with  the  shipper  and 
carrier  industries  and  emergency  responders,  systematically  investigate 
opportunities  for  application  of  information  tedmology  to  aid  emergency 
responders  and  reduce  the  costs  of  hazardous  materials  incidents." 

Summary  of  NAS  Recommendation  (4) 

NAS  concluded  that,  when  implementing  new  information  systems,  DOT  should  ensure  that 
automation  be  introduced  in  planned  steps  allowing  for  evaluation  and  modifications  to  solve 
problems.   System  applications  should  capitalize  on  already  developed  information  and 
communications  systems  used  by  shippers,  carriers,  and  responders.   Piggybacking  on 
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already  established,  known,  reliable  systems  has  major  pay-offs;  this  is  especially  important 
in  ensuring  the  credibility  of  the  system  to  the  emergency  responder  who,  according  to  the 
report,  is  sometimes  wary  of  current  shipper  information.    NAS  concluded  that  another 
highly  critical  criterion  in  system  design  is  providing  for  the  security  of  proprietary  business 
data.    It  recommended  that  DOT  track  technical  developments  in  transportation  information 
and  communications  systems  to  identify  opportunities  for  improving  hazardous  materials 
safety. 

DOT  Actions  on  NAS  Recommendation  (4) 

•  DOT  is  always  looking  for  new  ways  to  use  technical  developments  in  information 
systems  that  will  enhance  the  safe  transport  of  hazardous  materials  in  a  cost-beneficial 
manner.    Through  the  FHWA,  DOT  is  exploring  hazardous  materials  applications  of  IVHS. 
FHWA  anticipates  that  the  application  of  advanced  technology  will  improve  emergency 
response  information  for  highway-related  accidents  or  incidents.    One  IVHS  component, 
CVO,  targets  technological  applications  for  use  in  hazardous  materials  monitoring  and 
tracking  as  well  as  route  planning  and  shipment  scheduling.   Recently,  DOT  explained  its 
five-part  strategy  for  using  its  funding  to  accelerate  the  IVHS  program.   The  strategy 
includes:   (1)  accelerating  IVHS  product  development  through  expanded  research  and 
development  activities;  (2)  expanding  operational  testing  of  promising  IVHS  technologies  and 
concepts;  (3)  leveraging  existing  Federal  investment  in  technology,  including  defense 
technology;  (4)  establishing  a  National  Commercial  Vehicle  Network;  and  (5)  accelerating 
development  of  the  Automated  Highway  System.    Some  aspects  of  IVHS  should  have  direct 
applicability  to  improving  information  for  emergency  responder  use. 

•  On  May  27,  1993,  DOT  and  the  Department  of  Defense  (DOD)  jointly  agreed  to  establish 
a  task  force  to  determine  how  to  maximize  use  of  DOD's  Global  Positioning  System  (GPS) 
in  satisfying  both  military  and  civilian  needs.   GPS  is  a  space-based  positioning  and 
navigation  system  that  uses  a  network  of  Navstar  satellites.   While  the  GPS  system  originally 
focused  on  military  needs,  DOT  and  DOD  want  to  maximize  civilian  uses  to  increase 
transportation  safety,  efficiency,  and  economic  growth. 

•  DOT  continues  to  monitor  technology  advancements  and  is  aware  that  vehicle  tracking  via 
satellites  is  becoming  more  routine  in  the  transportation  industry.   Over  50,000  commercial 
motor  vehicles  are  presently  equipped  with  some  form  of  high  technology  mobile 
communications  equipment  for  better  customer  services,  internal  inventory  control  needs, 
shipment  security,  increased  productivity,  and  other  business  reasons.   While  safety  has  not 
been  a  principal  motivation  for  the  instidlation  of  such  systems,  they  must  be  acknowledged 
as  providing  a  means  for  improved  safety,  including  the  safe  transportation  of  hazardous 
materials.   The  system  employed  by  DOD  illustrates  one  manner  of  application. 
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•  DOD  has  16  carriers  operating  1,006  commercial  motor  vehicles  equipped  with 
transponders  that  are  participating  in  DOD's  Defense  Transportation  Tracking  System 
(DTTS).   DTTS  is  an  automated  data  processing  satellite-based  system  designed  to  track  and 
monitor  shipments  of  certain  security  sensitive  and/or  highly  hazardous  materials  on  a 
24-hour  basis.    DOD's  Military  Traffic  Management  Command  issued  a  Notice  (58  Fed. 
Reg.  52951,  October  13,  1993)  to  include  additional  categories  of  hazardous  materials,  such 
as  uncategorized  munitions  and  missile  fuels;  the  system  offers  the  potential  to  track  and 
monitor  other  high-hazard  commodities,  high-value  shipments,  and  classified  items.   The 
system  is  expected  to  track  approximately  57,000  shipments  during  Fiscal  Year  1994.    DTTS 
couples  two-way  digital  communications  and  computer  technology  with  commercial  motor 
vehicles;  uses  real-time  positioning  and  communications,  and  supports  some  aspects  of 
emergency  response  through  an  established  network  of  state  police  notifications.   While  this 
satellite  monitoring  system  is  relatively  expensive  to  operate,  effective  October  1,  1993, 
motor  carriers  participating  in  the  satellite  monitoring  system  will  receive  a  maximum  of 
$.13  per  mile,  a  reduction  from  the  previous  maximum  level  of  $.22  per  mile,  that  is  paid  to 
carriers  in  addition  to  their  transportation  rates.   The  earlier  rate  charge  was  established,  in 
part,  to  offset  initial  capital  outlays  incurred  by  carriers  for  transponders,  mobile 
communications  equipment,  and  related  technologies.    In  addition  to  the  satellite  monitoring 
system  costs,  which  are  estimated  at  about  $9  million  annually  ($160  per  shipment  x  57,(XX)), 
there  are  also  annual  operational  costs  of  approximately  $1.2  million  associated  with 
management,  programming,  and  maintenance  of  a  central  operations  site. 

•  DOE'S  transportation  tracking  and  communications  system,  TRANSCOM,  combines 
satellite  communications,  computerized  database  management,  user  networks,  and  ground 
communications  for  monitoring  enroute  shipments  of  radioactive  materials.    In  the  event  of 
an  incident,  the  vehicle  operator  can  contact  the  system's  control  center  for  appropriate 
action,  and  communicate  with  key  emergency  response  personnel,  state,  and  DOE  field 
offices.   TRANSCOM  tracks  thousands  of  shipments  annually  at  a  cost  to  DOE  of  between 
$7(X),0(X)  and  $800,0(X).   In  addition,  individual  carriers  assume  the  cost  burden  associated 
with  equipping  their  vehicles  with  transponders  and  related  communications  equipment. 
DOE  is  looking  at  the  feasibility  of  developing  electronic  waybills  and  related  technology  to 
facilitate  more  rapid  transfers  of  information  between  its  data  base  and  individual  shippers 
and  carriers. 

•  FHWA's  Management  Information  Systems  Coordinating  Group  meets  regularly  with  its 
field  enforcement  staff  to  review  opportunities  for  applications  of  information  technology,  to 
reduce  motor  carrier  accidents  and  incidents,  and  to  improve  the  system,  including  its  data 
and  information  delivery. 
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Data  and  Evaluation 

5.         "The  U.S.  Fire  Administration,  DOT,  and  the  other  federal,  state,  and  local 
agencies  that  maintain  data  bases  of  hazardous  materials  incidents  should 
formally  coordinate  to  ensure  that  data  are  defined  and  collected  uniformly, 
duplicate  reporting  is  avoided,  and  data  collection  is  designed  to  serve  essential 
program  evaluation  and  research  needs." 

Summary  of  NAS  Recommendation  (5) 

NAS  stated  in  its  report  that  the  U.S.  Fire  Administration  would  be  the  appropriate  lead  in 
coordinating  data  base  uniformity.    NAS  reported  that  its  study  was  hampered  by  inadequate 
data  and  the  lack  of  previous  studies  on  the  subject.    Specifically,  NAS  identified  that  two 
types  of  data  were  needed:    (1)  incident  statistical  data  and  (2)  performance  data. 

Both  types  of  data  were  found  lacking  by  NAS.    Incident  data  were  seldom  suitable  for 
comparison  with  other  incident  data  and  individual  data  bases  were  frequently  inadequate. 
Because  of  the  limitations  of  the  existing  incident  data  sources,  NAS  relied  on  RSPA's 
HMIS,  California's  state  incident  data  found  in  CHMIRS,  and  CHEMTREC  notification  data 
for  use  in  its  study.    According  to  NAS,  data  on  the  performance  of  the  information  system 
are  even  more  limited  than  incident  data.    It  observed  that  RSPA's  HMIS  data  base  does  not 
indicate  whether  local  police  or  fire  departments  responded  to  an  incident,  nor  does  it 
indicate  whether  or  not  information  sources  required  by  DOT  (placards  and  shipping  papers) 
were  present  as  required  or  the  degree  to  which  they  were  effective.    HMIS  data  do  reflect 
whether  police  or  fire  responders  were  injured  or  suffered  fatalities  at  the  scene  of  an 
hazardous  materials  incident.    NAS  stated  in  its  report  that  HMIS  is  designed  for  other 
purposes  and  should  not  be  expected  to  capture  emergency  responder  information.   HMIS 
incident  reports  are  filed  by  persons  subject  to  DOT  regulations,  not  local  emergency 
responders.    NAS  noted  that  no  state  sources  provide  the  level  of  detail  the  study  needed  to 
evaluate  the  performance  of  the  existing  information  system. 

DOT  Actions  on  NAS  Recommendation  (5) 

•  The  U.S.  Fire  Administration,  through  the  Working  Group  established  under  the 
Firefighter  Safety  Study  Act,  (Pub.  L.  101-466),  in  cooperation  with  DOT  and  other  Federal 
agencies,  industry,  and  emergency  response  and  firefighting  organizations,  conducted  a  query 
of  Federal,  state,  and  local  data  bases  for  the  purpose  of  identifying  the  most  common 
reported  chemicals  involved  in  transportation  related  incidents.   The  Working  Group's 
preliminary  finding  is  that  comprehensive  incident  data  do  not  exist  in  a  uniform  fashion 
sufficient  to  fully  characterize  hazardous  materials  incidents  nationwide. 

•  DOT'S  Bureau  of  Transportation  Statistics  (BTS),  created  under  the  Intermodal  Surface 
Transportation  Efficiency  Act  of  1991  (ISTEA),  has  been  established  to  compile,  analyze, 
and  make  available  information  on  the  Nation's  transportation  systems  and  will  enhance  the 
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quality  and  effectiveness  of  statistics  to  ensure  uniform  data  collection-including  information 
important  to  emergency  responders. 

•  FHWA  operates  SAFETYNET,  a  cooperative  effort  to  share  motor  carrier  inspection  and 
accident  information,  including  accidents  involving  hazardous  materials,  among  states  and 
FHWA.   Of  particular  importance  is  the  fact  that  the  system  specifically  contains  data 
elements  directly  related  to  hazardous  materials,  including  placarding.    Inspection  data  reflect 
all  violations  noted  including  those  related  to  noncompliance  with  shipping  paper  and  related 
hazardous  materials  information  requirements.    For  each  accident,  the  system  asks  whether 
the  vehicle  was  placarded  and,  if  so,  requests  the  4-digit  placard  number,  the  hazardous 
materials  name  indicated  on  the  placard,  the  1 -digit  class  number  located  at  the  bottom  of  the 
placard,  and  whether  a  hazardous  material  was  released  from  the  vehicle.    All  states  have 
been  requested  to  begin  uploading  accident  data  by  January  1,  1994. 

•  RSPA's  HMIS  contains  a  user-friendly,  menu-driven  program,  which  is  easily  accessible 
to  state  and  local  agencies,  including  the  emergency  responder  community.    State  and  local 
agencies  use  HMIS  menus  for  various  purposes,  including  identifying  spill  activity  at  local 
levels  to  promote  better  response  planning  and  to  develop  hazardous  materials  guidelines. 
HMIS  contains  information  on  packaging  failures  which  may  be  important  to  responder 
personnel.   Once  all  intrastate  carriers  and  shippers  are  required  to  comply  with  the  HMR,  as 
proposed  under  RSPA  Docket  HM-2(X),  HMIS  is  expected  to  include  intrastate  hazardous 
materials  incident  spill  data. 

•  In  addition  to  written  incident  reports,  certain  hazardous  materials  incidents  are  reported 
telephonically  through  the  National  Response  Center  (NRC)  operated  by  USCG.    NRC  has 
an  electronic  link  with  CHEMTREC,  an  industry  sponsored  program  operated  by  the 
Chemical  Manufacturers  Association,  Inc.,  that  provides  first  responders,  the  transportation 
industry,  medical  professionals,  and  others  with  access  to  response  information  and  technical 
assistance  from  chemical  industry  experts  for  incidents  involving  hazardous  materials.   The 
telephonic  reporting  process  may  generate  a  contact  between  NRC  staff  and  a  Federal  on-site 
coordinator-an  EPA  or  USCG  regional  representative. 

•  DOT  established  the  Federal  Interagency  Transportation  Statistics  Committee  (FITSC), 
comprised  of  DOT,  the  U.S.  Department  of  Commerce's  Bureau  of  the  Census  and  Bureau 
of  Economic  Analysis,  DOD's  Army  Corps  of  Engineers  and  Military  Traffic  Management 
Command,  the  U.S.  Department  of  Agriculture,  and  the  U.S.  Customs  Service,  to  exchange 
data  and  information  between  users  and  suppliers  of  freight  related  data  and  to  make 
improvements  to  hazardous  materials  data.   Two  areas  of  current  interest  to  the  FITSC 's 
Working  Group  on  Goods  Movement  Data  are  (1)  the  identification  of  hazardous  materials 
data  elements  important  to  each  member  and  (2)  the  promotion  of  uniformity  of  data 
collection.    Some  of  the  data  elements  for  cross  database  comparison  are  directly  related  to 
emergency  response,  placarding  and  other  informational  documentation  at  the  scene  of  a 
hazardous  materials  incident.    DOT  anticipates  that  the  results  of  these  efforts  should  be 
valuable  to  the  emergency  response  community. 
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Data  and  Evaluation  (continued) 

6.         "DOT  should  establish  a  monitoring  capability  that  allows  it  to  determine 
whether  its  regulations  intended  to  provide  emergency  responders  with 
information  at  hazardous  materials  transportation  incidents  are  working 
adequately." 

Summary  of  NAS  Recommendation  (61 

Closely  related  to  the  issues  raised  in  the  report  for  better  and  more  comparative  data,  NAS 
concluded  that  DOT  must  better  understand  the  informational  needs  of  the  emergency 
responder  at  hazardous  material  incidents;  how  frequently,  and  the  reasons  why,  existing 
practices  do  not  always  provide  the  information  needed  by  the  responder  community. 
According  to  NAS,  DOT's  existing  HMIS  was  not  designed  to  perform  a  monitoring 
function;  therefore,  a  new  data  collection  method  is  needed.   The  NAS  report  suggested  that 
a  more  practical  approach  would  be  to  develop  a  new  data  collection  method  founded  on  a 
statistically  valid  sampling  procedure;    DOT  should  select  a  sample  of  incident  records  from 
emergency  response  agencies  and  investigate  them  to  monitor  the  effectiveness  of  the  existing 
system.    The  existing  system  should  be  compared  to  evaluations  related  to  the  recommended 
limited  startups. 

DOT  Actions  on  NAS  Recommendation  (6) 

•  The  HMTA  Public  Sector  Training  and  Planning  Grants  program,  administered  by  RSPA, 
provides  funding  for  training  emergency  responders,  state  and  local  agency  development, 
improvement,  and  implementation  of  emergency  response  plans  including  commodity  flow 
studies,  the  application  of  computerized  technology,  and  database  management  for  use  by  or 
in  establishing  regional  emergency  response  teams.    In  conjunction  with  FEMA's  Emergency 
Management  Institute,  OSHA,  DOE,  EPA,  the  Bureau  of  Indian  Affairs,  and  the  National 
Institute  of  Environmental  Health  Sciences,  RSPA  has  conducted  extensive  outreach  in  the 
hazardous  materials  emergency  response  community.    A  practical  product  of  this  effort  is  the 
document,  "Guidelines  for  Hazardous  Materials  Training."   This  document,  written  by  a 
national  team  of  responders  and  others,  reflects  the  needs  of  responders  and  includes 
information  from  the  entire  response  community.   The  guidelines  and  a  national  list  of 
hazardous  materials  courses  will  be  produced  by  the  HMTA  Public  Sector  Training  and 
Planning  Grants  program  and  updated  annually  using  input  from  firefighters  and  other 
hazardous  materials  responders. 

•  DOT  monitors  the  extent  to  which  the  DOT  Emergency  Response  Guidebook  (ERG)  and 
the  HMR  meet  the  needs  of  the  emergency  response  community.    This  is  accomplished  in  a 
variety  of  ways,  including  informal  feedback  from  firefighters,  police,  and  medical  services 
personnel  to  DOT,  and  by  formal  public  meetings  to  seek  comments  and  to  review  the  ERG 
before  its  periodic  republication.   Feedback  is  also  promoted  through  DOT  representation  on 
national  standard  setting  committees,  such  as  the  National  Fire  Protection  Association's 
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Technical  Committee  on  Hazardous  Materials  Response  Personnel  (Standard  472),  and  the 
International  Fire  Service  Training  Association's  Hazardous  Materials  Training  Committee. 

•   RSPA,  FHWA,  FRA,  USCG,  and  FAA  have  established  a  Uniform  Shipper  Data  System 
to  coordinate  enforcement  and  inspection  activities  in  order  to  monitor,  in  part,  the 
effectiveness  of  the  hazardous  materials  regulations. 

Regulation,  Enforcement,  and  Training 

7.         "DOT,  together  with  the  other  responsible  federal  agencies,  should  form  a  plan 

of  action  to  alleviate  each  of  the  six  categories  of  information  failures  identified  in 
this  study  through  changes  in  regulations,  more  effective  enforcement,  and 
support  for  improved  training  of  nnergency  responders  and  inspectors." 

Summary  of  NAS  Recommendation  (T) 

According  to  NAS,  the  six  information  problems  common  to  the  case  studies  reviewed  could 
be  best  addressed  by  regulatory,  enforcement,  and  training  actions  before  applying 
technological  solutions. 

The  report  identified  deficiencies  it  found  in  regulations,  enforcement,  and  training 
components  that  had  been  in  effect  at  the  time  of  the  study.   It  further  identified  potential 
solutions  to  the  six  categories  of  information  failures  noted  earlier,  and  recommended  that  a 
systematic  approach  needs  to  be  employed  by  DOT  to  address  each  problem.   Moreover,  the 
report  noted  that  DOT  must  monitor  the  existing  system  to  identify  problems  before  it  can 
start  to  identify,  evaluate,  and  implement  solutions.   DOT  should  also  consider  the  costs  and 
benefits  of  new  regulations  together  with  enforcement  and  training  actions  designed  to  reduce 
historical  incident  costs.   The  report  supported  the  need  for  DOT  to  reach  out  to  emergency 
responders  beyond  the  context  of  its  rulemakings.   The  current  open  rulemaking  (Docket 
HM-206)  was  identified  by  NAS  as  offering  the  opportunity  to  address  some  of  the 
problems. 

Enforcement  options  were  considered  by  NAS  based  on  evidence  uncovered  during  its  case 
research  and  emergency  responder  interviews.   In  particular,  compliance  with  placarding, 
shipping  paper,  and  related  documentation  requirements  were  cited  as  being  less  than 
adequate.    To  better  gauge  the  level  of  compliance  with  the  hazardous  materials  regulations, 
NAS  noted  that  a  systematic  nationwide  monitoring  effort  is  needed  since  counting  the 
number  of  citations  is  unreliable  due  to  nonuniform  enforcement  practices  and  differing 
inspection  priorities  among  jurisdictions. 

Training  options  were  highlighted  by  NAS  to  address  problems  found  for  the  two  categories 
of  information  failings  concerning  vehicle  operator  and  emergency  responders.    NAS 
suggested  that  training  aimed  at  improving  communications  between  vehicle  operators, 
shipper  and  carrier  personnel,  and  emergency  responders  could  alleviate  some  problems. 
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The  need  for  additional  Federal  resources  and  technical  assistance  to  improve  responder 
hazard  identification  skills  making  use  of  a  formal  curriculum  was  identified  in  the  report  as 
one  possible  means  of  addressing  the  problem  of  responders  who  fail  to  obtain  or  use 
information  at-hand. 

DOT  Actions  on  NAS  Recommendation  (7) 

Regulations— 

•  RSPA  initiated  a  rulemaking  proceeding  to  address  placarding  and  hazard  communication 
issues  and  the  establishment  of  the  central  reporting  system  and  telecommunications  data 
center  for  shipments  of  hazardous  materials  as  required  by  the  Act,  and  published  an 
ANPRM  (Docket  HM-206;  57  Fed.  Reg.  24532,  June  9,  1992).   Docket  comments  are  being 
reviewed  and  RSPA  expects  to  publish  an  NPRM  in  the  Federal  Register  this  fiscal  year. 

•  RSPA  issued  an  NPRM,  "Hazardous  Materials  in  Intrastate  Commerce,"  based  on  its  own 
initiative  and  subsequently  required  by  the  Act,  that  proposes  to  extend  the  application  of  the 
HMR  to  all  intrastate  hazardous  materials  transportation  (Docket  HM-200;  58  Fed.  Reg. 
36920,  July  9,  1993).   This  action  will  promote  national  uniformity  in  hazardous  materials 
transportation  practices,  an  area  important  to  emergency  responders. 

•  DOT  has  been  working  with  OSHA  on  its  proposed  rule  concerning  retention  of  markings 
and  placards  in  accordance  with  Section  29  of  the  Act  (Docket  H-022;  58  Fed.  Reg.  47690, 
September  10,  1993).   This  rulemaking  is  intended  to  ensure  that  employers  in  receipt  of 
packages,  containers,  motor  vehicles,  rail  freight  cars,  aircraft  or  vessels  which  contain 
hazardous  materials  and  which  are  required  to  be  marked,  placarded,  or  labeled  in 
accordance  with  the  HMR,  retain  these  hazard  communications  until  the  hazardous  materials 
have  been  removed. 

Enforcement— 

•  RSPA  is  initiating  a  contract,  through  its  Volpe  National  Transportation  Systems  Center, 
to  design  a  study  to  determine  the  extent  to  which  shippers  and  carriers  may  not  be  in 
compliance  with  the  placarding  and  shipping  paper  requirements  of  the  HMR. 

•  Consistent  with  the  Act,  DOT  has  addressed  enforcement  and  related  issues  raised  by 
NAS  by  increasing  the  maximum  civil  penalty  that  may  be  assessed  for  violations  of  the 
HMTA  and  the  regulations  issued  under  the  HMTA,  and  by  establishing  a  minimum  civil 
penalty  amount  in  its  final  rule,  "Amendments  to  the  Hazardous  Materials  Program 
Procedures  and  Regulations"  (Docket  HM-207;  56  Fed.  Reg.  8616,  February  28,  1991). 

•  FHWA's  Motor  Carrier  Safety  Assistance  Program  (MCSAP)  provides  Federal  financial 
grants  to  states  to  enforce  the  Federal  Motor  Carrier  Safety  Regulations  and  the  HMR  or 
compatible  state  regulations  pertaining  to  commercial  motor  vehicle  safety.   MCSAP  places  a 
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high  priority  on  the  conduct  of  roadside  safety  inspections  of  hazardous  materials  carriers, 
with  emphasis  on  documentation  and  placarding  requirements.    FHWA  also  conducts  safety 
reviews  at  the  office's  of  hazardous  materials  carriers  and  shippers. 

•  RSPA's  Hazardous  Materials  Transportation  Registration  and  Fee  Assessment  Program 
requires  certain  persons  involved  in  interstate,  intrastate  or  foreign  transportation  of 
hazardous  materials  to  register  with  DOT  and  pay  a  fee.   One  of  the  registration  program's 
primary  goals  is  to  promote  compliance  with  certain  hazardous  materials  regulations  by 
improving  carrier  and  shipper  knowledge  about  the  HMR  through  education  and  outreach 
efforts  conducted  by  DOT.    DOT  distributes  brochures  describing  the  requirements  of  the 
registration  program  and  refers  interested  parties  to  the  appropriate  sections  of  the  HMR  to 
address  specific  questions  related  to  hazardous  materials  transportation. 

•  FHWA,  working  with  the  Commercial  Vehicle  Safety  Alliance  (CVS A),  has  established  a 
working  committee  to  address  uniform  sanctions  nationwide.   CVSA  is  an  association  of  state 
and  provincial  officials  responsible  for  the  administration  and  enforcement  of  motor  carrier 
safety  laws  in  the  United  States  and  Canada,  working  together  with  the  Federal  Government 
and  industry  to  improve  commercial  vehicle  safety. 

Training-- 

•  The  HMTA  Public  Sector  Training  and  Planning  Grants  program  provides  funding  for  the 
training  of  emergency  responders.   Eligible  state  and  Indian  tribe  applicants  may  receive 
funding  for  the  following  activities:   (1)  An  assessment  to  determine  the  number  of  public 
sector  employees  who  need  the  proposed  training  and  to  select  courses  consistent  with  the 
National  Curriculum;  (2)  Delivery  of  comprehensive  preparedness  and  response  training  to 
public  sector  employees;  (3)  Emergency  response  drills  and  exercises  associated  with 
emergency  preparedness  plans;  (4)  Expenses  associated  with  training  and  activities  necessary 
to  monitor  such  training;  (5)  Provision  of  staff  to  manage  the  training  effort  for  local  and 
regional  responders;  and  (6)  Additional  activities  deemed  appropriate  by  the  Associate 
Administrator  for  Hazardous  Materials  Safety. 

•  RSPA  has  issued  uniform  industry  training  requirements  which  became  mandatory  on 
October  1,  1993;  "Training  for  Safe  Transportation  of  Hazardous  Materials"  (Docket  HM- 
126F;  57  Fed.  Reg.  20944,  May  15,  1992).   The  purpose  of  this  rule  is  to  ensure  that 
hazardous  materials  employees  receive  training  regarding  safe  loading,  unloading,  handling, 
storing,  and  transportation  of  hazardous  materials  and  guidance  for  dealing  with  accidents  or 
incidents  involving  the  transportation  of  hazardous  materials.   After  completion  of  training, 
each  hazardous  materials  employer  must  certify  that  each  hazardous  materials  employee 
received  training  and  was  tested  as  appropriate.   To  achieve  these  requirements,  there  are 
three  basic  categories  of  training:  (1)  general  awareness/familiarization  training;  (2)  function- 
specific  training;  and  (3)  safety  training  related  to  accident  avoidance  and  personal 
protection. 
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•  RSPA  will  publish  and  distribute  over  one  million  copies  of  the  1993  DOT  Emergency 
Response  Guidebook  to  state  and  local  police  and  emergency  response  personnel  free  of 
charge.    RSPA  plans  to  publish  the  1995  DOT  Emergency  Response  Guidebook  jointly  with 
Mexico  and  Canada  to  ensure  the  consistency  of  hazard  identification  and  communication  in 
North  America.    Editions  will  be  printed  in  Spanish,  French,  and  English. 

•  USCG  has  just  released  the  latest  edition  of  its  two- volume  Chemical  Hazards  Response 
Information  System  (CHRIS)  on  hazardous  chemicals.    The  system  contains  descriptive 
information  and  technical  data  concerning  1,250  of  the  most  dangerous  chemicals  being 
shipped.   These  data  are  vital  to  fire  departments,  hazardous  materials  technicians  and 
cleanup  crews  when  spills  occur,  and  especially  useful  for  bulk  shipments. 

•  The  15-member  agencies  of  the  National  Response  Team  (NRT),  through  the  NRT 
Training  Committee,  review  hazardous  materials  response  training  efforts  of  member 
agencies  and  review  Workshops  in  Emergency  Management  (WEM)  training  courses  that  are 
jointly  produced  by  FEMA,  EPA,  and  DOT. 

•  RSPA,  through  industry,  and  state  enforcement  agencies,  has  produced  and  distributed  a 
series  of  hazardous  materials  transportation  training  modules.   The  series  is  available  for 
industry  and  enforcement  personnel.   The  "Basic  Six"  modules  include:    1.  The  Hazardous 
Materials  Table;  2.  Shipping  Papers;  3.  Packaging;  4.  Marking  and  Labeling;  5.  Placarding; 
and  6.  Carriers.    Modules  seven  through  twelve  are  under  development  and  include:  7.  1992 
Changes  to  Hazardous  Materials  Regulations  (HMR);  8.  Cargo  Tanks;  9.  Hazardous 
Substances/Hazardous  Wastes;  10.  Radioactive  Materials;  1 1 .  Compressed  Gas  Cylinders; 
and  12.  Portable  Tanks. 

•  The  Hazardous  Materials  Information  Exchange  (HMIX)  was  developed  in  1986  to 
provide  a  clearinghouse  for  hazardous  materials  planning,  training,  and  emergency  response 
information.   There  are  over  25,000  registered  users  accessing  the  system.   This  project  is 
funded  jointly  by  RSPA,  FEMA  and  the  United  States  Air  Force. 

•  FHWA  and  the  State  of  Missouri  are  working  together  to  identify  and  evaluate  existing 
hazardous  materials  training  courses,  perform  job  task  analysis,  and  establish  educational 
objectives  to  develop  a  curriculum  for  the  standardized  training  of  state  and  Federal 
enforcement  personnel.   It  is  anticipated  that  this  effort  will  result  in  improved  and 
coordinated  enforcement  activities,  increased  compliance,  and  reduced  hazardous  materials 
incidents. 
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Regulation,  Eiiforc«inent,  and  Training  (continued) 

8.         "DOT  and  the  U.S.  Fire  Administration  should  jointly  conduct  a  study  of  costs 
and  means  of  organizing  and  delivering  training  to  hazardous  materials 
emergency  responders  and  enforcement  officers." 

Summary  of  NAS  Recommendation  (8) 

NAS  recommended  DOT  and  the  U.S.  Fire  Administration  should  jointly  study,  and  report 
to  Congress  on,  national  requirements  and  the  Federal  role  in  training.   NAS  recommended 
that  participation  of  state  and  local  emergency  responders  participation  should  be  built  into 
the  study  design  and  suggested  that  participation  by  the  U.S.  Environmental  Protection 
Agency  (EPA)  and  the  National  Institute  of  Environmental  Health  Sciences  would  be 
v^uable.   Lack  of  training  was  cited  as  a  frequent  factor  in  most  of  the  information  problems 
associated  with  hazardous  materials  incidents. 

DOT  Actions  on  NAS  Recommendation  (8) 

•  Under  RSPA's  implementation  of  the  HMTA  Public  Sector  Training  and  Planning  Grants 
program,  training  curriculum  guidance  for  hazardous  materials  emergency  responders  has 
recentiy  been  developed  by  DOT  in  cooperation  with  FEMA,  EPA,  DOE,  OSHA,  and  a 
team  of  state  and  local  experts.   The  national  curriculum  guidelines  are  currenUy  under 
review  and  will  be  utilized  by  states  to  assist  them  in  qualifying  for  funding  under  HMTA 
grants. 

•  In  Fiscal  Year  1993,  DOT  and  DOE  entered  into  a  partnership  to  deliver  specialized 
training  to  the  hazardous  materials  community.   DOE's  hazardous  materials  modular  training 
program  will  be  distiibuted  by  the  National  Safety  Council  and  conducted  by  RSPA's 
Transportation  Safety  Institiite.   Through  this  effort,  the  private  sector  will  be  offered  "train- 
the-trainer"  courses  to  ensure  a  better  fundamental  understanding  of  the  hazardous  materials 
training  packages. 

•  DOT  and  the  U.S.  Fire  Administration,  pursuant  to  recommendations  made  in  the 
congressionally  mandated  Firefighter  Safety  Study,  are  developing  in-depth  response 
guidance  for  emergency  response  personnel;  this  will  supplement  the  "initial  response" 
information  contained  in  DOT'S  Emergency  Response  Guidebook. 

•  A  Hazardous  Materials  Awareness  Course  was  developed  by  RSPA  to  inti-oduce  police, 
fire,  medical  and  other  response  personnel  to  the  growing  problem  of  hazardous  material 
transportation  emergencies.   This  course  meets  the  requirements  of  OSHA's  29  CFR  1910 
(1st  Uvel),  NFPA's  472  (Competency  Level),  and  DOT'S  49  CFR  172.7(X)  (general 
awareness  training).   Thousands  of  industry  and  emergency  response  personnel  from  the 
Federal,  state  and  local  sectors  have  completed  this  awareness  tiaining  course  conducted  by 
RSPA's  Transportation  Safety  Institute. 
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HAZMAT — INFORMATION  REQUIREMENTS 

Mr.  Coleman.  The  National  Academy  of  Sciences  special  report 
also  highlighted  the  inadequacies  of  RSPA's  existing  hazardous  ma- 
terials information  systems  in  judging  how  well  hazardous  mate- 
rials information  requirements  are  working.  For  example,  the  NAS 
report  indicates  that  the  availability  and  reliability  of  statistical 
data  on  hazardous  materials  incidents  and  on  the  performance  of 
existing  information  systems  in  meeting  the  needs  of  hazardous 
materials  responders  is  limited  and  that  the  NAS  study  committee 
has  to  develop  its  own  incident  and  case  study  information. 

Please  indicate  specifically  how  RSPA  plans  to  address  these  is- 
sues, particularly  the  fact  that  limited  data  exists  on  the  perform- 
ance of  the  existing  hazardous  materials  information  systems. 

[The  information  follows:] 

RSPA's  Hazardous  Materials  Information  System  (HMIS)  is  intended  to  identiiy 
emerging  safety  problems,  monitor  compliance  efforts,  support  training  programs, 
and  supply  analytical  justification  for  regulatory  proposals;  it  was  not  designed  to 
encompass  public-sector  emergency  response  to  hazardous  materials  incidents. 
RSPA  has  proposed  extending  the  hazardous  materials  incident  reporting  require- 
ments to  include  intrastate  transporters  of  hazardous  materials.  RSPA  expects  that 
HMIS's  increased  universe  of  data  will  be  available  to  government  agencies  and 
emergency  responders  for  their  information  and  use.  Currently,  many  state  and 
local  agencies  use  the  HMIS  data  in  formulating  legislative  actions,  safety  plans, 
and  risk  analysis. 

INVESTIGATIONS  OF  VIOLATED  REGULATIONS 

Mr.  Coleman.  What  attention  has  RSPA  given  to  developing 
strategies  to  ensure  that  violations  of  hazardous  materials  regula- 
tions noted  by  emergency  responders  are  promptly  investigated  by 
federal  or  state  enforcement  officers? 

[The  information  follows:] 

The  most  likely  avenue  available  to  emergency  responders  who  wish  to  notify 
RSPA  about  violations  of  the  Hazardous  Materials  Regulations  (HMR)  would  be  to 
call  or  write  RSPA's  Office  of  Hazardous  Materials  Safety.  Since  emergency  respond- 
ers normally  respond  to  transportation  accidents  or  incidents  where  there  is  an 
identified  carrier,  they  usually  deal  with  the  DOT  modal  administration  which  regu- 
lates the  carrier.  RSPA  generally  does  not  have  enforcement  jurisdiction  over  car- 
riers, and  so  emergency  responders  rarely  contact  RSPA  to  report  a  violation  of  the 
HMR.  If  emergency  responders  or  anyone  else  wish  to  file  a  complaint  about  viola- 
tions, RSPA  enters  the  complaint  in  a  computer  data  file,  evaluates  it,  and  takes 
appropriate  follow-up  action,  either  through  its  own  investigation  or  referral  to  the 
appropriate  modal  administration. 

Mr.  Coleman.  Recent  audits  conducted  by  the  Inspector  General 
reveal  that  state  enforcement  of  sanctions  for  motor  carrier  safety 
violations  and  efforts  to  ensure  that  out-of-service  violations  are 
corrected  under  the  MCSAP  program  are  inconsistent.  To  what  ex- 
tent is  RSPA  working  with  the  FHWA  Office  of  Motor  Carriers  to 
improve  this  situation  as  it  applies  to  hazardous  materials  trans- 
portation violations? 

[The  information  follows:] 

RSPA  has  provided  support  to  the  FHWA  Office  of  Motor  Carriers  since  imple- 
mentation of  MCSAP.  This  support  includes  review  of  state  Enforcement  Plans,  uni- 
form training  development  and  delivery,  review  and  comment  on  proposed  out-of- 
service  requirements,  and  support  of  uniform  sanctions  imposed  by  states  for  haz- 
ardous materials  violations. 
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SFTA  INTERAGENCY  TASK  FORCE 

Mr.  Coleman.  RSPA's  priority  plan  indicates  that  RSPA  estab- 
lished an  interagency  task  force  with  USDA,  HHS  and  EPA  to  re- 
view existing  federal  food  safety  regulations  and  enforcement  ac- 
tivities. What  were  the  findings  of  this  task  force  and  what  rec- 
ommendations were  made  to  the  respective  agencies  by  the  task 
force? 

[The  information  follows:] 

The  purpose  of  the  task  force  was  to  develop  information  to  assist  RSPA  in  draft- 
ing the  regulations  indicated  in  SFTA.  The  group  found  that  USDA  and  FDA  have 
authority  to  inspect  vehicles  carrying  food  but  did  not  have  authority  to  require  or 
inspect  vehicle  cleaning  records  or  prior  cargo  records.  The  findings  were  considered 
by  RSPA  in  developing  the  notice  of  proposed  rulemaking.  No  recommendations 
were  made  to  RSPA  or  the  other  agencies  because  that  was  not  the  purpose  of  the 
task  force  activity. 

ROLLOVER  PROTECTION  DEVICES 

Mr.  Coleman.  What  actions  has  RSPA  taken,  with  the  FHWA, 
to  improve  the  design  and  performance  of  rollover  protection  de- 
vices on  bulk  liquid  cargo  tanks,  as  recommended  by  the  NTSB  in 
a  1992  special  investigation  report  on  cargo  tank  rollover  protec- 
tion? 

[The  information  follows:] 

As  a  result  of  its  special  investigation  report  on  cargo  tank  rollover  protection  in 
1992,  the  National  Transportation  Safety  Board  (NTSB)  issued  numerous  safety  rec- 
ommendations to  RSPA  and  FHWA.  These  recommendations  encompassed  a  broad 
range  of  issues,  including  priority  action  tiems  such  as  enforcement  concerns,  acqui- 
sition of  necessary  technical  resources,  improved  accident  data  collection,  and  longer 
term  actions  such  as  the  improved  performance  of  rollover  protection  devices.  RSPA 
has  assisted  FHWA  in  addressing  the  accompUshment  of  those  priority  action  items 
identified  by  NTSB. 

It  is  anticipated  that  a  research  contract  will  be  issued  by  FHWA  in  fiscal  year 
1995  to  address  NTSB's  safety  recommendations  to  improve  the  performance  of  roll- 
over protection  devices  on  bulk  liquid  cargo  tanks. 

HAZMAT — ^TANK  CARS 

Mr.  Coleman.  On  September  29,  1993,  RSPA  issued  a  notice  of 
proposed  rulemaking  to  improve  the  crashworthiness  of  tank  cars 
and  to  restrict  the  continued  use  in  hazardous  materials  service  of 
tank  cars  that  no  longer  meet  safety  standards.  What  comments 
did  you  receive  regarding  the  proposal?  When  do  you  expect  to 
issue  a  final  rule? 

[The  information  follows:] 

RSPA  received  40  comments  to  the  notice  of  proposed  rulemaking  pubUshed  on 
October  8,  1993.  In  addition,  about  ten  persons  made  presentations  at  a  January 
1994  pubUc  hearing.  The  comment  period  closed  March  16,  1994.  Commenters  gen- 
erally support  most  of  the  proposals  but  object  to  requiring  higher  integrity  tank 
cars  for  certain  materials;  in  particular,  some  of  the  2.2  (nonflammable)  gases,  ther- 
mally reactive  materials  and  halogenated  organic  compounds  identified  by  the  Envi- 
ronmental Protection  Agency.  Because  of  the  scope  of  this  project  and  the  extensive 
technical  review  necessary,  the  earliest  expected  date  for  issuance  of  a  final  rule  is 
late  1995. 

Mr.  Coleman.  The  l^TTSB  issued  recommendations  to  RSPA  and 
the  FRA  in  1989  urging  both  agencies  to  require  that  closure  fit- 
tings on  railroad  tank  cars  be  designed  to  maintain  their  integrity 
in  accidents  that  are  survivable  by  the  rail  tank  and  that  tank  car 
manufacturers  provide  specifications  for  gaskets  and  closure  fit- 
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tings  on  rail  tank  cars  to  ensure  proper  closure.  In  RSPA's  recent 
notice  of  proposed  rulemaking,  RSPA  and  FRA  elected  to  defer  reg- 
ulatory action  on  these  issues.  What  was  the  basis  for  this  deter- 
mination? 

[The  information  follows:] 

RSPA  and  FRA  did  not  include  any  proposed  regulatory  amendments  based  on 
National  Transportation  Safety  Board  (NTSB)  safety  recommendations  R-89-48  and 
R-89-49  pending  completion  of  work  presently  underway  at  the  Association  of 
American  Railroads  (AAR)  Tank  Car  Committee.  NTSB  safety  recommendation  R- 
89-48  urged  RSPA  and  FRA  to  amend  49  CFR  Part  179  to  require  closure  fittings 
to  maintain  their  integrity  in  accidents  that  are  typically  survivable  by  the  tank  car. 
We  are  currently  monitoring  several  items  under  development  by  the  AAR  Tank  Car 
Committee.  The  Committee  is  developing  requirements  to:  Manway  cover  plate  ma- 
terials; top  fitting  profile;  Securement  of  hinged  manways;  and  Manway  bolting  ma- 
terials for  corrosives  in  pressure  cars. 

NTSB  safety  recommendation  R-89-49  virged  RSPA  and  FRA  to  amend  49  CFR 
Part  179  to  require  designers  and  manufacturers  to  determine  the  specifications  for 
securing  closure  fittings,  such  as  minimum  and  maximum  torque  values  for  sealing 
bolted  closures  and  gasket  specifications.  At  DOT's  request  the  AAR  Tank  Car  Com- 
mittee is  developing  requirements  for  the  inspection  of  gaskets  and  manway  cover 
plates.  These  requirements,  when  complete  will  impose  specifications  for  closure  fit- 
tings and  torque  values. 

Mr.  Coleman.  What  is  the  status  of  RSPA's  notice  of  proposed 
rulemaking  on  the  use  of  cargo  tanks,  portable  tanks  and  multi- 
unit  tank  car  tanks? 

[The  information  follows:] 

RSPA  issued  a  notice  of  proposed  rulemaking  on  May  7,  1993.  Barring  major  ob- 
stacles, RSPA  could  implement  a  final  rule  this  summer. 

HAZMAT — BULK  OILS 

Mr.  Coleman.  Please  summarize  the  interim  final  rule  published 
on  June  16,  1993,  regarding  the  transportation  of  oils  packaged  in 
bulk.  How  are  vegetable  oils  packaged  in  bulk  affected  by  the  in- 
terim final  rule? 

[The  information  follows:] 

Under  Docket  PC-1,  Oil  Spill  Prevention  and  Response  Plans,  RSPA  issued  a  set 
of  requirements  applicable  to  the  transportation  of  oil  by  rail  and  highway.  These 
regulations  are  distinct  from  requirements  specified  in  the  hazardous  Materials  Reg- 
ulations (HMR)  which  address  acute  hazards  that  pose  threats  to  life  and  property. 

For  bulk  packages  (i.e.,  tank  cars)  containing  any  oil  in  a  quantity  greater  than 
1,000  barrels  (42,000  gallons): 

(1)  Shippers  are  subject  to  requirements  pertaining  to  package  integrity,  hazard 
communication,  and  employee  training. 

(2)  Carriers  are  subject  to  requirements  pertaining  to  hazard  communication;  em- 
ployee training;  package  integrity;  preparation,  maintenance  and  filing  of  com- 
prehensive 1  response  plans  with  DOT;  and  implementation  of  the  spill  response 
plan  in  event  of  a  discharge. 

For  bulk  packages  (i.e.,  tank  cars  and  tank  trucks)  having  capacity  of  3,500  gal- 
lons or  more,  and  containing  petroleum  oil: 

(1)  Shippers  are  subject  to  requirements  pertaining  to  package  integrity,  hazard 
communication,  and  employee  training.  In  addition,  if  the  petroleiun  oil  meets  the 
criteria  for  a  hazardous  material,  the  shipper  must  comply  with  all  applicable  re- 
quirements of  the  HMR. 


lA  comprehensive  response  plan  is  required  in  instances  where  the  facility  (including  motor 
vehicles  and  rolling  stock),  because  of  its  location,  cold  reasonably  be  expected  to  cause  substan- 
tial harm  to  the  environment  by  discharging  into  or  on  the  navigable  waters,  adjoining  shore- 
lines, or  the  exclusive  economic  zone. 
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(2)  Carriers  are  subject  to  requirements  pertaining  to  hazard  communication;  em- 
ployee training;  package  integrity;  preparation  and  maintenance  of  basic  2  response 
plans;  and  implementation  of  the  spill  response  plan  in  event  of  a  discharge. 

Currently,  shippers  and  carriers  are  not  offering  for  transportation,  or  transport- 
ing, vegetable  oils  in  bulk  packagings  in  a  quantity  greater  than  42,000  gallons. 
Therefore,  the  interim  final  rule  issued  on  June  16,  1993  does  not  affect  the  trans- 
portation of  vegetable  oils. 

HAZMAT  ATTENDANCE  REQUIREMENTS 

Mr.  Coleman.  Please  update  the  subcommittee  on  RSPA's  efforts 
to  revise  hazardous  materials  attendance  requirements  during  the 
loading/unloading  of  bulk  quantities  of  hazardous  materials  in  tank 
cars  and  cargo  tank  motor  vehicles. 

[The  information  follows:] 

RSPA  received  about  40  comments  to  the  notice  of  proposed  rulemaking.  Com- 
menters  supported  the  proposals  as  an  important  measure  in  providing  economic  re- 
lief to  the  rail  and  highway  industries.  RSPA  is  developing  a  final  rule  in  coordina- 
tion with  the  Federal  Railroad  Administration  and  the  Federal  Highway  Adminis- 
tration. Delays  have  been  experienced  because  of  completion  of  other  higher  priority 
rulemakings  to  improve  the  transportation  of  hazardous  materials  in  cargo  tank 
motor  vehicles  and  to  improve  the  crashworthiness  of  tank  cars. 

DOT  R&D  DISTRIBUTION  BY  MODE 

Mr.  Coleman.  Please  provide  a  breakdown  by  mode  of  the  $692 
million  in  research  and  development  funding  included  in  the  De- 
partment's fiscal  year  1995  request. 

[The  information  follows:] 

[In  millions  of  dollars] 
Administration:  Budget  authority 

Federal  Highway  Administration $293,385 

National  Highway  Traffic  Safety  Administration 24.513 

Federal  Railroad  Administration  29.150 

Federal  Transit  Administration  24.206 

Federal  Aviation  Administration  288.284 

U.S.  Coast  Guard 19.785 

Maritime  Administration  3.627 

Research  and  Special  Programs  Administration  3.963 

Office  of  the  Secretary 4.736 

Total  DOT 691.649 

R&D  COORDINATION 

Mr.  Coleman.  In  your  budget  you  are  asking  for  a  $725,000  in- 
crease to  fully  coordinate  the  Department's  technology  efforts,  en- 
hance Defense  technology  conversion  applications,  and  conduct  sev- 
eral studies  on  intermodal  transportation  R&D.  Can  you  specify  for 
each  of  the  three  areas  above,  exactly  what  projects  you  are  propos- 
ing to  fund? 

[The  information  follows:] 

Funding  provided  under  this  program  will  be  divided  equally  among  four  inter- 
locking, and  mutually  supportive,  program  areas: 

I.  COORDINATION  EFFORTS 

Focus  of  RSPA's  activities  will  be  on  maintaining  the  newly  reinvented  R&D  Man- 
agement structure  put  into  place  by  Secretary  Peria.  Three  areas  wQl  be  high- 
lighted: 


2  A  basic  response  plan  is  intended  to  assure  that  carriers  are  prepared  to  immediately  re- 
spond to  all  oil  spills. 
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I*roviding  the  core  support  for  development  of  the  Surface  Transportation  Re- 
search and  Development  Plan  reqviired  by  the  Intermodal  Surface  Transportation 
Efficiency  Act  of  1991  (ISTEA). 

Conducting  analyses  at  the  Volpe  National  Transportation  Systems  Center  of  the 
structure  and  funding  of  the  DOT  Research  and  Development  program  as  a  whole 
("R&D  Maps"),  for  use  by  the  Research  and  Technology  Steering  Committee,  the  Re- 
search and  Development  Coordinating  Council,  and  stafF  of  the  Assistant  Secretary 
for  Budget  and  Programs. 

Conducting  analyses  and  developing  white  papers  to  support  operations  of  the 
Subcommittees  of  the  Research  and  Technology  Coordinating  Council.  The  Sub- 
committee structure  is  now  being  established,  so  specific  areas  are  not  fully  deter- 
mined. However,  human  factors  and  advanced  materials  will  be  two  areas  receiving 
coverage  at  a  minimum. 

II.  DEFENSE  CONVERSION 

RSPA  will  continue  its  efforts  to  "steer  and  guide"  resources  of  defense  conversion 
efforts  to  address  transportation  problems.  The  approach  being  taken  is  to  highlight 
specific  high-potential  technologies,  and  try  to  have  them  included  in  the  program 
solicitations  of  defense  conversion  programs  and  activities  of  other  agencies.  Three 
particvilar  activities  have  been  emphasized: 

The  Technology  Reinvestment  Program  (TRP)  of  the  Advance  Research  Projects 
Agency  (ARPA). 

The  Advanced  Technology  Program  (ATP)  of  the  Department  of  Commerce's  Na- 
tional Institute  for  Standards  and  Technology  (NIST). 

Efforts  of  Defense  and  other  laboratories  to  promote  industry  use  of  Cooperative 
Research  and  Development  Agreements  (CRADA's). 

Work  conducted  under  this  item  will  highlight  the  technologies  and  problem  areas 
which  may  be  promising,  in  the  light  of  ongoing  experience  with  defense  conversion. 
Transportation-related  technologies  which  have  already  been  fiinded  under  the  TRP 
include  advanced  control  systems,  use  of  advanced  composite  materials,  dual  use 
sensors,  application  of  robotics  to  shipbuilding,  collision  avoidance  systems,  and  ve- 
hicle electrical  subsystems. 

III.  CROSS-CUTTING  INTERMODAL  TRANSPORTATION  RESEARCH  AND  DEVELOPMENT 

STUDIES 

Analyses  conducted  under  this  topic  will  identify  promising  technologies  with 
cross  modal  applicabihty.  The  Department's  Strategic  Plan  commits  DOT  to  activi- 
ties related  to  the  following  topics: 

Advanced  materials;  Civil  sector  applications  of  the  Global  Positioning  System 
(GPS);  High  Speed  Ground  Transportation  Systems  (HSGT);  Intelligent  Vehicle/ 
Highway  Systems  (IVHS);  New  Generation  Motor  Vehicles;  and  Advanced  shipbuild- 
ing techniques. 

We  anticipate  that  a  key  focus  of  this  work  wiU  be  attempting  to  highlight  tech- 
nologies and  subsystems  developed  in  connection  with  these  initiatives,  and  making 
sure  they  are  applied  in  other  areas  of  transportation  where  possible. 

IV.  OUTREACH  TO  TRANSPORTATION  USERS 

A  new  emphasis  is  being  placed  on  more  formally  interacting  with  users  prior  to 
the  initiation  of,  and  after  the  conduct  of,  research.  This  will  assure  its  relevance, 
and  help  identify  the  most  effective  ways  to  document  and  disseminate  the  lessons 
learned.  A  specific  focus  of  this  work  will  be  activities  to  cultivate  improved  partner- 
ships between  academic  researchers  and  the  transportation  industry.  The  principle 
vehicle  for  this  will  be  a  series  of  symposia  and  technical  forums  targeted  at  tech- 
nologies highlighted  under  the  other  three  areas.  The  Volpe  Center  has  already 
hosted  a  variety  of  workshops  and  outreach  seminars  to  solicit  input,  and  we  antici- 
pate using  these  sessions  as  models. 

Mr.  Coleman.  What  accomplishments  do  you  expect  will  result 
from  this  investment? 
[The  information  follows:] 

RSPA  anticipates  the  following  outcomes  from  the  proposed  initiatives,  if  fully 
funded: 

1.  Completion  of  the  next  Surface  Transportation  Research  and  Development 
Plan,  and  its  availability  diuing  subsequent  project  planning,  will  promote  a  more 
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coherent  set  of  DOT  technology  development  activities,  and  promote  broader  appli- 
cation of  generic  technologies  across  modal  lines. 

2.  Completion  of  the  "R&D  Maps"  and  supporting  activities  for  the  R&T  Coordi- 
nating Council  will  promote  more  effective  reviews  of  DOT  budget  proposals  in  fu- 
ture years,  and  encourage  a  more  strategic  outlook  in  DOT's  technology  develop- 
ment. This  may  result  in  substantial  redirections  of  the  program  if  analjrtical  data 
indicates  problems  are  being  successfully  addressed,  and  dedicated  resources  can  be 
released  to  solve  other  problems. 

3.  The  defense  conversion  support  activity  will  highlight  specific  technologies  for 
inclusion  in  solicitations  for  the  TRP,  ATP,  and  similar  efforts,  and  will  also  isolate 
factors  limiting  their  appUcability  in  the  civil  sector.  This  will  increase  the  propor- 
tion of  defense  conversion  activities  dealing  with  transportation  topics.  This  will  also 
substantially  improve  the  odds  for  the  success  of  those  defense  conversion  efforts  in 
the  transportation  sector.  Technologies  addressed  include  different  kinds  of  sensor 
technologies,  application  of  advanced  composite  materials,  alternative  kinds  of  vehi- 
cle electric  subsystems,  innovative  human/system  interface  approaches  for  training 
and  vehicle  control,  alternative  land  vehicle  powerplants,  and  advanced  vehicle  and 
facility  construction  techniques. 

4.  The  cross-modal  activities  will  highlight  emerging  technologies  with  broad  ap- 
plicability in  the  transportation  sector,  and  will  isolate  subsystems  from  model  tech- 
nology efforts  that  might  have  applicability  to  other  models.  For  example,  some  of 
the  control  technologies  being  investigated  for  Intelligent  Vehicle/Highway  Systems 
(IVHS)  might  have  broad  applicability  to  high  speed  watercraft,  trains,  and  aircraft. 
Advanced  materials  being  tested  for  use  in  highway  structures  may  have  potential 
for  use  in  other  transportation  guideways.  Highlighting  of  such  potentials  will  lead 
to  economies  by  promoting  broader  application  of  technologies  in  the  other  modes. 

5.  Outreach  activities,  conducted  both  in  the  context  of  this  work  and  related 
Technology  Sharing,  will  assure  that  developing  markets  for  new  technologies  are 
reflected  in  the  planning  for  DOT  R&D  efforts.  They  will  assure  that  the  results  of 
completed  research  are  being  made  available  to  users  in  a  form  which  they  can 
apply.  One  emphasis  is  developing  closer  partnership  between  academics  conducting 
research  for  DOT  and  the  private  sector. 

INTERMODAL  R&D 

Mr.  Coleman.  The  Secretary's  Office  of  Intermodalism  also  has 
a  mandate  to  foster  intermodal  R&D.  What  is  RSPA  adding  that 
the  Office  of  Intermodalism  is  not? 

[The  information  follows:] 

According  to  section  5002  of  the  Intermodal  Surface  Transportation  Efficiency  Act 
of  1991,  the  Director  of  the  Office  of  Intermodalism  is  "responsible  for  coordinating 
Federal  research  on  intermodal  transportation  in  accordance  with  the  plan  devel- 
oped pursuant  to  section  6009(b)(2)  of  this  act  and  for  carrying  out  additional  re- 
search needs  identified  by  the  Director."  The  document  referred  to  is  the  Surface 
Transportation  Research  and  Development  Plan,  which  RSPA  develops  from  inputs 
provided  by  the  entire  Department. 

RSPA  works  with  the  Office  of  Intermodalism  to  assure  that  problems  "between" 
modal  elements  are  addressed  to  assure  seamless  passenger  and  freight  transpor- 
tation trips.  In  addition,  RSPA  attempts  to  promote  application  of  technologies  de- 
veloped to  address  intermodal  issues  within  the  programs  of  the  individual  modes. 
RSPA  thus  faciUtates  the  activities  of  the  Office  of  IntermodaUsm,  and  promotes 
technology  application  throughout  DOT,  regardless  of  the  original  purposes  it  was 
developed  for. 

UTC  PROGRAM — EDUCATION  MISSION 

Mr.  Coleman.  The  University  Transportation  Centers  Program 
also  has  an  educational  mission,  as  do  other  programs  within  the 
Department,  such  as,  the  Federal  Highway  Administration's  Eisen- 
hower Research  Fellowship  program.  How  do  you  coordinate  your 
efforts  with  those  of  the  Federal  Highway  Administration  to  en- 
sure, one,  that  the  education  being  provided  is  targeted  to  key 
transportation  areas  where  there  is  a  need  for  trained  individuals, 
and  two,  that  there  is  no  overlap  in  student  support  from  the  pro- 
grams? 
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[The  information  follows:] 


The  educational  mission  of  the  University  Transportation  Centers  (UTC)  Program 
differs  greatly  from  that  of  the  Federal  Highway  Administration's  Eisenhower  Re- 
search Fellowship  program.  Eisenhower  Grants  for  Research  Fellowships  are  in- 
tended to  provide  talented  students  with  the  opportunity  to  conduct  research  on  im- 
portant transportation  topics  at  Department  of  Transportation  facilities.  As  such, 
they  consist  of  awards  to  individual  students.  The  UTC  Program  awards  grants  to 
individual  universities  to  establish  and  conduct  a  focused  program  of  education,  re- 
search and  technology  transfer  activities  based  on  the  stated  theme  of  the  particular 
Center.  To  fulfill  the  education  mission  of  the  UTC  Program,  a  Center  may  engage 
in  any  of  a  wide  range  of  activities  including,  but  not  limited  to:  development  of  new 
or  expanded  academic  curricula;  offering  of  new  transportation-related  degree  pro- 
grams; introduction  of  interdisciplinary  programs  on  transportation  issues;  financial 
support  for  promising  students  from  groups  that  are  underrepresented  in  the  trans- 
portation community;  research  fellowships  for  talented  graduate  students;  and  de- 
velopment of  transportation-related  modules  for  pre-coUege  curricula  to  increase  the 
number  of  young  people  who  are  prepared  to  pursue  transportation  degrees  in  col- 
lege. 

The  educational  programs  funded  by  UTC  grants  are  not  training  programs.  They 
are  academic  programs  which  will  prepare  their  graduates  for  careers  in  transpor- 
tation. Future  training  needs  of  those  graduates  will  necessarily  reflect  their  choice 
of  specialization:  education,  research,  manufacture,  operation,  management  or  regu- 
lation. Since  the  UTC  graduates  have  experienced  great  success  in  obtaining  posi- 
tions in  all  of  those  fields,  their  academic  preparation  would  appear  to  meet  current 
needs.  Furthermore,  each  Center's  education  program  is  part  of  an  annual  strategic 
plan  that  is  reviewed  by  RSPA  and  representatives  of  the  two  ftinding  sponsors, 
FHWA  and  the  Federal  Transit  Administration.  On  the  rare  occasion  when  RSPA 
or  one  of  its  modal  sponsors  has  expressed  reservations  as  to  the  focus  of  any  Cen- 
ter's education  program,  the  Center  has  modified  its  plan  to  address  those  concerns. 

The  only  "overlap  in  student  support"  from  the  U'TC  and  Eisenhower  Fellowship 
Programs  is  the  extent  to  which  the  University  Transportation  Centers  encourage 
their  students  to  apply  for  the  Eisenhower  fellowships  in  order  to  effectively  in- 
crease the  size  of  their  Center  programs.  Having  a  student  win  an  Eisenhower 
Grant  is  considered  a  great  coup,  both  as  an  endorsement  of  that  university's  stu- 
dents and  as  a  means  to  support  transportation  students  with  funding  from  funds 
that  do  not  have  to  be  matched  doUar-for-dollar,  as  is  the  case  with  UTC  funding. 
For  that  reason,  RSPA  has  not  found  it  necessary  to  coordinate  each  Center's  stu- 
dent funding  decisions  with  the  FWHA. 

Mr.  Coleman.  During  the  subcommittee's  hearings  last  year,  the 
Acting  RSPA  Administrator  was  asked  if  she  could  provide  an  as- 
sessment of  whether  the  Department's  educational  programs  are 
necessary  to  train  people  to  maintain  the  national  network  of 
transportation.  She  could  not,  but  said  that  it  would  be  a  worth- 
while review  and  it  would  be  appropriate  for  RSPA  to  launch  such 
a  review.  Has  RSPA  conducted  such  a  review  since  last  year  or,  if 
not,  does  it  plan  to  conduct  such  a  review? 

[The  information  follows:] 

In  the  past  year,  RSPA  has  examined  many  issues  relating  to  its  portion  of  the 
Department's  education  programs.  However,  RSPA  has  not  initiated  a  study  of 
whether  such  programs  are  necessary  to  train  people  to  maintain  the  national  net- 
work of  transportation.  Rather  than  conducting  such  a  study  on  its  own,  RSPA  is 
participating  in  the  broad  examination  of  these  issues  that  is  being  undertaken  by 
the  Committee  on  Transportation  Education  and  Training  of  the  Transportation  Re- 
search Board. 

Mr.  Coleman.  Has  such  an  assessment  been  made  by  any  other 

agency  within  the  Department  or  by  some  outside  organization? 

[The  infonnation  follows:] 

During  the  past  year,  there  have  been  several  studies  touching  upon  the  Depart- 
ment's educational  programs.  None,  however,  has  addressed  the  specific  question  of 
whether  the  Department's  education  programs  do,  or  should,  train  people  to  main- 
tain the  national  network  of  transportation. 


754 
UTC  CLEARINGHOUSE 

Mr.  Coleman.  I  understand  that  for  the  past  several  years  you 
have  been  trying  to  establish,  at  one  of  your  University  Transpor- 
tation Centers,  Penn  State  University,  a  central  clearinghouse  for 
university-based  research.  Also,  the  Intermodal  Surface  Transpor- 
tation Efficiency  Act  of  1991  directed  the  Secretary  of  Transpor- 
tation to  establish  and  operate  such  a  clearinghouse. 

This  effort  is  still  not  complete  and  RSPA  has  contracted  with 
the  Volpe  Center  to  help  develop  the  clearinghouse. 

What  problems  are  causing  the  delay  in  implementing  the  clear- 
inghouse? 

[The  information  follows:] 

A  University  Transportation  Centers  clearinghouse  has  been  in  operation  at  Penn 
State  University  since  1990,  when  the  ten  regional  centers  began  contributing  funds 
from  their  UTC  grants  to  support  it.  This  clearinghouse  was  situated  at  Penn  State 
by  mutual  agreement  of  the  centers,  and  its  purpose  was  and  continues  to  be  the 
support  of  common  coordination  activities  among  the  several  centers.  The  ISTEA 
bill  institutionalized  this  informal  coalition  of  the  centers  by  specifically  mandating 
a  clearinghouse,  thus  allowing  RSPA  to  directly  fund  clearinghouse  operations  with- 
out necessitating  each  center  to  draw  down  money  from  its  UTC  grant. 

With  the  newly  available  ISTEA  funding,  clearinghouse  activities  grew  to  include: 
1)  maintaining  a  paper-copy  library  of  all  research  reports  issued  under  the  UTC 
program  and  distributing  the  reports  upon  request,  2)  planning  and  chairing  semi- 
annual meetings  of  the  center  directors,  and  3)  preparing  printed  and  visual  mate- 
rials on  the  UTC  program  for  promotional  brochures  and  trade  show  exhibits.  In 
response  to  the  ISTEA's  direction  that  the  clearinghouse  should  connect  the  centers 
with  the  transportation  industry,  RSPA  and  Penn  State  agreed  to  extend  the  clear- 
inghouse activities  further  by  developing  an  electronic  bulletin  board  and  research 
data  base. 

It  is  true  that  the  electronic  portion  of  the  UTC  clearinghouse  is  not  yet  fully 
operational,  and  this  is  due  primarily  to  the  departure  of  a  key  technical  staff"  mem- 
ber at  a  crucial  point  in  the  system's  development.  RSPA's  intention  now  is  to  pull 
back  the  electronic  ftinctions  of  the  clearinghouse  under  its  own  management,  with 
technical  assistance  from  the  Volpe  Center  or  some  such  source  to  be  determined. 
Several  factors  drove  this  decision:  first,  staffing  problems  should  not  be  allowed  to 
further  delay  the  system's  implementation;  second,  Penn  State  should  not  be  seen 
as  having  a  bidding  advantage  in  this  year's  UTC  program  recompetition  because 
of  the  electronic  clearinghouse;  and,  third,  the  electronic  data  base  could  potentially 
serve  broader  functions  within  USDOT  if  it  were  operated  by  a  USDOT  entity. 

Mr.  Coleman.  How  much  have  you  invested  in  Penn  State's  ef- 
forts to  develop  the  clearinghouse? 
[The  information  follows:] 

Prior  to  the  ISTEA  funding,  each  Center  contributed  $5,000  a  year  to  Penn  State, 
for  a  total  of  $50,000,  to  perform  the  coordination  functions  described  in  the  pre- 
vious question.  When  the  clearinghouse  mandate  came  with  the  ISTEA,  RSPA 
awarded  Penn  State  $150,000  in  each  of  the  years  1992  and  1993  to  continue  the 
previously  established  $50,000-level  of  coordination  activities  and  additionally  to  es- 
tablish tihe  electronic  bulletin  board  and  data  base.  Because  of  the  withdrawal  of 
the  electronic  system  from  Penn  State,  and  because  a  sufficient  balance  remains  in 
clearinghouse  funds  to  operate  the  conference  support,  public  information,  and  ref- 
erence library  functions  for  another  year,  no  funds  are  expected  to  be  awarded  for 
this  purpose  in  1994. 

Mr.  Coleman.  How  much  are  you  planning  to  spend  at  Volpe  to 

help  develop  the  clearinghouse? 

[The  information  follows:] 

Staff  from  the  UTC  program  office  and  the  Volpe  Center  are  currently  developing 
the  statement  of  work  for  the  proposed  tasks  on  the  electronic  clearinghouse  func- 
tions, so  no  cost  figures  are  yet  available.  As  technical  staff  at  Volpe  believe  that 
the  computer  equipment  and  software  purchased  by  Penn  State  for  the  electronic 
bulletin  board  and  data  base  continue  to  be  viable,  we  do  not  anticipate  that  the 
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project  will  include  equipment  costs.  Because  Penn  State's  system  is  considered  via- 
ble, Volpe  will  first  supply  technical  staff  who  can  quickly  and  efficiently  bring  the 
existing  system  on  line  and  will  then  investigate  options  for  making  the  data  base 
more  widely  available  to  the  public  through  data  sharing  with,  for  example,  the 
Transportation  Research  Board's  TRIS  network,  which  has  requested  this  informa- 
tion. 

Mr.  Coleman.  What  plans  do  you  have  to  recover  any  of  the  in- 
vestment made  to  the  Penn  State  University  Trzinsportation  Cen- 
ter? 

[The  information  follows:] 

The  problems  Penn  State  has  experienced  in  getting  the  clearinghouse  electronic 
systems  on  line  have  resulted  in  lost  time,  rather  than  lost  money.  We  expect  a  full 
transfer  of  all  equipment  purchased  with  USDOT  funds  for  the  electronic  clearing- 
house from  Penn  State  once  the  agreement  with  Volpe  is  finalized.  Penn  State  is 
continuing  to  maintain  the  information  in  the  research  data  base,  all  of  which  we 
expect  will  likewise  be  transferred  to  RSPA,  thus  Penn  State's  staff  time  in  this 
area  will  still  be  beneficial  to  the  ultimate  operation  of  the  electronic  clearinghouse. 

UTC — R&D  VALUE 

Mr.  Coleman.  How  is  the  work  of  the  university  transportation 
centers  and  research  institutes  integrated  within  the  Department's 
overall  research  and  development  priorities? 

[The  information  follows:] 

The  University  Transportation  Centers  and  the  University  Research  Institutes 
play  different  roles  in  the  Department's  overall  research  program. 

The  University  Transportation  Centers  (Centers)  conduct  research  projects  in  sup- 
port of  their  respective  themes,  e.g..  Commercial  Highway  Transportation.  In  the 
case  of  the  three  national  Centers  and  the  six  University  Research  Institutes  that 
were  named  in  the  Intermodal  Surface  Transportation  Efficiency  Act  of  1991,  the 
themes  were  established  by  law.  The  ten  regional  centers  each  proposed  a  distinct 
Center  theme  reflecting  their  respective  areas  of  specialization.  The  appropriateness 
of  the  themes  and  their  relevance  to  Department  of  Transportation  (DOT)  research 
priorities  were  carefully  considered  before  being  approved  by  DOT  program  review- 
ers. 

Each  Center  and  Institute  is  subject  to  a  wide  variety  of  statutory  and  pro- 
grammatic requirements  that  affect  its  research  options.  These  include  the  require- 
ment to  obtain  matching  funds,  to  address  issues  of  regional  concern,  e.g.,  to  involve 
students  in  research  projects,  to  support  the  Center's  theme,  etc.  That  is  why  each 
Center  is  evaluated  on  its  effectiveness  in  selecting  and  reviewing  research  that 
rationalizes  the  many  competing  priorities:  sponsors  interest  and  thematic  rel- 
evance; modal  balance;  regional  needs  and  national  priorities;  basic  and  applied  re- 
search; student,  faculty  and  research  staff  involvement;  and  project  size  and  com- 
plexity. RSPA  ensures  that  each  Center  is  kept  apprised  of  the  Department's  re- 
search priorities  as  those  are  articulated  through  the  Department's  research  and 
technology  coordination  process.  Similarly,  the  program  liaisons  of  the  funding  spon- 
sors ensure  that  the  Centers  are  kept  informed  as  to  the  more  specific  research  pri- 
orities of  those  operating  administrations. 

Mr.  Coleman.  How  has  the  presence  of  the  University  Transpor- 
tation Centers  added  value  for  transportation  research  and  edu- 
cation beyond  a  collection  of  individual  research  projects? 

[The  information  follows:] 

The  presence  of  a  center  serves  to  tie  together  the  three  elements  of  research, 
education,  and  technology  transfer  so  that  research  does  move  into  the  hands  of 
users,  and  students  are  taught  through  experience  as  well  as  in  the  classroom.  A 
center  provides  a  more  responsive  means  of  addressing  questions  to  a  broad  spec- 
trum of  academic  disciplines  that  can  other,  more  prescriptive  funding  sources.  Sev- 
eral of  the  centers  now  operate  major  research  projects  or  have  developed  a  particu- 
lar field  of  expertise  which  grew  out  of  a  fairly  small-scale  center  research  project. 
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Mr.  Coleman.  How  has  funding  for  the  centers  led  to  different 
approaches  to  research  than  would  have  occurred  in  the  absence  of 
the  centers  program? 

[The  information  follows:] 

The  UTC  Program  funding  allows  researchers  to  examine  innovative  approaches 
to  research.  Because  centers  have  established  systems  by  which  projects  are  selected 
and  funded  each  year,  researchers  are  able  to  react  more  quickly  than  would  be  pos- 
sible without  a  center  to  initiate  research  proposals  that  address  critical  problems 
and  needs  of  a  region.  In  addition,  center  research  projects  often  act  as  "seed"  efforts 
that  grow  into  larger,  ongoing  studies  funded  by  sponsors  within  a  center's  region. 

Mr.  Coleman.  To  what  extent  are  research  funds  being  directed 
toward  problems  of  regional  or  national  significance? 
[The  information  follows:] 

Regionally,  the  UTC  Program's  dollar-for-dollar  matching  fund  requirement  has 
been  a  key  mechanism  for  ensuring  that  Center  research  is  of  immediate  and  nec- 
essary use  to  the  state  and  local  transportation  agencies  and  private  organizations 
that  provide  the  match.  Many  centers  have  succeeded  in  estabUshing  some  form  of 
continuous  supporting  relationship  with  local  sponsors.  Nationally,  the  centers  par- 
ticipate fiilly  in  national  conferences  sponsored  by  such  organizations  as  TRB, 
AASHTO,  APTA,  and  many  others.  The  UTC  Program's  two  ftmding  agencies,  the 
Federal  "Transit  and  Federal  Highway  Administrations,  also  oversee  and  provide 
guidance  to  the  centers  on  their  agencies'  priorities. 

Mr.  Coleman.  What  methods  do  the  centers  use  to  transfer  the 
results  of  research  projects  to  potential  users? 
[The  information  follows:] 

The  University  Transportation  Centers  distribute  reports,  papers,  and  videotapes 
describing  their  research  and  educational  activities,  both  directly  and  through  the 
centralized  clearinghouse  maintained  by  the  Region  III  Center  at  the  Pennsylvania 
State  University.  Faculty  and  students  from  the  centers  speak  widely  at  conferences 
and  workshops.  Center  researchers  pubhsh  in  referred  joiuTials  of  the  transportation 
field.  Most  centers  offer  some  form  of  training  or  continuing  education  courses  to 
their  local  transportation  agencies  as  a  way  to  pass  on  research  results  to  targeted 
groups. 

One  of  the  distinct  technology  transfer  advantages  of  the  UTC  Program  is  its  em- 
phasis on  collaboration  with  regional  transportation  providers.  Matching  fund  spon- 
sors, who  are  often  the  primary  users  of  center  research,  serve  as  technical  monitors 
and  act  as  peer  reviewers  on  research  projects.  At  many  centers,  regional  transpor- 
tation professionals  serve  on  center  advisory  boards  or  project  selection  committees. 

TRANSPORTATION  RESEARCH  BOARD  1993  UTC  STUDY 

Mr.  Coleman.  The  Transportation  Research  Board,  in  its  1993 
study  entitled  "Measuring  Quality:  A  Review  Process  for  the  Uni- 
versity Transportation  Centers"  recommended  a  three-tier  review 
process.  The  three  tiers  were:  (1)  a  program-level  review  to  evalu- 
ate the  collective  products  of  the  UTC  program;  (2)  a  center-level 
review  to  evaluate  the  performance  of  individual  centers,  and  (3) 
a  project-level  review  to  assess  the  quality  of  individual  research 
projects  and  courses. 

What  is  RSPA's  reaction  to  the  Transportation  Research  Board's 
recommendations  for  a  three-tier  review  process?  Is  a  three-level 
review  process  needed? 

[The  information  follows:] 

RSPA  generally  supports  TRB's  recommendations,  and  review  of  the  UTC  pro- 
gram is  already  being  conducted  in  a  manner  consistent  with  the  TRB  study.  We 
agree  that  the  three-level  review  process  proposed  by  TRB  is  appropriate  to  the 
UTC  program. 
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Mr.  Coleman.  How  much  did  RSPA  pay  the  Transportation  Re- 
search Board  to  conduct  the  study? 
[The  information  follows:] 

RSPA  paid  nothing  to  TRB  to  conduct  its  study  of  the  UTC  Program  review  proc- 
ess. Funding  was  available  through  a  balance  remaining  from  an  earlier  TRB  study 
of  the  University  Transportation  centers  that  took  place  in  the  early  years  of  the 
UTC  Program  when  it  was  managed  by  the  Secretary  of  Transportation's  Office  of 
Policy. 

VOLPE  CENTER  EVALUATION  OF  UTC  PROGRAM 

Mr.  Coleman.  Why  did  RSPA  contract  with  its  Volpe  National 
Transportation  Systems  Center  to  develop  a  method  to  evaluate  the 
UTC  Program?  How  much  did  the  Volpe  Center  charge  to  develop 
this  method,  and  is  Volpe's  work  completed? 

[The  information  follows:] 

The  primary  purpose  of  RSPA's  contract  with  the  Volpe  Center  was  to  develop  a 
procedures  manual  and  a  reference  hbrary  of  all  materials  pertaining  to  grants 
management  for  the  UTC  Program  office.  The  contract  consisted  of  five  separate 
tasks.  The  Fifth  of  these  tasks  was  a  mechanism  to  assess  the  overall  effectiveness 
of  the  UTC  Program,  discussing  in  specific  terms  how  such  a  concept  as  TRB's  rec- 
ommended program-level  review  might  be  conducted.  This  task  was  added  to  the 
original  office-procedures  concept  specifically  to  take  advantage  of  the  particular  ex- 
pertise in  this  area  of  a  member  of  the  Volpe  staff  who  was  available  at  that  time. 
The  total  amount  of  the  contract  for  all  five  tasks  was  $68,500,  but  no  cost  break- 
downs were  done  among  the  five  tasks.  Work  done  under  the  contract  is  complete. 

Mr.  Coleman.  Would  RSPA  and/or  other  Department  of  Trans- 
portation staff  be  responsible  for  conducting  the  three  levels  of  re- 
view or  would  the  reviews  be  contracted  out?  If  the  reviews  are 
contracted  out,  what  is  the  estimated  cost  for  the  reviews  both  by 
individual  review  and  in  total? 

[The  information  follows:] 

As  the  UTC  Program  is  already  being  reviewed  in  a  manner  consistent  with 
TRB's  recommendations,  there  are  no  plans  to  contract  out. 

Mr.  Coleman.  Does  RSPA  intend  to  implement  the  recommended 
three-tier  review  process,  Volpe's  recommended  method,  or  some 
other  review  process?  How  does  RSPA  intend  to  use  the  informa- 
tional assessments  once  the  reviews  are  completed? 

[The  information  follows:] 

RSPA  is  already  using  the  type  of  three-tier  review  recommended  by  TRB  and 
supplemented  by  the  Volpe  Center  report.  The  information  obtained  from  this  re- 
view process  is  being  sued  to  document  the  level  of  success  in  promoting  the  piupose 
of  the  UTC  grants. 

GUIDELINES  FOR  ANNUAL  REVIEWS  OF  UTC'S 

Mr.  Coleman.  In  RSPA's  response  to  a  December  1992  audit  by 
the  Inspector  General  of  the  University  Transportation  Centers, 
RSPA  indicated  that  guidelines  for  conducting  annual  reviews  of 
the  centers  would  be  issued  by  June  1993  to  ensure  that  the  cen- 
ters comply  with  program  requirements.  Were  the  guidelines  is- 
sued and,  if  so,  how  do  these  guidelines  address  the  recommenda- 
tions of  the  Transportation  Research  Board? 

[The  information  follows:] 

An  initial  review  process  was  developed  and  used  for  the  annual  reviews  of  all 
centers  in  the  summer  of  1993  prior  to  the  continuation  of  grant  funding.  Following 
the  issuance  of  the  TRB  study  in  September  1993,  the  review  process  was  revised 
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to  make  direct  use  of  TRB's  recommendations.  This  revised  review  process  is  cur- 
rently being  used  in  the  1994  annual  reviews. 

COORDINATION  OF  DOT  UNIVERSITY  PROGRAMS 

Mr.  Coleman.  RSPA's  justifications  indicate  that  one  of  RSPA's 
accomplishments  for  fiscal  year  1994  include  developing  closer  co- 
ordination among  the  Department's  university  programs.  Why  does 
RSPA  believe  that  it  needs  to  take  the  lead  for  improving  coordina- 
tion of  university  programs  within  DOT? 

[The  information  follows:] 

RSPA's  long  established  role  within  the  Department  has  been  as  a  coordinator  of 
Department-wide  research.  Additionally,  RSPA  manages  two  major  university  re- 
search programs  funded  by  other  operating  administrations:  the  University  Trans- 
portation Centers  (UTC)  F^gram  and  the  University  Research  Institutes  Program. 
For  these  reasons,  RSPA  is  uniquely  suited  for  a  leadership  role  in  enhancing  co- 
ordination among  the  Department's  several  university  programs.  The  benefits  of 
greater  coordination  among  like  programs  has  been  amply  demonstrated  within  the 
University  Transportation  Centers  program.  Doing  the  same  at  a  Departmental 
level  wovdd  yield  the  same  benefits.  Within  the  Department,  university  program 
managers  could  learn  from  each  other  what  innovative  management  approaches  has 
proved  effective  and  whether  similar  work  was  being  supported  under  different  pro- 
grams. This  knowledge  could  be  passed  on  to  research  program  managers  within 
both  the  Department  and  the  academic  community,  thereby  expanding  the  potential 
for  creative  synergy. 

Mr.  Coleman.  How  many  university  programs  does  DOT  have 
and  what  is  the  annual  cost  of  these  programs? 
[The  information  follows:] 

RSPA  does  not  have  access  to  any  comprehensive  Departmental  listing  of  univer- 
sity programs.  To  develop  such  an  eniunerated  list  of  the  Department's  university 
programs  would  require  a  fixed  definition  of  the  terms  of  reference.  A  recent  Gen- 
eral Accounting  Office  (GAO)  audit  of  the  Department's  "university  programs"  de- 
fined the  term  to  include  very  direct  and  indirect  relationship  between  the  Depart- 
ment and  an  institution  of  higher  learning.  This  broad  definition  encompassed 
grants,  contracts  and  property  loans.  In  contrast  to  that,  an  ongoing  study  of  De- 
pEutment's  "university  programs"  which  was  chartered  by  the  Assistant  Secretary 
for  Budget  and  Programs,  limited  its  focus  to  research  activities. 

The  Department  participates  in  the  annual  National  Science  Foundation  (NSF) 
survey  of  federal  support  to  universities  and  colleges,  which  reports  obligations  by 
agency  and  recipient,  but  not  by  individual  program.  In  the  most  recent  year  for 
which  data  has  been  published,  fiscal  year  1991,  the  Department's  total  obligations 
to  universities  and  colleges  was  shown  as  $45.3  million.  Since  enactment  of  the 
Intermodal  Surface  Transportation  Efficiency  Act,  this  amount  has  increased  by  ap- 
proximately $20  miUion. 

Mr.  Coleman.  What  was  the  result  of  RSPA's  survey  of  DOTs 
university  programs? 

[The  information  follows:] 

Rather  than  engaging  in  wasteful  duplication  of  effort,  RSPA  is  awaiting  the  re- 
sults of  two  on-going  surveys  of  the  Department's  university  programs  before  pursu- 
ing initiatives  for  enhanced  intra-Departmental  coordination.  A  soon-to-be-released 
General  Accounting  Office  Audit  Report  and  an  internal  study  conducted  under  the 
auspices  of  the  Assistant  Secretary  for  Budget  and  Programs  are  both  expected  to 
yield  extremely  useful  data  and  analyses  concerning  the  Department's  broad  range 
of  relationships  with  institutions  of  higher  learning. 

Mr.  Coleman.  Please  generally  describe  what  occurred  during 
the  series  of  information  exchanges  that  RSPA  conducted  regarding 
the  university  research  programs  and  what  resulted  from  them. 

[The  information  follows:] 

While  such  dialogues  take  place  routinely  between  individuals  involved  in  manag- 
ing similar  programs,  the  formal  information  exchanges  have  not  yet  taken  place. 
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RSPA  is  deferring  action  on  this  pending  completion  of  the  previously  described  on- 
going surveys  of  university  programs. 

GLOBAL  POSITIONING  SYSTEM/RADIONAVIGATION 

Mr.  Coleman.  What  are  some  of  the  potential  civil  uses  for  the 
Global  Positioning  System? 
[The  information  follows:] 

The  Global  Positioning  System  (GPS),  because  of  its  extreme  reliability  and  accu- 
racy, has  almost  unlimited  application  potential  in  air,  space,  marine,  and  land 
navigation  as  well  as  surveying,  timing,  and  other  non-navigation  areas.  Applica- 
tions include,  but  are  not  limited  to: 

Aviation:  Oceanic  and  en  route  navigation;  non-precision  and  precision  all- 
weather  approaches;  improved  aircraft  separation  standards;  airport  surface 
traffic  management. 

Maritime  and  Waterways:  Navigation  on  the  high  seas;  all  weather  harbor 
approach  navigation;  dredging  of  harbors  and  waterways;  offshore  driUing; 
search  and  rescue. 

Highway  and  Construction:  Intelligent  Vehicle-Highway  System  operation; 
truck  fleet  management;  robotics  for  construction;  accident  location  studies. 

Railroad  and  PubUc  Transportation:  Railroad  and  bus  fleet  management;  col- 
lision avoidance. 

Emergency  Response  and  Environmental  Protection:  Ambulance,  police,  &  fire 
department  dispatch;  hazardous  materials  tracking. 

Surveying,  Weather,  Scientific,  and  Space:  High  precision  surveys  (centimeter 
accuracy);  weather  and  upper  atmospheric  research;  space  shuttle  navigation; 
monitoring  tectonic  plates. 
GPS  is  also  used  in  law  enforcement,  agriculture,  forestry,  synchronization  of  tele- 
communications, and  recreation  (boating,  hiking,  sports  events). 

Mr.  Coleman.  The  joint  DOD/DOT  Task  Force  on  GPS  rec- 
ommended that  a  joint  civil/military  management  structure  replace 
the  Department  of  Defense's  management  of  the  radio  navigation 
system.  Please  describe  the  management  structure  envisioned,  de- 
scribe dot's  role  in  such  a  structure,  and  elaborate  on  the  advan- 
tages of  such  a  structure  over  the  current  system. 

[The  information  follows:] 

The  joint  management  structure  recommended  by  the  Joint  DOD/DOT  Task  Force 
on  GPS  does  not  replace  the  DOD's  management  of  the  system.  The  recommended 
structure  realigns  the  radionavigation  organization  within  the  Department  of  Trans- 
portation to  reach  parity  between  the  two  Departments  and  establishes  a  GPS  Exec- 
utive Board  chaired  by  the  Assistant  Secretary  for  C3I  in  DOD  and  an  assistant 
secretary  in  DOT  (proposed  to  be  the  Assistant  Secretary  for  Transportation  Policy). 

The  new  structure  within  DOT  places  radionavigation  policy  and  planning  over- 
sight, including  GPS,  at  the  OST  level  for  higher  visibiUty  and  more  effective  resolu- 
tion of  GPS  issues,  that  impact  all  civil  users,  than  is  possible  with  the  current 
structure.  The  GPS  Executive  Board  will  meet  to  address  GPS  issues  that  cannot 
be  resolved  between  the  DOD  POS/NAV  Executive  Committee  and  DOT's  POS/NAV 
Executive  Committee  (which  will  be  restructure  from  the  current  DOT  Navigation 
Council).  No  high  level  means  of  resolving  GPS  issues  effectively  between  the  two 
Departments  exists  in  the  current  DOD/DOT  structure. 

Mr.  Coleman.  How  would  input  from  the  private-sector  partici- 
pants who  might  use  radio  navigation  for  transportation  and  other 
activities  be  addressed  under  the  recommended  management  struc- 
ture? 

[The  information  follows:] 

The  joint  management  structiu-e  recommended  by  the  Joint  Task  Force  on  GPS 
includes  a  GPS  Interagency  Advisory  Council  and  the  current  Civil  GPS  Service 
Interface  Committee  (GPSIC)  to  provide  civil  input  to  the  joint  management  struc- 
ture through  the  two  Departments'  POS/NAV  Executive  Committees.  The  Inter- 
agency Advisory  Council  would  be  composed  of  Federal  agency  representatives  only 
whereas  the  GPSIC  would  include  representatives  form  both  the  public  and  private 
sectors,  including  international  representation. 
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Mr.  Coleman.  What  additional  initiatives  might  be  needed  to  en- 
hance acceptance  of  GPS  by  those  foreign  governments  who  fear  a 
system  under  the  control  of  the  U.S.  Military? 

[The  information  follows:] 

The  U.S.  has  ah-eady  provided,  in  the  Federal  Radionavigation  Plan  (FRP),  assur- 
ance that  civil  users  worldwide  may  rely  upon  the  availability  of  GPS  signals  and 
services  at  specified  levels.  Only  the  President  could  direct  that  GPS  signals  be  de- 
graded during  a  dire  national  emergency.  Nevertheless,  reservations  regarding  GPS 
availability  continue  to  arise  in  international  circles  despite  assurances  provided  in 
FRP  policy  statements.  Additional  assurance  may  be  necessary  to  mitigate  foreign 
concerns.  According  to  the  Joint  Task  Force  Report  on  GPS,  one  possible  assurance 
is  in  the  form  of  a  Presidential  proclamation  that  GPS-SPS  will  be  provided  on  a 
worldwide  basis  for  peaceful  purposes. 

Some  additional  options  may  be  to: 

Codify  GPS  policies,  published  in  the  FRP,  into  law. 

Propose  treaties  with  interested  governments. 

Develop  memoranda  of  agreement  with  international  organizations  or  interested 
nations. 

Mr,  Coleman.  What  are  some  of  the  other  major  outstanding 
policy  issues  regarding  the  civil  use  of  GPS  that  still  must  be  re- 
solved? 

[The  information  follows:] 

Besides  the  issues  regarding  management  of  GPS  and  international  acceptance, 
the  Joint  Task  Force  on  GPS  identified  five  other  core  issues  for  resolution.  These 
issues  are: 

Funding — How  can  budgeting  and  financing  be  structured  to  ensure 
sustainment  of  GPS  services? 

Accuracy — How  can  the  accuracy  of  the  GPS  Standard  Positioning  Service  be 
improved  to  provide  operationally  and  economically  effective  solutions  to  exist- 
ing and  potential  civil  POS/NAV  reqviirements  and  needs  without  compromising 
national  security? 

Integrity  and  Availability — How  can  the  integrity  and  availability  of  GPS  be 
improved  to  provide  operationally  and  economically  effective  solutions  to  exist- 
ing and  potential  futvu-e  civil  requirements  and  needs  without  compromising  na- 
tional seciuity? 

Regulation  of  GPS  augmentations — To  what  extent  should  the  Federal  Gov- 
ernment; 1)  centralize  development  and  operation  of  government-provided  GPS 
argumentations  (such  as  differential  GPS);  and  2)  regulate  GPS  augmentations 
developed  by  U.S.  private  sector  companies  or  organizations? 

Spoofing  and  jamming — What  actions,  if  any,  should  be  taken  to  counter  the 
threat  of  jamming  (user  receives  false  information  GPS  signals? 
All  of  the  above  issues  will  be  addressed  by  the  new  joint  DOD/DOT  management 
stru.ctur6 . 

At  the  recommendation  of  the  Joint  Task  Force  on  GPS,  a  study  is  underway, 
with  participation  from  DOT,  DOD,  and  DOC  that  is  examining  ways  to  augment 
(or  enhance)  GPS  to  meet  the  accuracy,  integrity  and  availability  needs  of  all  civil 
user  needs.  The  FAA  is  ciurently  studying  the  impact  of  jamming  and  spoofing  on 
civil  aviation  safety. 

Mr.  Coleman.  What  progress  has  been  made  in  determining  how 
the  costs  to  operate  and  maintain  GPS  will  be  borne  between  mili- 
tary and  civil  users. 

[The  information  follows:] 

In  the  current  situation,  as  described  by  the  Joint  Task  Force  Report  on  GPS, 
DOD  operates  and  maintains  GPS  through  appropriated  funds,  with  additional 
funds  provided  by  DOE  for  some  payloads.  Federal  civil  agencies  are  responsible  for 
budgeting  or  providing  resources  to  modify  or  enhance  the  capabilities  of  GPS  to 
meet  unique  civil  requirements. 

The  Joint  Task  Force  on  GPS  recommended  that  the  current  situation  is  sufficient 
to  ensure  sustainment  of  GPS  services;  however,  the  Joint  Task  Force  also  rec- 
ommended that  the  new  joint  DOD/DOT  management  consider  developing  a  com- 
prehensive legislative  proposal  for  implementation  as  early  as  FY97  that  woiild  ad- 
dress cost  recovery  allocation  among  user  groups,  provide  for  expanded  cost  recovery 
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through  indirect  fees  or  contributions,  and  provide  a  revolving  fund  structure  to  fa- 
cihtate  financial  management  of  GPS. 

JOINT  civic/military  CONTROL  OF  GPS 

Mr.  Coleman.  What  legislative  proposals  might  be  necessary  to 
implement  joint  civil/military  control  of  GPS? 
[The  information  follows:] 

DOD  and  DOT  have  demonstrated  excellent  cooperation  in  joint  radionavigation 
planning  since  the  INMARSAT  Act  of  1978  directea  that  the  two  Departments  work 
together  to  produced  a  coniprehensive  radionavigation  plan  that  wovdd  address  both 
military  and  civil  needs.  Consequently  DOD  and  DOT  have  jointly  produced  the 
Federal  Radionavigation  Plan  (FRP)  biennially  since  the  first  edition  in  1980.  Since 
then,  several  memorandum  of  agreement  between  DOD  and  DOT  define  cooperation 
on  the  civil  use  of  GPS. 

Despite  excellent  cooperation  between  DOD  and  DOT  to  date,  the  two  Depart- 
ments realized  that  the  current  GPS  management  structure  was  not  adequate  to 
satisfy  civil  needs;  therefore  the  Joint  Task  Force  on  GPS  was  estabUshea  to  ad- 
dress this  issue.  We  believe  that  the  joint  management  structure  recommended  in 
the  Joint  Task  Force  report  will  meet  the  needs  of  civil  users  while  maintaining  na- 
tional security  and  the  warfighting  capabilities  of  GPS.  We  are  confident  that  this 
new  management  structure,  given  a  chance,  will  succeed,  and  therefore,  do  not  rec- 
ommend any  legislative  proposals  to  implement  joint  civil/mihtary  control  of  GPS. 

COORDINATION  OF  RADIONAVIGATION  EFFORTS 

Mr.  Coleman.  Both  the  Coast  Guard  and  FAA  have  extensive  ef- 
forts under  way  in  the  area  of  satellites  and  radio  navigation.  In 
RSPA's  capacity  for  coordinating  radio  navigation  efforts,  what  ac- 
tions have  you  undertaken  to  ensure  that  these  two  operating  ad- 
ministrations take  a  unified  approach  to  incorporating  this  tech- 
nology into  their  operations? 

[The  information  follows:] 

RSPA  initiated  several  DOT  Navigation  Council  meetings  in  late  1992  and  early 
1993  to  address  the  rapidly  developing  GPS  technology  and  the  need  for  the  DOT 
modal  agencies  to  understand  individual  programs  in  an  effort  to  eliminate  unneces- 
sary duplication.  RSPA  also  coordinated  the  Joint  DOD/DOT  Task  Force  effort  in 
1993  to  address  issues  such  as  joint  management  of  GPS  and  consoUdation  of  modal 
agency  efforts  to  implement  GPS  technology  for  civil  appUcations.  One  of  the  rec- 
ommendations of  the  Joint  Task  Force  Report  is  to  conduct  a  study  to  determine 
the  optimum  national  differential  GPS  network  to  satisfy  all  civil  needs.  This  study 
is  currently  underway,  with  participation  from  DOT,  DOD,  and  DOC,  and  a  report 
is  expected  by  the  end  of  September,  1994. 

Mr.  Coleman.  The  conference  report  on  the  fiscal  year  1994 
Transportation  Appropriations  Act  directs  that  the  cost  of  develop- 
ing the  1994  Federal  Radionavigation  Plan  be  shared  by  the  modal 
administrations  based  on  the  Secretary's  assessment  of  the  primary 
civil  users  of  the  Global  Positioning  System.  Please  indicate  how 
this  directive  has  been  implemented  and  describe  the  resultant 
cost-sharing  plan. 

[The  information  follows:] 

RSPA's  understanding  is  that  the  $175K  appropriated  for  radionavigation  plan- 
ning and  pubUcation  of  the  FRP  is  core  funding,  and  costs  in  excess  of  that  amount 
must  be  cost  shared  by  the  other  DOT  modal  agencies  based  on  primary  civil  users 
of  GPS.  Discussions  have  been  initiated  at  the  working  level  regarding  the  percent- 
age each  mode  should  contribute  to  development  of  the  FRP.  The  cost-sharing  plan 
is  currently  being  developed,  and  it  is  expected  that  the  final  plan  will  put  the 
heaviest  burden  on  the  Federal  Aviation  Administration,  the  Coast  Guard,  and  the 
Federal  Highway  Administration  at  approximately  75%  of  the  cost,  with  the  remain- 
ing 25%  being  shared  between  the  Maritime  Administration,  the  Federal  Transit 
A&iinistration,  the  Federal  Railroad  Administration,  and  the  National  Highway 
Traffic  Safety  Administration. 
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Mr.  Coleman.  In  fiscal  year  1994,  RSPA  received  $175,000  for 
the  development  of  the  1994  FRP.  Why  are  you  requesting  another 
$200,000  in  fiscal  year  1995  for  publication  of  the  1994  FRP  when 
these  funds  were  provided  in  fiscal  year  1994? 

[The  information  follows:] 

Radionavigation  planning  is  a  continuous  process  and  does  not  stop  between  pub- 
lication of  each  edition  of  the  FRP.  Planning  begins  immediately  to  develop  the  next 
edition  of  the  plan.  The  1994  FRP  will  be  published  in  December,  1994  (FY- 1995), 
and  5,000  copies  will  be  distributed  to  both  the  public  and  private  sectors.  Some  of 
the  $200K  requested  in  FY- 1995  may  go  towards  printing  and  distribution,  but  the 
primary  use  of  the  $200K  is  to  provide  technical  support  in  the  process  of  developing 
the  next  edition  (1996)  of  the  FRP. 

Planning  for  the  1996  FRP  will  include  necessary  interactions  with  the  various 
user  group  constituencies.  This  will  involve  FRP  working  group  meetings  with  DOD 
and  joint  planning  and  execution  with  FAA,  Coast  Guard,  and  FHWA  of  three  or 
more  user  conferences.  The  conferences  will  focus  on  the  identification  of  user  needs 
to  ensure  that  they  will  not  be  compromised  by  the  premature  phaseout  of  some  of 
the  land-based  radionavigation  systems  in  favor  of  GPS. 

Mr.  Coleman.  What  are  the  total  costs  of  the  DOT  liaison  posi- 
tions at  the  GPS  Joint  Program  Office  and  at  the  U.S.  Air  Force 
Space  Command,  and  what  is  RSPA's  share  of  these  costs? 

[The  information  follows:] 

The  current  plan  is  to  place  one  GS-15  level  DOT  representative  each  at  the  GPS 
Joint  Program  Office  (JPO)  and  the  U.S.  Air  Force  Space  Command 
(AFSPACECOM).  The  total  annual  cost  estimate  is  $150K  for  each  position.  The 
cost-sharing  scheme  for  the  DOT  modal  agencies  under  the  proposed  new  GPS  joint 
management  structure  has  yet  to  be  determined.  RSPA,  in  the  past,  did  cost  share 
equally  three  ways  with  the  FAA  and  Coast  Guard  for  a  Coast  Guard  billet  at  JPO 
to  represent  DOT  in  estabUshing  GPS  information  requirements  of  the  civil  user 
community.  There  is  now  a  much  broader  interest  in  GPS  among  the  modal  agen- 
cies and  it  would  be  difficult  to  specify  the  exact  amount  that  RSPA  may  be  re- 
quired to  contribute.  We  had  assumed  under  the  current  radionavigation  manage- 
ment structure  that  our  share  would  be  at  least  $30K  per  position. 

SMALL  BUSINESS  INNOVATIVE  RESEARCH  PROGRAM 

Mr.  Coleman.  How  large  is  the  Department's  Small  Business  In- 
novative Research  Program  and  how  does  this  compare  with  the 
previous  year? 

[The  information  follows:] 

The  fiscal  year  1993  DOT  Small  Business  Innovative  Research  Program  (SBIR) 
is  $5,142,000  which  is  an  increase  of  $1,983,000  over  the  fiscal  year  1992  DOT  SBIR 
Program  ($3159K). 

SBIR  PHASE  II  PROJECTS 

Mr.  Coleman.  Please  provide  a  list  of  fiscal  year  1993  SBIR 
phase  II  projects,  a  brief  explanation  of  each,  and  their  associated 
cost. 

[The  information  follows:] 
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FY  1993   Phase  II  Awards 

Phase  II  (Twenry-Four  Months  Period 

of  Performance) 

Awardee  Name/Address/Topic  Number 


Topic 
Number 


Contract 
Value 


Concorr,  Inc.  91-FH2     $299,989 

609  Carlisle  Drive 

Herndon,  VA  22070 

"Improvement  in  the  Graphite 

Reference  Cell  for  Reinforced  Concrete" 

(The  goal  is  to  optimize  the  performance  of  the  modified  graphite 
electrodes  to  the  point  that  they  can  be  successfully  used  to 
monitor  and  control  cathodic  protection  systems  on  prestressed 
concrete  structures) 


Echelon  Industries,  Inc.  (M)  91-UMl    $281,000 

20681  E.  Truss  Court 
Diamond  Bar,  CA  91789 
"Advanced  Fare  Payment 
Media  for  Public  Transit" 

(The  objective  is  to  establish,  in  an  actual  demonstration,  the 
operational  effectiveness  of  the  advanced  fare  payment  media, 
combined  with  vehicle  location  technologies  and  management 
reporting  systems) 


Exodyne  Technologies,  Inc. 

P.O.  Box  121008 

Ft.  Worth,  TX  76121-1008 

"Low  Cost  Guard  Rail  End  Treatment" 


91-FH4 


$299,853 


(The  proposed  project  is  based  on  a  comprehensive  feasibility 
demonstration  in  which  the  major  technical  components  of  the 
design  are  tested.  The  end  treatment  design  operates  in  the 
principles  of  conservation  of  momentum) 

Science  Research  Laboratory,  Inc.  (M)         92-FA7     $272,682 
15  Ward  Street 
Somerville,  MA  02143 
"Detection  of  Explosive 
Vapor  at  the  PPT  Level" 

(The  goal  is  to  develop  a  new  approach  to  the  detection  of 
explosives  vapor  based  on  a  laser  interferometric  calorimetry 
technique) 
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Systems  Control  Technology,  Inc.  90-FA4    $276,467 

2300  Geng  Road 
Palo  Alto,  CA  94303 
"Turbine  Engine  Rotor  System 
Failure  Prediction  and  Prevention" 

(The  objective  is  to  produce  a  demonstration  Turbine  Engine 
Diagnostic  (TED)  system  that  will  extend  the  prototype  system 
into  a  large  commercial  airline  scenario) 

Sippican,  Inc.  91-CG     $295,034 

7  Barnabas  Road 

Marion,  MA  02738-1499 

"Air  Deployable  Self-Locating 

Surface  Drifting  Buoy" 

(A  modular  drift  buoy  concept  will  be  the  basis  for  buoy  use  by  a 
broad  range  of  customers,  through  an  interchangeable  position 
locator,  data  uplink  and  power  supply  modules  within  the  buoy,  in 
combination  with  a  software  adaptive  microcontroller) 


(N)  Denotes  Minority  and  Disadvantaged 


! 
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/  SBIR  RESEARCH  TOPICS 

Mr.  Coleman.  Please  provide  a  listing,  by  modal  administration 
or  subject  area,  of  SBIR  research  topics  for  fiscal  year  1994. 
[The  information  follows:] 
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OFFICE  OF  THE  SECRETARY  ' 

1.    Commercial  Space  Launch  Frequency  Requirements 
FEDERAL  AVIATION  ADMINISTRATION 
Aircraft  Safety 

1.  Effectiveness  of  Fire  Retardant  Chemicals  at  Elevated 
Temperatures  , 

2 .  Hybrid  Fire  Extinguishing  Concepts 

3.  Fire   Resistant   Thermoplastics   for   Aircraft   Cabin 
Interiors 

4.  Biosensors  for  Aircraft  Smoke  Detection 

5.  Raman  Fiber-Optic  Cure  Monitoring  System  for  Polymer 
Composites 

6.  Nondestructive  Inspection  (NDI)  of  Aging  Aircraft 

7.  Improved  Life  Preservers  for  Aircraft 

8.  Improved  Emergency  Evacuation  Slides  for  Aircraft 
Aviation  Security 

9 .  X-Ray  Sources 

10.  Gamma-Ray  Detector  Materials 

11.  Gamma-Ray  Sources 

12 .  Luggage  Materials  Database 

13.  Concepts  in  Incendiary  Detection 

14.  Effects  of  X-Rays  on  Film  and  Magnetic  Recording  Material 
Human  Factors 

15.  Assessment  of  Airman  Cognitive  Rehearsal  on  Time  to 
Regain  Flight  Proficiencies 

16.  Correlation  of  Failures  on  Written/Practical  Tests  to 
Potential  Involvement  in  Accidents/ Incidents/ Violations 
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FEDERAL  HIGHWAY  ADMINISTRATION 
Traffic 

1.  Integrated  Traffic  Data  Input  Software 

2.  Computerization  of  Highway  Routing  Designation  for 
Hazardous  Materials 

3 .  On  Board  Weigh-in-Motion  System 

4.  Vehicle  Axle  Detectors 
Hydraulics 

5.  Positioning  System 
Intermodal  Transportation 

6.  Comprehensive  Intermodal  Freight  Transportation  Visual 
Database 

Highway  Safety 

7.  Roadway  Visibility  Sensor 
FEDERAL  TRANSIT  ADMINISTRATION 

1.  Geographic  Information  System  (GIS)  Transit  Applications 

2.  Computerized  Applications  for  Transit  Operations  and 
Scheduling 

3.  Applications  of  Bar  Coding  Technology  to  Transit 

4.  Transit  System  Computer  Simulation  Models 
MARITIME  ADMINISTRATION 

1.   Advanced  Ship  Technology  and  Intermodal  Operations 
NATIONAL  HIGHWAY  TRAFFIC  SAFETY  ADMINISTRATION 
Crashworthiness 

1.  Advanced  Restraint  Systems 
Emergency  Medical  Services 

2.  Emergency  Medical  Services  Simulation  Model 

FEDERAL  RAILROAD  ADMINISTRATION  (FRA) 

1.    Determining  the  Intergrity  of  Insulation-  and  Lining-covered 
Welds  of  Tank  Cars 
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VOLPE  CENTER — PLANS/DEVELOPMENT 

Mr.  Coleman.  Last  month,  the  Department  submitted  a  report 
on  proposals  under  consideration  that  would  affect  the  Volpe  Cen- 
ter's programs  and  site  in  Cambridge,  Massachusetts.  Would  you 
summarize  for  us  the  four  proposals  identified  in  the  report? 

[The  information  follows:] 

The  Volpe  National  Transportation  Systems  Center  (Volpe  Center)  is  located  in 
Cambridge,  Massachusetts  on  14.2  acres  of  land  of  which  only  half  is  intensively  uti- 
lized. Four  options  under  consideration  for  future  development  of  the  remainder  of 
the  site  are: 

(1)  Affordable  housing — ^This  option,  introduced  by  legislation  submitted  by  Rep- 
resentative Kennedy,  cSls  for  the  development  of  low  and  moderate  income  housing 
on  the  site. 

(2)  Transportation  and  Logistics  Training  Complex — ^To  better  accommodate  the 
Volpe  Center's  current  level  ($7M/FY  93)  of  training  for  its  sponsors  and  respond 
to  ftiture  demand,  the  Center  is  exploring  the  establishment  of  an  on-site  training 
center. 

(3)  Convention  Center — In  order  to  stimulate  economic  activity,  generate  taxes  and 
jobs  in  the  East  Cambridge  area,  Cambridge  Mayor  Kenneth  Reeves  has  proposed 
the  Center  as  a  possible  site  for  a  mid-sized  convention  center. 

(4)  International  Intermodal  Transportation  Institute — ^UMass  President  Michael 
Hooker  proposed  the  establishment  of  this  Institute  on  the  Volpe  site  to  serve  as 
both  a  focal  point  for  the  research  and  analysis  of  transportation  policy  issues  as 
a  forum  for  conferences,  seminars  and  training  events  in  the  transportation  arena. 

Mr.  Coleman.  The  report  indicates  that  further  planning  for  the 
Volpe  Center  will  await  the  confirmation  of  a  permanent  RSPA  Ad- 
ministrator. Some  options,  however,  clearly  appear  to  be  more  fea- 
sible than  others. 

Which  options  are  under  active  consideration  and  which  options 
do  you  believe  would  most  advance  the  Volpe  Center's  mission  to 
serve  as  a  national  transportation  system's  resource? 

[The  information  follows:] 

During  the  100th  and  101st  Congresses,  Representative  Kennedy  introduced  legis- 
lation to  require  the  Department  of  Transportation  (DOT)  to  convey  half  of  the 
Volpe  Center  site  to  the  Cambridge  Redevelopment  Authority  for  construction  of 
housing  and  related  uses.  The  Kennedy  land  conveyance  legislation  was  not  intro- 
duced in  the  102nd  Congress,  nor  has  it  been  introduced  in  the  103rd  Congress.  In 
order  to  stimulate  economic  activity,  generate  tax  revenues,  and  employ  neighboring 
residents,  the  Mayor  of  Cambridge  proposed  the  siting  of  a  mid-sized  convention 
center  in  the  East  Cambridge  area.  One  possible  site  mentioned  was  the  Volpe  Cen- 
ter. A  convention  center  could  offer  significant  advantages  to  the  Volpe  Center  in 
conducting  conferences,  seminars,  and  coUoquia.  In  FY  1993,  the  Volpe  Center  con- 
ducted approximately  $7  million  of  training  in  such  crosscutting  areas  as  global 
competitiveness,  himian  factors,  and  the  environment.  Continued  growth  in  this 
area  is  constrained  by  a  fixed  personnel  ceiling  and  lack  of  an  appropriate  meeting 
facility.  To  better  accommodate  training  and  to  meet  fiitxu^  increased  demand,  \he 
Center  has  been  exploring  the  establishment  of  a  transportation  and  logistics  train- 
ing complex  on  the  site.  In  a  letter  to  Representative  Kennedy,  Dr.  Michael  Hooker, 
President  of  the  University  of  Massachusetts,  proposed  the  establishment  of  an 
"International  Intermodal  Transportation  Institute"  on  the  Volpe  Center  site  that 
would  serve  as  both  a  focal  point  for  the  research  and  analysis  of  major  transpor- 
tation issues  and  provide  a  bridge  between  academia  and  the  public  and  private  sec- 
tors. The  establishment  of  either  a  transportation  and  logistics  training  center  or 
the  establishment  of  a  joint  UMassA^olpe  Center  transportation  institute  would  be 
most  closely  related  to  die  Center's  mission. 

Mr.    Coleman.    What    specific    federal    objectives    should    be 
achieved  through  additional  development  of  the  Volpe  Center  site? 
[The  information  follows:] 

The  Volpe  Center's  role  in  meeting  and  anticipating  transportation  needs  of  na- 
tional and  international  significance  continues  to  evolve.  Currently,  the  transpor- 
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tation  community  is  faced  with  responding  to  the  requirements  of  the  Intermodal 
Surface  Transi>ortation  Efficiency  Act  of  1992,  the  Clean  Air  Act  Amendments, 
Americans  with  Disabilities  Act  and  other  legislation.  As  a  result,  much  of  the  land 
use  and  transportation  system  planning  decision-making  has  shifted  to  Uie  local 
level.  As  a  federal  resource  possessing  crosscutting  transportation  expertise,  the 
Volpe  Center  is  ideally  positioned  to  assist  the  transportation  community  in  ad- 
dressing these  needs.  This  can  be  accomplished  through  outreach  and  education  and 
through  partnerships  with  industry,  academia,  and  state,  local,  and  international 
governments. 

Mr.  Coleman.  Does  the  Department  have  a  timetable  regarding 
future  development  of  the  Volpe  site? 
[The  information  follows:] 

No,  the  Department  does  not  have  a  specific  timetable  regarding  the  futiu^  devel- 
opment of  the  Volpe  site.  It  continues  to  explore  the  four  options  discussed  pre- 
viously and  is  in  tiie  process  of  developing  some  additional  options.  In  the  mean- 
time, the  Volpe  Center  continues  to  work  with  the  City  of  Cambridge  and  the  Cam- 
bridge Redevelopment  Authority  on  local  land  use  issues  which  may  impact  the  fii- 
ture  development  of  the  site. 

VOLPE  CENTER  SITE,  PROGRAMS,  AND  RELATIONSHIPS  REPORT 

Mr.  Coleman.  Please  insert  in  the  record  a  copy  of  the  report, 
"The  Volpe  Center  Site,  Programs,  and  Relationships  with  Neigh- 
boring Academic  Institutions." 

[The  information  follows:] 
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THE  SECRETARY  OF  TRANSPORTATION 

WASHINGTON.  O.C.      20S90 


The  Honorable  Bob  Carr 

Chairman,  Subcommittee  on  Transportation 

and  Related  Agencies 
Committee  on  Appropriations 
U.  5.  House  of  Representatives 
Washington,  DC  20515 

Dear  Mr.  Chairman: 

I  am  pleased  to  forward  to  you  the  Volpe  National  Transportation 
Systems  Center  report  on  the  "Volpe  Center  Site,  Programs,  and 
Relationships  with  Neighboring  Academic  Institutions",  requested  in 
Senate  Report  102-351  that  accompanied  the  Fiscal  Year  1993 
Department  of  Transportation  Bill. 

The  Committee  Report  asked  that  the  Research  and  Special  Programs 
Administration  (RSPA)  Administrator  provide  a  report  on  all 
planning  and  proposals  under  consideration  for  the  property  housing 
the  Volpe  Center  site,  along  with  proposals  to  change  significantly 
the  Volpe  Center's  programs  and  the  Center's  relationship  with 
neighboring  academic  institutions.  The  enclosed  report  reflects 
externally  generated  ideas  for  the  future  development  of  the  Volpe 
Center  site. 

One  of  my  highest  priorities  is  to  advance  the  realization  of  the 
full  potential  of  transportation  research  and  development.  Given 
the  Volpe  Center's  basic  role  in  this  area,  any  change  to  its 
mission  or  future  development  will  reflect  this  priority.  For 
example,  the  defense  conversion  initiative  is  a  key  opportunity  for 
transportation.  In  the  Technology  Reinvestment  Project,  the 
Department  of  Transportation  is  currently  working  with  the 
Department  of  Defense,  the  Department  of  Commerce,  the  Department 
of  Energy,  the  National  Aeronautics  and  Space  Administration,  and 
the  National  Science  Foundation  on  establishing  the  most  effective 
directions  for  transportation-related  research.  The  Volpe  Center 
is  a  key  player  in  that  activity. 

An  identical  letter  has  been  sent  to  Chairman  Lautenberg. 

Sincerely, 


Federico  Pena 
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I.  Introduction 


This  report  responds  to  language  in  the  Senate  Appropriations  Committee  Rqxm  102-351 
accompanying  P.L.  102-388,  the  Department  of  Transportation  and  Related  Agencies 
Appropriations  Act,  1993.   This  document  describes  the  Volpe  Center's  growing  relatiwiship 
with  academia  and  its  outreach  to  the  transportation  community,  site  development  options 
that  have  or  are  currently  being  explored,  and  the  Center's  next  stq>s  in  determining  its 
future. 


Request  from  Congress 

The  Senate  Appropriations  Committee  requested  this  information  through  the  following 
report  language: 

In  testimorty  before  the  Committee,  RSPA  officials  pointed  out  that  much  planning  is 
underyvay  to  further  develop  the  role  of  the  Volpe  National  Transportation  Systems 
Center,  as  well  as  the  property  housing  the  center.   Proposals  under  consideration 
include  the  establishment  of  a  Department  of  Transportation  university  and  the  Volpe 
Center/Massachusetts  Institute  of  Technology  (MIT)  Human  Factors  Research  Center. 
The  Committee  requests  that  the  RSPA  Administrator  provide  a  report  to  the 
Committee  not  later  than  March  1,  1993,  on  all  planning  and  proposals  under 
consideration  for  the  property  housing  the  Volpe  Transportation  Systems  Center  site, 
as  well  as  all  proposals  to  significantly  change  the  Volpe  Center's  programs  and  the 
center's  relationship  with  neighboring  academic  institutions.  (S.  Kept.  102-351,  p. 
177) 

In  a  previous  request  (S.  Rept.  101-398,  p.  144),  the  Senate  Appnq>riations  Committee  asked 
for  a  plan  detailing  how  the  Volpe  Center  would  seek  to  become  a  more  comprehensive  and 
effective  national  transportation  R&D  center.  That  request  was  fulfilled  by  'Plan  for  the 
Future  of  the  Volpe  National  Transportation  Systems  Center,  '  provided  to  the  Committee 
October  1,  1991  (Attachment  1).  This  latest  repott  provides  an  update  of  plans  and 
proposals  for  the  Volpe  Center  site  presented  in  the  earlier  'Plan  for  the  Future'. 


n.      Enhancing  the  Center's  Mission  Through  Pn^ram  Planning 

The  Volpe  Center  will  continue  to  enhance  its  current  programs  and  relationships  with  its 
clients  in  the  Dq>artment  and  other  federal  agencies,  as  well  as  academic  institutions.  In  this 
regard,  the  Center's  business  planning  is  guided  by  four  foundatioaal  goals: 

•        Attain  the  highest  level  of  quality  and  responsiveness  in  support  of  our  clieots'  needs. 
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•  Develop  project  partnerships  into  long-term  strat^c  paitnershqn  with  clients. 

•  Anticipate  tranqwrtation  issues  and  trends  and  continuously  adjust  the  Center's 
capabilities  to  respond  to  changing  needs. 

•  Provide  an  effective  bridge  between  the  public  and  private  sectors. 

(These  goals  are  discussed  in  detail  in  Attachment  2,  a  summary  of  business  planning  at  the 
Volpe  Center.) 

The  Volpe  Center's  'Plan  for  the  Future'  provides  a  blueprint  for  die  Center's  evolving  role 
in  meeting  and  anticipating  transportation  challenges  of  national  and  international 
significance.  The  following  excerpt  from  the  plan  references  the  Center's  attention  to  the 
piioiity  of  helping  states  and  localities  address  new  and/or  mounting  tranq)ortation  issues. 

Stewardship  of  the  nation's  transportation  ir^astructure  is  shared  increasingly  with 
state,  local,  and  regional  governments.  At  the  same  time,  these  entities  must  respond 
to  transportation-related  provisions  of  the  Clean  Air  Act,  Americans  with  Disabilities 
Aa,  and  other  legislation.  In  so  doing,  they  will  have  to  deal  with  intermodal  issues 
and  impacts  of  a  technical  complexity  never  before  faced.  Developing  effective 
partnerships  with  the  private  sector  and  implementing  innovative  means  cf  financing 
also  will  call  for  further  expertise.   To  address  these  emerging  needs,  the  Center  will 
work  in  conjunction  with  regional  UMTA  (FTA),  FHWA,  and  other  DOT  offices  to 
provide  state  and  local  authorities  with  support  on  intermodal  and  technical  issues. 
('A  Plan  for  the  Future,  'p.  16,  October  1,  1991) 


Consistent  with  this  understanding,  the  Center's  planning  is  being  modified  to  further  the 
goals  of  reaching  out  to  the  tran^rtation  community  and  enhancing  tran^rtatioo  training 
and  education.  These  efforts  will  include  not  only  FTA  and  FHWA  but  also  the  Office  of  the 
Secretary  and  all  the  other  DOT  administrations.  These  HKxlificatioas  will  better  equ^>  the 
transportation  community,  particulariy  states  and  localities,  with  the  tools  and  understanding 
necessary  to  address  such  transcending  issues  as  the  effects  of  different  modes  of 
transportation  on  the  environment,  and  accessibility  to  transportation. 

As  noted  above,  recent  landmaiic  legislation,  including  the  Intermodal  Surface  Tranqwrtation 
Efficiency  Act  of  1991  (ISTEA),  has  shifted  much  of  the  land  use  and  transportation  systrai 
planning  decision-making  to  the  local  level.  Consequently,  metropolitan  planning 
organizations  (MPOs)  must  expand  their  knowledge  base  to  make  fiilly  informed  decisions 
relating  to  resource  sdlocation  and  nugor  capital  investment  By  focusing  a  larger  portion  of 
its  expolise  or  information  di^lay  tedmology  and  multimodal  transportation  training,  the 
Volpe  Center  can  play  a  central  role  in  this  endeavor. 

These  programs  planning  nKxlifications  also  complement  the  innovative  initiatives  articulated 
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by  the  Administration  in  the  President's  technology  policy,  as  well  as  the  new  course  charted 
for  the  recently  renamed  Advanced  Research  Projects  Agency  (formerly  the  Defense 
Advanced  Research  Projects  Agency). 

For  instance,  'Technology  for  America's  Economic  Growth,  A  New  Direction  to  Build 
Economic  Strength '  (Fd>Tuary  1993)  discusses  the  creation  of  a  national  network  of 
manufacturing  extension  centers,  which  are  to  be  testing  and  training  facilities  financed 
through  matching  state  and  local  funds.  The  essence  of  this  concq>t,  which,  was  proven 
successful  by  the  agricultural  extension  agent  program,  could  also  be  applied  to  greatly  assist 
in  meeting  the  burgeoning  transportation  training  demands  anticipated  by  MPOs  natirawide 
as  they  attempt  to  gn^le  with  the  aforementioned  major  new  legislative  mandates.  The 
Volpe  Center's  partnerships  with  academic  institutions  and  its  training  expotise  could 
effectively  serve  as  the  foundation  for  a  model  transportation  training  institute,  the  essence  of 
which  could  then  be  duplicated  for  local/regional  government  use  nationwide.  (This  concq>t 
is  also  discussed  in  Section  IV.) 


m.    Volpe  Center  Relationship  with  Neighboring  Academic  Institutions 

Trends  toward  increased  emphasis  on  sailed  research  and  stronger  interaction  with  user 
communities  imply  a  very  natural  and  mutually  beneficial  relationship  betweoi  the  Volpe 
Center  and  various  academic  institutions.  The  Volpe  Center  has,  since  its  incq>ti(Mi,  served 
as  a  bridge  between  the  world  of  advanced  technologies  and  the  entire  transportation 
community:  shippers,  passengers,  transportation  companies  and  authorities,  and  public 
transportation  agencies.   As  a  byproduct  of  23  years  of  performing  highly  varied  projects,  it 
has  a  rich  understanding  of  the  complex  relationship  between  advanced  technologies  and  the 
transportation  needs  of  users  and  the  marke^lace. 

The  Center  has  long  enjoyed  close  relationships  with  local  universities,  based  on  a  meshing 
of  project  needs  and  the  special  expertise  of  those  institutions.  These  have  recently  expanded 
into  collaborative  activities  going  well  beyond  direct  technical  support,  including: 

•  Establishment  of  a  naticHial  facility  at  the  Volpe  Center  for  the  ctmduct  of  studies  of 
human-machine  interacticms  in  the  context  of  transportation  system  design  and 
operation  has  been  recently  initiated  at  the  Caxta  by  means  of  a  Coopeaixve 
Research  and  Development  Agreement  (CRDA)  between  the  Volpe  Center  and  the 
Massachusetts  Institute  of  Technology  (MTT). 

•  Cosponsorsh^)  of  a  four-day  confoence  with  MTT  in  August  1992,  to  introduce  U.S. 
industry  to  business  opportunities  in  Eastern  Europe  and  the  newly-indepeodent  states 
that  formerly  comprised  the  Soviet  Union.  The  meeting  was  attended  not  only  by 
many  business  rq>resentatives,  but  by  several  ministen  of  transport  and  otiier 
governmental  officials  from  Eastern  Europe,  Russia  and  Ukraine,  and  also  by  the 
World  Bank  and  several  federal  agencies. 
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•  Participation  in  the  Tufts  University  C^tone  Project  study  on  the  development  of  a 
risk-based  methodology  to  prioritize  environmental  activities  and  projects  for  the  U.S. 
Coast  Guard.  This  successful  cooperative  effort  has  resulted  in  development  of  a 
computer  routine  that  will  assist  the  Coast  Guard,  in  establishing  the  priorities  for 
environmental  remediation  at  their  facilities. 

•  Presentation  several  times  a  year  of  a  three^y  training  course  for  the 
Dq)artment's  career  Senior  Executive  Service  managers,  'Transportation  Issues 
Seminar.'  The  Volpe  Center  serves  as  the  liaison  and  coordinator;  the  program  draws 
upon  the  resources  of  MTT  and  the  Harvard  University  John  F.  Kennedy  School  of 
Government.  The  Center  is  also  working  with  the  Komedy  School  on  projects 
concerning  the  implementation  of  the  Clean  Air  Act  Amendments,  as  well  as  a 
management  review  of  Intelligent  Vdiicle  Highway  Systems  (IVHS). 

•  Operation  of  the  Center's  very  active  cooperative  education  program,  involving  both 
undergraduate  and  graduate  students  from  across  the  nation.  Locally,  there  are  70 
students  fix>m  IS  colleges  and  universities  participating  in  this  program. 

Activities  such  as  these  have  made  clear  that  the  government  and  the  academic  world  derive 
great  mutual  value  from  joint  undertakings  which  broaden  the  knowledge  and  perspective  of 
all  parties.  Prior  Volpe  Center  collaboration  has  been  predominantly  with  private 
universities  having  a  major  research  component.  However,  in  order  to  focilitate  the  critical 
role  of  educating  professionals  who  will  provide  the  staff  and  management  of  future 
transportation  systems,  it  is  deemed  important  to  work  with  large  public  universities  that 
draw  from  the  entire  population  and  provide  a  large  fraction  of  the  graduating  labor  force. 
Realizing  these  and  other  issues  of  mutual  interest  led  to  conversations  with  the  president  of 
the  University  of  Massachusetts  (UMass),  Dr.  Michael  K.  Hooka.  This,  in  turn,  led  to  the 
Umass  concept  described  below  (option  4),  including  joint  research,  conferences,  training, 
and  interaction  with  the  transportation  community. 


rv.     Considering  Land  Use  Options  to  Further  the  Center's  Mission 

The  Volpe  Center  plays  a  unique  role  in  meeting  and  anticipating  national  transportation 
needs.  While  a  well-utilized  component  of  the  Depaitineat  of  Transportation,  the  Vo^ 
Center  responds  to  a  need  throughout  the  government  for  expertise  in  transportation  and 
logistics.  This  breadth  of  experience  helps  to  prevent  duplication  of  effort  and  resources, 
fosters  technology  transfer  to  and  from  DOT,  encourages  synergy  across  agency  boundaries, 
and  enhances  the  government's  institutional  memory  in  transportation.  In  addition,  the 
Center's  quick  response  capability  enables  decision-makns  to  set  priorities  and  determine 
policy  with  greater  efficioicy.  Tliese  factors  illustrate  a  vision  of  the  Center  that  is  focused 
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by  four  key  crosscutting  strengths: 

1.  Outreach  to  the  transportation  community  and  bridging  with  other  agencies, 

2.  'Fnmt  end"  planning  and  policy  support, 

3.  Education  and  training,  and 

4.  Helping  our  customen  to  be 'smart  buyers.' 


To  continue  to  pursue  this  vision,  the  Volpe  Center  has  been  and  continues  to  explore  options 
for  the  further  development  of  portions  of  its  real  estate. 

The  Volpe  Center  comprises  six  buildings  located  on  fourteen  acres  in  Kendall  Square, 
Cambridge,  Massachusetts.   At  the  present  time,  it  houses  approximately  1,100  federal  and 
contract  workers  in  buildings  that  occupy  about  one-half  of  the  site.  The  C^ter  adjoins  the 
campus  of  the  Massachusetts  Institute  of  Technology  and  is  situated  in  a  conununity  of 
leading  high-technology  firms  including  the  Lotus  Devel(q>ment,  Biogen,  and  Polaroid 
Corporations. 

The  Center's  buildings  were  originally  constructed  by  the  Naticmal  Aeronautics  and  Space 
Administration,  on  14.3  acres  of  land  obtained  from  the  Cambridge  Redevdopment  Authority 
(CRA),  to  be  the  nucleus  of  an  electrcMiics  research  laboratory.  NASA  discontinued  this 
activity  in  1970  and  the  site  and  facilities  were  transferred  to  the  newly-formed  Department 
of  Transportation  to  house  the  present  systems  research  capebihty.  Since  1970,  the  Kendall 
Square  area  has  undergone  large  scale  private  development  as  many  new  engineering, 
computer,  and  biological  research  and  development  organizations  have  established  facilities. 
In  addition,  the  redevelopment  authority  has  coordinated  the  establishment  of  hotel  and  retail 
businesses  to  support  the  technical  entoprises. 

Over  the  past  two  years,  the  Volpe  Center  has  had  increasing  interaction  with  the  City  of 
Cambridge  as  a  result  of  land  use  issues  relating  to  rezoning  proposals,  affordable  housing 
issues,  and  proposed  extoisions  to  the  Cambridge  Urban  Renewal  Plan.  And,  in  the  fall  of 
1992,  the  Center  began  a  community  outreach  educational  program,  known  as  the  Volpe 
TEAM  (Tutoring,  Educating,  and  Mentoring)  Effort.  Over  ten  percent  of  Volpe  Center  staff 
are  currently  involved  in  this  volunteer  program,  which  provides  assistance  to  Cambridge 
public  school  students  through  tutoring  and  mentoring,  aiul  to  adults  through  an  adult  literacy 
program.   Last  year,  the  Center  was  visited  by  the  Mayor  of  Cambridge,  city  council 
members,  the  Assistant  Superintendent  for  Schools,  the  Executive  Director  of  the  Cambridge 
Redevelopment  Authority,  school  board  members  and  ndghbortKxxl  activists.  These  visits 
provided  an  opportunity  to  acquaint  Cambridge  citizens  with  the  mission  of  die  Center  and 
for  the  Center  to  become  a  more  int^ral  part  of  the  community. 

There  have  been  a  number  of  proposals  for  use  of  the  remaining  seven  acres,  which  are  less 
intensively  developed  and  currently  used  for  the  Multimodal  Tranqxtrtation  Human  Facton 
Research  Laboratory,  parking,  and  shii^g  and  receiving.  Rqaesentative  Josegh  P. 
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Kennedy  n  had  proposed  that  the  ate  be  used  for  the  construction  of  affordable  housing  to 
serve  the  East  Cambridge  conununity.  Fonner  Secretary  Skinner,  during  a  visit  to  the 
Center  in  September  of  1989,  proposed  that  the  Center  be  devdoped  into  a  technology  park 
through  public/private  partnerships.  The  Volpe  Center  has  explored  the  possibility  of 
developing  a  transporution  and  logistics  training  complex.  The  Mayor  of  Cambridge  has 
pressed  that  the  site  be  used  for  a  convention  center  that  would  serve  the  needs  of  the 
area's  high-tech  industries,  including  the  Volpe  Center's  expanding  outreach  program.  More 
recently,  UMass  President  Hooker  has  proposed  the  establishment  of  an  International 
Intemodal  Transportation  Institute.  The  Institute,  to  be  located  on  a  portion  of  the  Center's 
site,  would  be  operated  by  the  University,  in  collaboration  widi  the  Volpe  Center.  Some  of 
these  proposals,  summarized  below,  rq>resent  an  evolution  in  exploring  potential  further 
development  of  the  site. 


(1)       Affordable  Housing  on  the  Volpe  Site 

During  the  100th  and  101st  Congresses,  Rq>resentative  Kennedy  introduced  l^slation  to 
require  the  Department  of  Transportation  to  convey  more  than  half  of  the  Volpe  Center  site 
to  the  Cambridge  Redevelopment  Authority  for  construction  of  housing  and  rdaled  uses, 
including  commercial  development,  and  to  extend  CRA  controls  on  the  remaining  property  to 
the  year  2000.  The  legislation  was  referred  to  the  House  Banking,  Finance,  aod  Urban 
Affairs  Committee;  no  hearings  were  held  in  either  Congress.  During  the  101st  Congress, 
Fonner  Secretary  Skinner  submitted  a  'views  letter*  to  the  Committee  opposing  the 
legislation. 

At  the  Department's  request,  language  was  added  to  the  FY  1991  transportation 
appropriations  bill  modifying  an  earlier  prohibition  on  dqxartmental  planning  that  might  alter 
the  Center's  federal  status.  The  new  language  permitted  planning  for  the  Center's  further 
development  as  a  federal  facility  (P.L.  101-516,  Sect.  308).  In  accordance  with  the  lifting  of 
the  planning  restrictions,  Economics  Research  Associates,  a  national  real  estate  consulting 
firm,  was  commissioned  by  the  Volpe  Center  to  conduct  a  study  of  the  development  potential 
of  the  site.  Their  June,  1991  study,  "Volpe  National  Tranqwrtation  Systems  Center 
Expansion  Analysis'  concluded  that  further  long-term  development  of  the  site  both  viable  and 
feasible  despite  current  ec(»omic  ctmditions,  zoning  and  environmental/parking 
considerations.  It  also  stated,  'This  site  ...is  not  ideal  for  housing  from  a  locational  and  land 
use  perspective  especially  in  that  housing  on  the  site  would  likdy  be  an  'island'  in  a  sea  of 
office,  industrial,  and  hotel  uses.' 

The  Kennedy  land  conveyance  l^islation  was  not  introduced  in  the  102nd  Congress,  nor  has 
yet  been  introduced  in  the  103Td  Congress.  The  Cambridge  City  Council,  however,  has 
before  them  a  council  order  requesting  the  reconveyance  of  S.8  acres  of  land  to  the 
Cambridge  Redevelopment  Authority  for  die  development  of  afTcmiable  housing.  In  die  same 
order,  it  is  also  stated  'that  the  remaining  8.5  acres  of  land  would  remain  in  Federal 
ownership  allowing  additional  building  space  and  which  would  permit  NTSC  to  expand  its 
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present  fiicilities,  to  increase  its  software  development  capabilities,  to  develop  a  training 
center  and  to  create  a  national  center  for  new  tranqwrtation  technology  and  research.' 


CZ)     Transportation  and  Logistics  Training  Complex 

The  Volpe  Center  provides  valued  technical  training  in  tranqwrtation  and  logistics  to  many 
of  its  clients.  To  better  accommodate  these  training  services  it  already  provides,  and  to  meet 
future  increased  demand,  the  Center  last  year  b^an  exploring  the  possibility  of  establishing  a 
transportation  and  logistics  training  complex  on  the  site,  maldng  available  existing  space. 

In  FY  1993,  Center  staff  conducted  approximately  $7  million  of  training  for  its  sponsors. 
To  effectively  manage  this  increasing  role  in  training,  the  Center  created  an  internal  Center 
Training  Users  Group  (CTUG).  CTUG  holds  monthly  meetings  during  which  experts  in  the 
training  field  are  brought  in  as  speakers  to  expand  the  knowledge  base  of  those  involved  in 
training.  This  area  will  continue  to  grow  as  localities  struggle  with  implementing  ISTEA, 
the  Clean  Air  Act  Amendments,  and  the  Americans  with  Disabilities  Act,  while  contending 
with  other  increasingly  complex  issues  n^arding  the  envircmment. 

Last  August,  the  Volpe  Center  jointly  hosted  with  MTT  a  seminar  on  telecommunications, 
transportation,  and  the  Newly  Indq)endent  States  of  the  former  Soviet  Union.  In  part  due  to 
this  seminar,  it  is  anticipated  that  the  Minister  of  Transport  of  the  Russian  Federation  may 
request  additional  support  firom  the  Dqxutment.   Because  of  its  unique  intermodal 
perspective,  the  Center  is  well  positioned  to  provide  multimodal  training  in  such  crosscutting 
areas  as  transportation's  impact  on  the  envinmment,  human  factors,  and  global 
competitiveness. 

Continued  growth  in  this  area  is  constrained  by  a  fixed  personnel  ceiling  and  lack  of  an 
appropriate  facility.  To  bridge  the  need  for  a  facility,  planning  is  underway  to  convert  a 
portion  of  Building  Two  (auditorium  and  personnel)  into  a  state-of-the-art  training  center. 
This  will  provide  a  locus  for  training  efforts  at  the  Center.  Planning  for  such  a  facility  is 
still  in  exploratory  stages. 


(3)     Convention  Center  on  the  Volpe  Site 

In  keq>ing  with  its  increasingly  closer  ties  to  Cambridge,  the  Center,  in  November,  1992  and 
again  in  March,  1993,  participated  in  a  forum  on  the  future  of  East  Cambridge.  Participants 
included  city  government  and  planning  officials,  developers,  local  business  rqnesentatives, 
neighborhood  activists,  and  staffers  from  Rq>resentative  Kennedy's  office.  East  Cambridge, 
though  intensively  developed  during  the  1980's,  lacks  the  around-the<lock  economic  activity 
found  in  the  nearby  Central  and  Harvard  Squares.  In  order  to  stimulate  economic  activity 
beyond  the  9-S  workday,  generate  tax  revenues  and  emjdoy  neighboring  residents,  the  Mayor 
of  Cambridge  has  proposed  the  siting  of  a  midsize  convention  center  in  the  East  Cambridge 
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area.  An  article  in  the  Boston  Giobe  stated  the  following: 

Cambridge,  after  rejecting  outright  a  'megapJex'  sports  stadium  and  convention 
center,  is  pondering  whether  a  'miniplex'  would  be  a  better  fit.  Proposed  by  Mayor 
Kenneth  Reeves,  the  idea  calls  for  a  small  convention  center  holding  up  to  2,000 
people.   Typical  of  the  gatherings  that  Harvard  and  MIT  generate.  A  committee  of  50 
has  been  named  and  the  city  says  one  possible  siu  is  federally  owned  land  behind  the 
US  Dept.  of  Transportation  building  at  Kendall  Square.  Another  could  be  University 
Park  in  Central  Square,  owned  by  MIT,  where  a  hotel  and  convention  center  has  long 
been  proposed.  ^Boston  Globe.  Januan/  25,  1993) 


(4)       International  Intermodal  Transportation  Institute 

In  a  letter  to  Representative  Kennedy,  Dr.  Michael  Hooker,  UMass  president,  proposed  die 
establishment  of  an  'International  Intermodal  Transportation  Institute'  that  would  serve  as 
both  a  focal  point  for  the  research  and  analysis  of  major  transportation  policy  issues,  as  well 
as  a  forum  for  seminars,  conferences,  and  training  events  on  these  topics.   Examples  of  such 
policy  issue  topics  include  the  promise  of  intermodal  transportation  and  obstacles  to  its 
expansion,  promising  technological  applications  to  transportaticm,  the  relationship  between 
environmental  enhancement  and  transportation  activities,  and  the  contribution  of  efficient 
transportation  to  international  competitiveness. 

Through  the  Institute,  he  proposes  that  the  University  would  collaborate  with  Volpe  Center 
staff  in  such  tasks  as  the  following:  administering  the  facility;  choosing  research  topics  and 
undertaking  the  analytical  efforts;  developing  the  curriculum  and  contents  and  providing 
instructors  and  facilitators  for  the  Institute's  conferences,  courses,  and  related  events; 
identifying  and  coordinating  the  use  of  talent  from  other  academic  institutions  in  the  region; 
disseminating  the  results  of  these  activities  in  publications  and  other  media;  and  assisting  in 
technology  transfer  and  information  sharing.  A  long-term  contractual  arrangement  between 
the  Center  and  the  University  would  formalize  the  relati(»ship. 

Dr.  Hooker  anticipates  that  the  Institute  and  its  activities  would  benefit  governmental, 
academic,  and  private  sector  organizations  throughout  the  natim  by  involving  them  in  the 
exploration  of  major  transportation  issues.  In  addition  to  these  benefits,  he  estimates  that 
establishing  the  Institute  at  the  Volpe  Center  site  would  also  generate  about  800  new  jobs 
(200  federal  and  600  other)  and  bring  an  additional  $100  million  annually  to  Massachusetts. 


V.       Evaluation  of  Options  and  Outlook  for  the  f^iture 

In  summarizing  these  various  proposals  and  their  applicability  to  furthering  the  Center's 
mission,  it  is  clear  that  these  four  q>tions  rq>resent  an  evolution  of  potential  uses  for  portions 
of  the  Volpe  Center  site,  from  relinquishing  the  land  for  non-federal  transportation  purposes 
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(i.e.  affordable  housing)  to  the  current  proposal  advocated  by  the  UMass  president. 

•  Reconveyance  for  Housing:  While  the  City  of  Cambridge  continues  its  interest  in  the 
reconveyance  of  a  portion  of  land  for  affordable  housing,  it  recognizes  the  need  and 
opportunities  for  economic  stimulus  on  the  Volpe  Center  site. 

•  Transportation  and  Logistics  Training  Complex:  This  would  provide  a  locus  for 
training  efforts  at  the  Center,  but  is  not  expected  to  satisfy  future  or  expanded  training 
needs. 

•  Cambridge  Mayor's  Recommendation  for  ConvoiticMi  Facility:  In  meeting  the 
Center's  aforementioned  goals,  a  convention  center  would  offer  significant  advantages 
to  the  Volpe  Center  in  conducting  confermces,  seminars,  and  colloquia.   In  addition, 
a  convention  center  would  further  the  Cambridge  Mayor's  desire  to  broaden  the  scope 
of  development  at  Kendall  Square. 

•  International  Intermodal  Transportation  Institute:  This  would  provide  substantial 
benefits  to  Center  programs,  particularly  in  terms  of  anticipating  transportation  issues 
and  providing  a  bridge  among  academia  and  the  public  and  private  sectors.  The 
Institute  would  therefore  be  fully  consistent  with  the  Center's  business  planning, 
which  includes  as  a  major  initiative  the  concq>t  of  an  intermodal  institute.  This 
Institute  could  also  complement  the  essence  of  the  convention  center  option  advocated 
by  the  Mayor  of  Cambridge. 

The  history  surrounding  the  issue  of  further  Volpe  Cojtcr  site  development  underscores  the 
importance  of  departmental  concurrence  and  commitment  through  the  policy  guidance  of  the 
RSPA  Adnunistrator  and  the  Secretary  of  Transportation.   Full  endorsement  and  active 
pursuit  of  any  of  these  options  should  be  deferred  until  a  permanent  RSPA  Administrator  has 
been  confirmed.  He  or  she,  in  consultation  with  the  Secretary  of  Transportation,  Members 
of  Congress,  the  government  of  the  City  of  Cambridge,  and  odiex  affected  parties,  will  arrive 
at  a  mutually  acceptable  position. 


!• 
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United  States  Department  of  Transportation 
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Working  with  or  throogh  FHWA.  UMTA.  and  other  DOT  clients,  the  Center 
would  broaden  its  mission  to  suppon  local  decision  maicing  on  intermodal 
issues.  It  would  develop  and  disseminate  the  analytic  tools  and  "know-how" 
needed  to  deal  with  local  transportation  issues  arising  from  recent 
amendments  to  the  Gean  Air  Act  and  from  other  Federal  legislation.  In 
response  to  increasing  globalization  of  the  economy,  the  Center  also  would 
help  to  meet  U.S.  Government  requirements  for  analytic  and  other  suppon 
with  regard  to  the  performance  of  the  international  transportation  system. 

Meeting  the  Challenges 

In  recognition  of  its  importance  within  the  transportation  community,  the 
Center  (formerly  called  the  Transportation  Systems  Center)  recently  was 
renamed  the  Volpe  National  Transponaiion  Systems  Center.  To  fulfill  its  role 
as  the  Department's  national  center  of  excellence  in  transponation  and 
logistics,  the  Center  will  foster  its  technical  capabilities  in  strategic  intermodal 
thinking  and,  in  view  of  the  interdependence  of  transportation  and  other 
national  concerns,  will  adopt  an  enhanced  global  and  integrated  approach  to 
transportation  problem  solving  for  its  clienu.  Accomplishing  these  objectives 
will  require  the  following  management  initiatives: 

Human  Resources 

The  Center's  staff  is  the  critical  element  in  extending  the  Volpe  Center's  work 
to  emerging  issue  areas  and  in  responding  to  the  needs  of  new  clients.  The 
Volpe  Center  has  proposed  to  strengthen  its  response  to  rapidly  changing 
requiremenu  for  ia  technical  capability  and  expertise  by  augmenting  its 
Federal  staff  with  limited-term  employees.  Increasing  and  decreasing  the 
number  and  the  skills  of  temporary  appointments  will  provide  the  Center  with 
the  flexibility  it  needs  to  respond  to  rapidly  changing  requirements  for 
technical  expertise. 

As  a  Federal  employer,  the  Volpe  Center  faces  severe  competition  from  the 
private  sector  for  accomplished  candidates;  at  the  same  time,  its  work  force  is 
aging,  with  many  employees  becoming  eligible  for  retirement  The  Center 
has  identified  the  following  actions  for  retaining,  retraining,  and  recruiting 
personnel: 

■  Apply  provisions  of  the  recently  enacted  Federal  Pay 
Comparability  Act,  many  of  which  are  subject  to  decision  by 
the  Office  of  Personnel  Management  or  by  the  Secretary. 

■  Establish  multiple  career  paths  for  engineers  and  other 
specialists. 
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■  Continue  development  of  the  Center's  Gateway  to  Careers  in 
Transportation  Program  to  attract  new  professional  talent  to 
the  transportation  community. 

■  Institute  a  program  for  recruiting  distinguished  transportation 
researchers  interested  in  limited-term  appointments. 

■  Strengthen  managers'  diversity  training. 

■  Extend  the  co-op  program  to  colleges  across  the  country. 

Strengthened  Management  Processes 

Intennodalism  is  the  most  significant  aspect  of  the  new  work  that  will  face  the 
Center  as  it  provides  suppon  to  DOT  operating  administrations  and  to  other 
dienu  over  the  next  5  years.  The  Center  will  need  to  bring  together  the 
wide-iviging  experiences  of  its  staff  to  transfer  knowledge  on  issues  that  are 
common  to  more  than  one  client,  to  facilitate  synergistic  solutions  to 
problems  confronting  different  modes  of  transporution,  and  to  provide  its 
clients  with  a  future  perspective  on  individual  modes  as  they  will  relate  to  the 
evolving  nnsporudon  system  as  a  whole.  To  meet  these  needs,  the  Center 
will  refine  its  management  processes  to  foster  the  transfer  of  knowledge 
across  its  many  modal  programmadc  acdvides.  Responding  to  the  growing 
awareness  of  intermodal  issues  (not  only  those  involving  interconnections  of 
two  or  more  modes,  but  also  those  dealing  with  irade-o^s  among  modes 
where  several  compete),  the  Center  will  institute  new  management  processes 
to  become  a  more  effective  agent  of  intermodal  information  exchange  among 
•11  stakeholders  in  the  ovisponation  system. 


Site  Management 


Secretary  Stinner  has  charged  the  RSPA  Administrator  with  assessing  the 
feasibility  of  converting  the  DOT-owned  land  surrounding  the  current  facility 
into  a  transportation  technology  park  in  which  the  Center  would  serve  as  the 
core  of  a  complex  of  public  and  private  organizations  engaged  in 
transportation  and  logistics  research.  In  response  to  this  request,  the  Center 
has  initiated  -  within  the  statutory  constraints  on  planning  activities  to  change 
the  Federal  sutus  -  the  preparation  of  a  site  development  plan  that  would 
include  office  space  for  additional  on-site  contractor  staff  and  specialized 
transportation  capabilities. 
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■  Increasing  emphasis  will  be  placed  on  assuring  that  public  agencies  and  private  businesses  work 
hannoniousty  together. 

Forces  for  Change 

Drunatic  changes-technological,  institutional,  social  and  economic-have  come  rapidly  in  recent  years, 
and  are  creating  strong  pressures  for  new  transporution  infrastructure  and  services.  More  directly. 
Federal  legislation  in  1990  and  1991  has  assigned  specific  roles  and  responsibilities  to  the  Department 
that  will  require  new  or  expanded  suppon  from  the  Volpe  Center  in  a  variety  of  areas.  Legislation 
and  issues  most  strongly  influencing  future  demand  for  Volpe  Center  services  are: 

■  Surface  Transportation  Legislation 

Concern  over  the  U.S.  surface  transportation  infrastructure  is  reflected  in  ISTEA  with  its  major 
thrusts  for  intermodalism,  decentralized  planning,  improved  air  quality  and  energy  efficiency, 
high  mobility,  and  effective  use  of  advanced  technology.  It  also  carries  a  growing  role  for 
state  and  local  agencies  and  the  private  sector. 

■  Environmental  Legislation  and  Societal  Concerns 

National  environmental  concerns  are  reflected  in  ISTEA,  the  Clean  Air  Act  Amendments,  the 
Oil  Pollution  Act  and  the  Aviation  Noise  Policy  Act.  Explicit  new  Departmental 
responsibilities  include  cleanup  of  DOT  operational  sites  and  will  increase  the  environmental 
support  requirements  of  all  parts  of  the  Depanment.  State  and  local  agencies  will  need 
guidance  and  technical  assistance. 

■  Public  and  Private  Financial  Constraints 

Financial  constraint  will  be  a  significant  factor  in  dealing  with  infrastructure  requirements  and 
decisions.  Cost-effectiveness  studies,  benefits  assessments,  risk  analyses  and  the  identification 
of  new  financing  mechanisms  will  be  important  parts  of  Center  work. 

■  New  Technologies 

Advanced  Technologies  such  as  maglev,  tiltrotor  aircraft,  electric  cars,  IVHS,  and  satellite- 
based  communications  and  navigation  could  offer  significant  transportation  benefits,  but  the 
practical  value  of  these  and  other  innovations  must  be  objectively  assessed,  and  the  appropriate 
roles  of  government  and  the  private  sector  in  bringing  about  technical  advances  will  need  to 
be  examined  carefully.  In  addition,  new  safety  issues  inherently  arise  as  new  technologies  are 
considered  for  deployment. 

Dramatic  advances  in  the  functional  capabilities  of  information  and  communications  technol- 
ogies are  having  a  major  effect  on  the  use,  performance  and  operation  of  transporution 
systems.  The  Center  will  have  a  key  role  in  understanding  and  shaping  these  changes. 

■  Global  Economic  and  Political  Changes 

Rapid  changes  are  through  globalization  of  the  economy,  dramatic  political  shifts,  and  changing 
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requirements  for  military  logistics.  All  have  profound  meaning  for  the  transportation  system 
and  DOT  as  it  seeks  to  fulfill  its  mission  for  fostermg  fast,  safe,  efficient  and  convenient 
transportation.  Competitiveness  of  US  industry  and  ability  to  fulfill  redefined  military  missions 
are  dependent  upon  changes  in  the  transporution  system. 


Areas  of  Planned  of  Programmatic  Emphasis  and  Change 

Each  Center  market  area  has  been  examined  on  the  basis  of  anticipated  client  and  national  associated 
with  recent  legislation  and  other  forces  for  change.  This  analysis  yields  the  following  guidelines  as 
a  framework  for  the  Center's  development  during  the  next  three  years: 

■  Increase  activities  relating  to  the  interaction  of  transportation  and  environmental  quality. 

■  Emphasize  surface  transportation  infrastructure  and  satellite-based  communication,  navigation 
and  surveillance  applications,  particularly  in  connection  with  application  of  innovative 
technology  and  management  practices. 

■  Expand  strategic  "front-end"  planning  activities,  based  on  a  broad  intermodal,  system-level 
perspective,  both  as  independent  projects  and  integral  elements  in  broader  programs. 

■  Focus  safety  and  security  efforts  on  the  potential  performance  of  advanced  transportation 
technologies  and  on  system-level  planning  and  assessment. 

■  Develop  cooperative  programs  and  technology  sharing  with  state  and  local  agencies, 
particularly  in  the  infrastructure  and  environmental  market  areas. 


M^jor  Institutional  Initiatives 

The  Voipe  Center  has  always  been  actively  involved  in  technology  sharing  and  dissemination, 
extensive  interactions  with  the  transportation  community,  and  the  collection  and  use  of  data  related 
to  all  aspects  of  transportation.  It  is  now  appropriate  to  formalize  and  expand  these  efforu  into  a 
continuing  effort  on  a  significantly  larger  scale.  Initiatives  to  institutionalize  these  cross-cutting  Volpe 
Center  functions,  which  basically  lie  outside  the  programmatic  framework  described  above,  are  central 
to  this  business  plan.  Four  major  non-programmatic  initiatives  include: 

■  Enhancement  of  the  training   and   development  of  transporution   and   logistics 
professionals  throughout  the  transportation  community. 

■  Expansion  of  outreach  activities  to  the  transportation  and  related  communities. 

■  Renewed  emphasis  on  transfer  of  technology  and  cooperation  with  the  private  sector  to 
facilitate  advances  in  productivity  and  national  competitiveness. 

■  Active  participation   in   Departmental   efforts  to  improve  the  collection,   analysis  and 
dissemination  of  transportation  data  and  statistics. 
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Qnfoine  Process  Improvements 

■  Wortcforce  Enhancement 

In  an  environment  of  continuing  change  it  is  critical  that  the  Center  be  adept  at  anticipating 
needs  and  forming  new  teams  in  emerging  areas  of  importance,  while  dissolving  existing  teams 
as  the  needs  which  generated  them  are  met.  Given  the  cross-cuttmg  nature  of  many  of  the 
Center's  tasks,  teams  will  include  individuals  having  a  wide  variety  of  knowledge,  skills  and 
experience.  In  addition  to  facilitating  rapid  and  effective  response  to  client  needs,  this 
approach  will  maximize  the  empowerment  of  each  team  member. 

Innovative  human  resource  management  and  greater  empowerment  of  staff  will  thus  be  keys 
to  steadily  improving  overall  organizational  response  and  productivity.  Special  attention  will 
be  given  to  enhancing  internal  communications  among  organizations,  across  the  Center's 
technical  community  and  between  management  and  the  working  level.  Continuing  review  of 
Voipe  Center  administrative  and  managerial  procedures  and  infrastructure  will  be  the  basis  for 
efficiency  of  virtually  all  internal  actions. 

■  Enhanced  External  Support 

Maintenance  of  Federal  technical  direction  and  expenise  is  essential.  Some  of  the  Center's 
work  involves  an  inherently  Federal  role  and  is  not  suitable  to  substantial  contractor 
participation.  Wherever  possible,  emphasis  will  be  placed  on  creating  true  Federal-contractor 
teams,  which  will  facilitate  sharing  of  information,  integration  of  efforts,  and  overall  project 
management.  A  special  effort  will  be  made  to  provide  training  and  other  support  to  assist 
Federal  personnel  in  refming  their  skills  at  managing  these  heterogeneous  teams. 

■  Ongoing  Strategic  Planning 

The  forces  affecting  Volpe  Center  clients  during  the  next  three  years  and  the  areas  in  which 
the  Center  can  work  most  effectively  can  be  discerned  relatively  clearly.  However,  in  order 
to  respond  effectively  to  a  shifting  transporution  environment,  continuing  effort  will  be  devoted 
to  assessing  the  importance  and  durability  of  current  trends  and  anticipating  future 
developments.  An  ongoing  strategic  planning  activity,  closely  linked  to  planning  activities  for 
clients,  will  provide  a  foundation  for  decisions  affecting  the  Center's  staffmg,  trainmg, 
contracting,  and  resource  allocation. 


788 


ATTACHMENT  2 


SUMMARY  OF  BUSINESS  PLANNING  AT  THE 
JOHN  A.  VOLPE  NATIONAL  TRANSPORTATION  SYSTEMS  CENTER 


Purpose 

The  following  material  presents  current  results  of  business  planning  activities  at  the  Volpe  National 
Transportation  Systems  Center.  It  describes  the  markets  the  Center  serves  and  is  expected  to  serve 
in  the  next  three  years,  the  national  and  global  trends  and  forces  that  affect  the  needs  of  its  clients  and 
therefore  define  the  work  anticipated  in  the  mid-1990's,  and  the  steps  which  will  be  taken  by  the 
Center  to  be  able  to  respond  effectively  and  to  develop  strategic  partnerships  with  its  clients. 


Volpe  Center  Goals 

This  Business  Plan  of  the  Volpe  National  Transportation  Systems  Center  is  shaped  by  and  directed 
toward  four  overall  goals: 

■  Attain  the  highest  level  of  quality  and  responsiveness  in  support  of  our  clients'  needs. 

■  Develop  project  partnerships  into  long-term  strategic  partnerships  with  clients. 

■  Anticipate  transportation  issues  and  trends  and  continuously  adjust  the  Center's  capabilities  to 
respond  to  changing  needs. 

■  Provide  an  effective  bridge  between  the  public  and  private  sectors. 

Assumptions 

This  plan  is  based  upon  six  central  assumptions: 

■  Emerging  areas  of  national  concern,  many  embodied  in  specific  major  legislation,  will 
influence  and  shape  Volpe  Center  work. 

■  The  role  of  private  sector  organizations  and  state,  local  and  non-DOT  Federal  agencies  in 
transportation  planning  will  grow. 

■  Strategic  planning  and  anticipation  of  transportation  issues  will  be  increasingly  important  to 
clients  and  the  Center. 
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I.     Introduction 

Request  from  Congress 


The  Senate  Appropriations  Committee  has  asked  the  Research  and  Special 
Programs  Adminismdon  (RSPA)  to  prepare  a  plan  for  the  future  of  the  Volpe 
National  Transportation  Systems  Center: 

As  part  of  the  1992  budget  submittal,  the  Committee  directs  RSPA 
to  include  a  plan  for  the  future  of  the  Transportation  Systems  Center. 
This  document  shall  assess  whether  TSC  should  seek  to  become  a  more 
comprehensive  and  effective  National  Transportation  R&D  Center. 
The  plan  should  specify  how  TSC  urill  change  its  mission,  functions, 
and  status  in  relation  to  national  needs  in  transportation  and 
logistics.  Consideration  should  be  given  to  how  TSC  will  handle  any 
clwnges  in  size  and  personnel  needs  and  whether  TSC  should  seek  to 
be  of  increased  use  to  FHWA  in  its  research  and  development 
programs  and  to  State  and  local  governments.  If  the  plan  calls  for  an 
expansion  of  TSC's  size  or  role,  then  the  plan  should  stipulate 
objectives  for  such  an  expansion  and  specific  milestones  for  achieving 
these  objectives.  (S.  Rep.  No.  101-398. 101st  Cong..  2nd  sess.,  144) 

As  this  plan  addresses  these  issues,  it  will  show  that  change  is  not  new  to  the 
Volpe  Center,  in  fact,  it  is  an  inherent  pan  of  its  operation.  The  Center 
anticipates  and  responds  to  national  priorities  and  supports  changing  nc;ds  by 
adapting  its  skills  and  redirecdng  its  acdvides.  By  anticipating  such  needs,  the 
Center  is  able  to  provide  dmely  suppon  on  complex  technical  issues  to  the 
Office  of  the  Secretary  (OST),  DOT  operating  administrations,  and  other 
clienu. 

Evolution  of  the  Volpe  National  Transportation  Systems  Center 

.4  Broadening  Range  of  Skills 

Over  the  past  two  decades,  the  Volpe  Center  has  broadened  its  skills  and  its 
client  base  both  inside  and  outside  the  Department  of  Transponation  (DOT). 
The  Center's  engineers,  economists,  and  analysts  have  researched,  developed, 
evaluated,  and  shared  advances  in  virtually  every  area  of  transportation, 
including  mass  transit  technologies,  air  traffic  control  concepts  and  systems, 
highway  traffic  control  and  signing,  automobile  crashworthiness  and  fuel 
economy,  railroad  safety  standards,  radionavigation  systems  for  manne 
safety,  and  hazardous  material  spills  detection  and  mitigation. 

Initially  concentrated  in  hardware  engineering,  the  Center's  expertise  has 
shifted  to  strategic  planning  and  system  development  and  integration.  This 
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muliimodal  base  of  iransponaiion  expenise  has  enabled  the  Center  to  become 
increasingly  responsive  to  its  diverse  clients.  For  example,  the  Center  plays  an 
important  role  in  support  of  DOT's  commitment  to  coordinating  the  effons  of 
the  many  agencies  and  individuals  who  shape  and  are  affected  by  national 
transponation  policy. 

With  its  diversity  and  expenise,  the  Center  is  positioned  to  facilitate  the 
public-private  exchanges  envisioned  by  DOT.  It  can  function  as  a 
transporution-cotnmuflity  meeting  place,  where  public  and  private  interests  in 
air.  rail,  sea,  highway,  pipeline,  and  mass  transit  all  work  together. 

Anricv)anng  Transportation  Issues  and  Trends 

Because  of  its  comprehensive  experience,  the  Volpe  Center  is  being  asked  by 
more  and  more  of  its  clients  to  anticipate  transportation  issues  and  identify 
trends. 

To  support  the  Secretary's  public  outreach  during  the  development  of  the 
National  Transporution  Policy,  the  Center  designed  and  conducted  seminars 
on  issues  that  cut  across  all  modes  of  transportadon.  Issues  included  the 
special  needs  of  the  transponation-disadvantaged,  transporution  and  future 
energy  requirements,  transponation  aspects  of  national  secunty.  transponation 
and  the  environment,  and  transportation  as  an  engine  of  economic  growth. 

Unique  Multimodal  Perspective 

The  Volpe  Center  is  employing  its  multimodal  perspective  to  assess  intercity 
and  other  transportation  markets  from  the  viewpoint  of  shippers,  travelers, 
and  affected  communities,  as  well  as  that  of  canien.  The  Center  also  is 
assessing  the  transponation  system's  impact  on  the  environment,  on  economic 
growth  and  competitiveness,  on  the  quality  of  life,  and  on  national  secunty. 
To  improve  the  performance  of  transportation  and  logistics  systems,  the 
Center  is  facilitating  the  transfer  and  application  of  information  and 
communications  technology.  It  supports  national  initiatives  aimed  at 
fostering  technologies  for  future  transporution  systems,  such  as  MAGLEV 
and  Intelligent  Vehicle/  Highway  Systems  (IVHS). 

Bridge  Between  Public  and  Private  Sectors 

Throughout  its  evolution,  the  Center  has  found  it  advantageous  to  develop 
infomiation  exchange  networks  among  state,  local,  private  sector,  and 
academic  entities.  Over  the  years,  this  interaction  has  been  encouraged  by  a 
series  of  transportation  colloquia  aimed  at  increasing  awareness  of  future 
transporution  needs  and  opportunities. 
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Today,  the  Volpe  Center  is  providing  a  viul  scientific  and  technological 
bridge  linking  Federal  agencies,  industry,  and  academia.  Typical  examples 
are  the  Center's  stewardship  of  DOT's  Small  Business  Innovation  Research 
(SBIR)  Program  on  behalf  of  the  operating  administrations,  and  the  Center's 
role  in  establishing  scientific  and  technological  relationships  among  operating 
administrations.  University  Transponation  Centers,  and  users  of 
transporution  research. 

A  Transportation  Training  Ground 

An  important  aspect  of  the  Volpe  Center's  interaction  with  the  transponation 
community  is  the  exchange  of  professionals.  Because  of  the  comprehensive 
nature  of  its  programs  and  its  position  on  the  leading  edge  of  !;y$tem 
developments,  the  Center  has  served  as  a  training  ground  for  future 
transponation  experts.  Recently,  the  Center  staned  a  "Gateway "  program  that 
provides  recent  graduates  and  technical  professionals  with  op[>onunities  to 
spend  up  to  4  years  working  with  multimodal  transponation  and  logistics 
systetns.  Graduates  of  this  program  will  have  the  potential  for  long-term 
transportation  careers  within  the  Center,  within  other  DOT  organizations,  or 
within  other  segments  of  the  industry. 

Positioned  to  Meet  the  Challenges  of  the  1990s 

One  of  the  central  aims  of  the  National  Transponation  Policy  announced  by 
the  President  in  February  of  1990  is  to  advance  U.S.  transponation  innovation 
and  expenise.  It  stresses  that  technology  alone  cannot  solve  today's 
transponation  problems;  rather,  what  is  needed  is  a  multimodal  approach  that 
addresses  capital  and  human  resources  as  well  as  technological  advances. 
New  partnerships  will  be  required  with  state  and  local  governments,  with 
private  industry,  and  with  academia.  At  this  point  in  its  evolution,  the  Volpe 
Center  is  positioned  to  help  its  clients  respond  to  the  challenges  embodied  in 
these  new  policy  directions. 

The  Nation  Needs  a  National  Transportation  Center 

There  is  a  clear  need  for  a  scientific  and  technical  organization  at  the  national 
level  that  views  the  transponation  system  as  an  organic  whole;  that  has  a 
systems  perspective;  and  that  serves  as  a  bridge  connecting  government, 
industry,  and  academia.  In  working  for  all  of  the  DOT  administrations.  OST. 
and  other  clients,  the  Volpe  Center  has  developed  into  a  DOT  institution  that 
can  satisfy  this  national  need. 


Plan  for  the  Future 


This  plan  describes  how  the  Volpe  Center  will  become  more  comprehensive 
and  effective  in  the  future.  As  such,  it  will  serve  as  a  foundation  for  the 
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Center's  detailed  business  planning.  Sections  Q  through  V  address  the 
Center's  mission  and  status,  growing  needs  for  technical  services,  initiatives 
to  expand  technical  capability,  and  objectives  and  milestones  for  the  Center's 
expanded  role. 

Evolving  Mission  and  Status 

Section  11  presents  the  mission,  functions,  and  status  of  the  Volpe  Center.  As 
currently  authorized,  the  Center  tnay  undertake  research,  development, 
testing,  evaluation,  and  analysis  for  a  full  range  of  public  and  private  clients. 
Until  the  mid-1980s,  this  sututory  authority  was  narrowly  applied,  and  almost 
all  of  the  Center's  effons  were  devoted  to  OST  and  the  DOT  operating 
administrations.  In  recent  years,  the  Center  has  provided  a  growing  level  of 
transponation  and  logistics  assistance  to  other  Federal  agencies. 

Growing  Demand  for  Technical  Services 

Section  III  discusses  the  changes  that  have  led  to  a  growing  demand  to  date 
for  the  Volpe  Center's  services.  Over  the  past  10  years,  the  Center's  new 
obligational  authority  (new  work)  has  increased  almost  fourfold  to  nearly 
S200  million  per  year.  There  also  has  been  a  significant  change  in  the 
Center's  client  mix  and  work  content.  During  the  next  few  years,  the  Center 
proposes  to  broaden  its  traditional  client  base  to  include  regional,  state,  and 
local  governments;  industry:  and  foreign  countries. 

Management  Initiatives  to  Expand  Technical  Capability 

Section  IV  describes  a  series  of  proposed  management  responses  to  the 
projected  growth  of  the  1990s.  Areas  under  consideration  include  flexibility 
to  "manage  to  workload";  personnel  retraining,  retention,  and  recruiting; 
increased  contractor  technical  support;  and  strengthened  management 
processes. 

Objectives  and  Milestones 

Section  V  presents  objectives  for  the  initiatives  discussed  in  Section  IV  and 
stipulates  specific  milestones  for  achieving  these  objectives. 
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II.    Mission,  Functions,  and  Status 
of  tlie  Voipe  Center 


Statutory  Basis 


The  Mission 


Since  its  esublishment  in  1970,  the  VoIpe  Center  has  been  funded  directly  by 
its  clients:  the  Center's  projects  are  therefore  tnaricet-driven.  in  that  they  are 
organized  and  staffed  in  response  to  customer  needs.  Work  at  the  Center  is 
funded  through  a  woricing  capital  fund  established  by  law.  The  Deparnnent 
of  Transportation  Act,  as  amended,  pennits  the  Center  to  serve  clients  both 
within  and  outside  the  Federal  Government: 

Amounts  in  the  fund  are  available  for  financing  the  activities  of  the 
Center,  including  research,  development,  testing,  evaluation, 
analysis,  and  related  activities  the  Secretary  of  Transportation 
approves,  for  the  Department,  other  agencies.  State  and  local 
governments,  other  public  authorities,  private  organizations,  and 
foreign  countries.  (49  U.S.C.  328(a),  1982) 

Payments  into  the  fund  from  outside  sources  can  be  authorized  by  the 
Secretary,  in  accordance  with  subsection  (d)  of  this  statute.  This  authority  has 
been  delegated  to  the  Administrator,  Research  and  Special  Programs 
Administration. 


The  Volpe  Center's  mission  and  vision  of  the  future  have  evolved  to  meet 
changing  national  priorities.  Starting  in  1970,  the  mission  was  interpreted 
rather  narrowly;  services  were  provided  alirwst  exclusively  to  DOT  operating 
administrations  and  to  OST.  In  198S,  OST  broadened  the  Center's  mission  to 
include  transporution  and  logistics  suppon  for  other  Federal  agencies  such  as 
the  Department  of  Defense  (DoD).  Environmental  Protection  Agency  (EPA), 
and  Department  of  Energy  (DOE).  Currently,  about  two  thirds  of  the 
Center's  work  supports  OST  and  the  operating  administrations.  About  a  third 
is  concerned  with  agencies  having  transportation  needs  that  the  Secretary  has 
sututory  responsibility  to  help  address. 

The  Center  is  ready  in  1991  to  further  broaden  its  scope  and  give  increased 
assistance  to  other  Federal  agencies  and  to  state  and  local  governments,  public 
authorities,  private  organizations,  and  foreign  countries.  As  before,  the 
Center  will  balance  various  areas  of  need  under  the  direction  of  the  Secretary 
of  Transportation  through  the  RSPA  Adnunistrator.  The  Center's  proposed 
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mission  sutement.  currently  under  review,  reflects  DOT's  expanding  role  in 
meeting  national  transportation  and  logistics  needs: 

In  support  of  Dqxirtmental  policy  objectives  the  Volpe  National 
Transportation  Systems  Center  shnll  anticipate  future  national, 
state,  local,  and  international  transportation  and  logistics  issues  and 
requirements,  and  respond  to  current  needs  and  priorities  in 
accordance  with  its  role  as  the  rmtional  center  of  transportation  and 
logistics  expertise. 


Functions  of  the  Voipe  Center 


To  respond  to  challenges  in  the  1990s  and  beyond  and  to  fulfill  its  role  as  the 
Depanment's  national  transporution  and  logistics  resource,  the  Volpe  Center 
performs  the  following  functions: 

■  performs  research  and  development  on  new  transportation 
technologies  for  all  elements  of  the  Department 

■  serves  all  elements  of  the  Department  as  an  independent  and 
objective  resource  for  the  study  of  critical  transportation 
issues 

■  manages  large-scale  development  programs  and  provides 
planning,  management,  and  research  assistance  for 
transportation  and  logistics  acquisitions,  assuring  that  all 
levels  of  government  are  "sman  buyers" 

■  anticipates  and  creates  an  awareness  of  regional,  national, 
and  international  transportation  and  logistics  issues,  trends, 
and  choices  to  suppon  informed  decision  making 

■  facilitates  communication  and  information  exchange  among 
industry,  academia;  and  local,  state.  Federal,  and  foreign 
governments 

■  enhances  the  development  of  nnsportation  expertise  both 
within  and  outside  government  to  enable  the  nation  to  bener 
respond  to  future  transporution  and  logistics  requirements 

■  suppmts  strategic  planning  and  policy  analysis  through 
balanced  cross-modal  assessments  of  the  transportation 
system's  future  needs,  technologies,  and  operational 
innovations 
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The  last  four  of  these  functions  represent  a  new  emphasis  for  the  Center.  In 
performing  these  services,  the  Center  has  begun  to  forge  imponani  links 
within  the  transportation  and  logistics  community,  helping  to  ensure  effective 
operation  of  all  elements. 


Status  of  the  Center 


Over  the  past  decade,  the  Center's  Federal  status  has  been  the  subject  of 
considerable  attention.  In  198S,  with  a  desire  to  increase  the  Center's 
"efficiency  and  effectiveness,"  the  Administration  proposed 
"de-Federalization."  However,  starring  with  the  fiscal  year  1985  DOT 
Appropriations  Act,  Congress  preserved  the  Center's  Federal  status  and 
precluded  DOT  from  planning  or  taking  any  action  that  might  change  it.  The 
fiscal  year  1991  Appropriations  Act  modified  this  restrictive  language, 
permitting  planning  for  the  Center's  further  development  as  a  Federal  entity. 

The  Administration's  position  is  one  of  commitment  to  the  Center. 

This  report  is  concerned  with  future  planning  for  the  Center  as  a  Federal 
entity. 
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III.  Growing  Needs  for  Voipe  Center  Services 

Changing  Client  Needs 

As  the  nation's  transponation  priorities  have  changed,  so  have  the  Center's 
clients  and  the  level  of  need  for  Center  services.  Figure  I  shows  different 
sponsors'  changing  demands  for  Center  expertise  as  indicated  by  new 
obiigational  authority. 
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FIGURE  1.  Dwnand  tor  Volp*  C*nt*r  S*rvleM 


The  figure  illusmtes  some  striking  changes  and  points  out  the  Center's 
flexibility  in  meeting  client  needs: 

■  In  fiscal  year  1 982  the  Urban  Mass  Transportation 
Administration  (UMTA)  was  the  Center's  major  sponsor. 
Four  years  later,  UMTA  shifted  its  research  and  development 
emphasis  from  advanced  system  hardware  demonstradons  to 
technical  assistance  to  local  authorities,  and,  as  a  result,  the 
agency's  requesa  for  Center  usistance  diminished 

■  As  national  attention  became  focused  on  the  needs  of  agencies 
outside  DOT,  nearly  one-third  of  the  Center's  obligations  were 
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shifted  to  solving  transportation  and  logistics  problems  for 
DoD,  EPA.  and  DOE. 

Because  of  the  need  to  modernize  the  nation's  airports  and 
airways,  the  Center's  support  to  the  Federal  Aviation 
Administration  (FAA)  grew  from  about  one-tenth  to  nearly 
one-half  of  its  work,  measured  in  obligations. 


Shifting  Worl(  Content 


Over  the  past  several  years,  the  technical  content  of  the  Center's  programs  has 
reflected  changing  client  needs  (see  Figure  2). 


FY  12 


FY  91 
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nGURE2.  Changing  Work  ContMit 


Policy  Support 


As  the  Center  has  taken  a  more  proacdve  role  at  the  request  of  its  clients  in 
creating  awareness  of  iransportadon  issues  and  trends,  it  has  increased  its 
policy  support  activides  for  informed  decision  making  and  front  end  planning. 
Examples  of  current  work  (and  clients)  are 

■     outreach  seminars  on  topics  such  as  the  role  of  transportation 
in  economic  growth  and  comperidveness.  innovative 
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infrastructure  financing,  human  factors,  and  future  needs  for 
transporution  professionals  (OST) 

■  analysis  for  major  depanmental  acquisition  decisions 
regarding  search-and-rescue-helicopter  engines,  the 
Microwave  Landing  System  (MLS),  and  the  Coast  Guard's 
buoy  tender  fleet  (OST) 

■  technical  and  economic  assessments  of  intercity  passenger 
services  such  as  the  Northeast  Corridor  and  MAGLEV  (OST, 
FRA.  UMTA) 

■  operadons  research  that  will  assist  the  Coast  Guard  in 
allocanng  resources  to  reduce  the  risk  of  oil  spills  in  major 
ports  (USCG) 

Safety  and  Security  Enhancement 

Although  the  Center's  safety  program  has  grown  over  the  yean,  during  the 
1980s  there  was  a  shift  from  laboratory  testing  (breathalizers,  flame-retardant 
materials,  new  types  of  aircraft  tiies)  to  human  factors  research  (crew  fadgue, 
informanon  overload,  cockpit  design).  In  addition,  terrorist  threats  led  clients 
to  Ttquest  that  the  Center  broaden  its  security  work  to  include  computer 
security,  electronic  surveillance,  and  perimeter  (border)  security. 

Current  safety  and  security  projects  address  such  issues  as 

■  aircrew  human  factors  and  cockpit  design  (FAA) 

■  air  traffic  controller  human  facton  and  fiiture  system  design 
(FAA) 

■  structural  analysis  and  inspection  of  aging  aircraft  (FAA) 

■  motor  vehicle  front-  and  side-impact  crashwonhiness 
(NHTSA) 

■  safety  of  European  high-speed  rail  and  MAGLEV  systems 
(FRA) 

■  computer  security  requirements  and  security  methods  for  air 
traffic  control  systems  (U.S.  Air  Force,  FAA) 

■  systems  for  detecting  and  interdicting  cross-border  airborne 
dnig  traffic  (U.S.  Customs) 
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Environmental  Preservation 

National  and  international  concerns  about  preserving  the  environment  have 
spurred  a  renewed  emphasis  on  controlling  aircraft  and  airpon  noise  and  on 
preventing  and  responding  to  oil  spills  and  other  environmental  incidents. 
Some  current  Center  programs  address 

■  noise  impacts  of  and  abatement  methods  for  rotorcraft, 
airports,  and  highways  (FAA) 

■  environmental  impacts  of  the  recently  revised  East  Coast 
Airspace  Plan  (FAA) 

■  emergency  response  management  systems  for  oil  spills  and 
other  hazardous  materials  incidents  (USCG,  RSPA.  EPA) 

Infrastructure  Modernization 

The  Center's  work  has  shifted  from  developing  new  systems  to  upgrading 
and  modernizing  existing  ones.  At  the  Federal,  state,  and  local  levels, 
pressure  has  been  growing  for  programs  needed  to  increase  highway  capacity 
and  to  maintain  and  rehabilitate  the  surface  transportation  infrastructure. 
Examples  of  such  Center  programs  are 

■  analysis  of  and  planning  for  IVHS  elements  for  highways  and 
transit  systems  (FHWA,  UMTA) 

■  rehabiliution  of  railroad  track  and  rolling  stock  at  military 
bases  and  pom  (U.S.  Aimy) 

I     systems  engineering  and  evaluation  of  ground-  and 

satellite-based  communications,  navigation,  surveillance,  and 
landing  systems  such  as  LORAN  C,  the  Global  Positioning 
System,  and  the  MLS  (FAA,  USCG.  U.S.  Air  Force) 

Management  Support  Systems 

In  recent  yean,  the  greatest  growth  in  requests  for  the  Center's  technical 
expertise  has  been  for  those  involving  the  development  of  management 
suppon  systems.  By  employing  technologies  for  information  processing, 
storage,  communications,  and  display,  such  systems  can  yield  major 
productivity  improvements  in  traffic,  logistics,  and  administrative 
managemenL  Examples  of  such  work  include 

■  real-time  nationwide  display  of  aircraft  for  improved  air 
traffic  management  (FAA) 
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■  comprehensive  analysis  of  agency  missions,  processes, 
operations,  and  system  designs  to  exploit  modem 
information-processing  and  communications  technologies 
(FHWA,  USCG.  OST,  FAA.  U.S.  Transportation  Command) 

■  application  of  geographic  information  systems  to  local, 
regional,  and  national  transporution  system  planning 
(UMTA) 

■  information  systems  architecture  and  integration  for 
transportation  and  logistics  management  (FAA,  USCG.  DoD) 

■  demonstration  of  real-time  cargo  and  vehicle  tracking  for 
military  and  civilian  uses  (such  as  hazardous  and 
time-sensitive  cargoes)  (FAA.  DoD.  Department  of 
Aghcultuie.  U.S.  Customs) 

National  Transportation  Needs  and  Changing  Constituencies 

Needs  and  Priorines 

Transporution  demand  is  driven  by  increasingly  complex  patterns  of  trade 
and  commerce.  Among  these  are  the  globalization  of  the  economy,  the  shift 
to  a  more  service-based  industry,  population  growth  in  suburban  and  rural 
areas,  and  changing  lifestyles  and  associated  mobility  needs.  Not  only  is 
transportation  influenced  by  these  panems.  but  it  plays  a  major  role  in 
shaping  them.  In  order  to  serve  its  clients,  the  Center  must  remain  on  the 
cutting  edge  of  transportation  technologies  and  must  consider  the  following 
factors  and  priorities: 

■  The  nation  continues  to  place  its  highest  priorities  on 
transporution  safety  and  security  (Aviation  Safety  and 
Capacity  Expansion  Act  of  1990,  Aviation  Security 
Improvement  Act  of  1990). 

■  The  possible  effects  of  transporution  on  global  warming, 
smog,  acid  rain,  oil  spills,  and  land  use  underscore  the 
importance  of  environmenul  preservation  (Clean  Air  Act 
Amendments  of  1990.  Oil  Pollution  Act  of  1990.  Hazardous 
Materials  Transporution  Uniform  Safety  Act  of  1990). 

■  The  increasing  average  age  of  Americans  is  changing  our 
transporution  needs.  There  is  a  mandate  to  assure 
accessibility  and  mobility  for  all  citizens,  rural  and  urban 
(Americans  with  Disabilities  Act  of  1990). 
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■  Responsibility  for  infrastructure  maintenance  and 
rehabilitation  will  continue  to  be  shared  between  the  Federal 
Government  and  state  and  local  authorities. 

■  Demand  for  freight  and  passenger  transportation  is  increasing 
and  is  likely  to  rise  even  more  with  the  development  of  a 
global  economy.  In  some  areas,  intercity  air  transportation 
and  urban/suburban  highway  systems  already  suffer  from 
severe  and  costly  congestion. 

■  Military  transportation  requirements  are  met  predominantly 
by  the  civil  sector. 

These  considerations  challenge  transportation  policy  makers  and  managers  to 
balance  complex  economic  and  efficiency  factors  with  quality-of-life 
concerns.  Collectively,  they  hold  major  implications  for  virtually  every  mode 
of  transponation. 

A/e»v  Roles  and  Responsibilities 

In  the  words  of  the  National  Transporution  Policy,  "the  Nation  faces  a  unique 
opponunity  to  address  the  challenges  of  a  changing  society  and  economy, 
new  technologies,  and  new  roles  for  the  members  of  the  transponation 
community.  To  have  the  transponation  system  we  need  for  the  future,  we 
must  recognize  new  and  diHierent  roles  for  Federal,  State,  and  local 
governments  and  incorporate  that  realignment  within  government 
transporution  programs." 

Expanding  and  restructuring  partnerships  within  the  transponation 
community  will  be  a  lengthy  and  complex  undertaking  requiring 
commitment,  adaptability,  and  creadvity.  A  new  level  of  coordinanon  and 
joint  action  must  be  reached  among  the  various  participants  ~  the  levels  of 
g(}vemment,  transportation  providers,  equipment  and  service  vendors, 
academia,  and  public-interest  organizadons.  Public-private  pannerships  show 
special  promise  for  meenng  the  needs  of  the  next  century. 

Future  National  Needs 

Changing  transportation  priorities  and  pannerships  will  create  new  needs  to 
which  the  Volpe  Center  may  be  called  upon  to  respond.  Under  policy 
guidance  from  the  Secretary  through  the  RSPA  Administrator,  the  Center  will 
direa  its  current  and  future  suppon  to 

■  OST  and  the  DOT  operadng  administrations 

■  other  Federal  agencies 
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■  sute,  local,  and  regional  authohdes 

■  foreign  governments  and  international  agencies 

■  private-sector  organizations 

Needs  of  Federal  Agencies 

In  responding  to  national  priorities,  the  operating  administrations  withm  DOT 
and  other  agencies  with  transporution  and  logistics  responsibilities  (such  as 
EPA,  DOE,  and  DoD)  face  monumental  challenges.  As  the  nation's 
transporution  system  adapts  to  changing  demographics,  economics, 
technologies,  and  strategies,  its  evolution  will  be  subject  to  the  constraints  of 
safety  and  security,  environment  and  energy,  and  mobility  and  accessibility. 
Federal  agencies  devise  and  enforce  regulations,  conduct  research  and 
development,  operate  traffic-control  and  logistics  systems,  and  provide 
stewardship  within  an  increasingly  interactive  system.  With  its  multimodal 
perspecDve  and  systems  approach,  it  is  likely  that  the  Center  will  be  called 
upon  to  meet  these  and  other  Federal  agency  needs: 

■  logisdcs  systems  design  and  development  based  on  advanced 
informadon  technologies 

■  strategic  planning  and  analysis  using  comprehensive 
databases  on  the  transporudon  system's  demands  and 
constraints 

■  business  analysis  and  planning  for  agencies'  organizations 
and  policymalcing 

■  research  fostering  the  application  of  advanced  technologies 
(such  as  low-temperature  superconductors)  to  transponation 
system  innovations 

■  analyses  of  the  impacts  of  transporudon  innovations  (such  as 
those  generabng  high  electromagnedc  fields)  on  public  health 
and  the  environment 

Along  with  these  challenges,  major  changes  will  confront  DOT  with  passage 
of  the  surface  reauthorization  legisladon.  Areas  in  which  the  Center  could 
increase  suppon  or  offer  new  services  to  DOT  include 

■  applicadon  of  change  management  techniques  to  the 
comprehensive  rethinking  of  basic  agency  missions  and  goals 
in  its  proposed  new  stewardship  role 
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I      use  of  information  technology  to  design  a  business 
information  system  consistent  with  FHWA's  new  role 

■  provision  of  advanced  electronic  system  expertise  for 
government-industry  research  on  the  proposed  IVHS 

'^eeds  of  State.  Local,  and  Regional  Authorities 

Stewardship  of  the  nation's  transportation  infrastructure  is  shared  increasingly 
with  state,  local,  and  regional  governments.  At  the  same  time,  these  entities 
must  respond  to  transponation-related  provisions  of  the  Clean  Air  Act, 
Americans  with  Disabilities  Act,  and  other  legislation.  In  so  doing,  they  will 
have  to  deal  with  intermodal  issues  and  impacts  of  a  technical  complexity 
never  before  faced.  Developing  effective  partnerships  with  the  private  sector 
and  implementing  innovative  means  of  financing  also  will  call  for  further 
expertise.  To  address  these  emerging  needs,  the  Center  will  work  in 
conjunction  with  regional  UMTA,  FHWA,  and  other  DOT  offices  to  provide 
state  and  local  authorities  with  suppon  on  intermodal  and  technical 
issues.  Areas  where  the  Center  anticipates  specific  needs  include 

■  comprehensive  data  and  technical  information  to  support 
decisions  on  alternative  investments  in  airports,  highways, 
transit,  and  intercity  rail 

■  means  for  evaluating  innovations  in  services,  management, 
and  technology 

■  planning  tools  for  locating  intermodal  facilities  and  selecting 
among  route  and  technology  options 

■  technical  tools  and  methodologies  to  ensure  that  syst*n 
improvements  conform  with  air  quality  and  other 
environmental  objectives 

■  effective  means  of  understanding  and  managing  travel 
demand  to  minimize  congestion  without  limiting  mobility 
and  access 

■  undentanding  of  ways  to  exploit  opportunities  available 
through  innovative  financing  strategies  and  through 
broadened  partnerships  with  public  and  private  agencies 


improved  capability  to  identify  and  assess  future 
transportation  issues  and  trends  and  to  take  full  advanuge  of 
information  exchange  and  technology  transfer 
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Needs  oflnxernational  Agencies  and  Foreign  Governments  ' 

The  National  Transponarion  Policy  states  that  The  Deparanent  is  in  a  unique 
position  to  learn  of  and  share  infonnation  about  innovative  transportation 
technologies  and  operations  being  developed  around  the  world.  Through  its 
cooperative  programs  with  other  countries,  the  Department  has  the 
opportunity  to  make  certain  that  the  U.S.  transponation  community  is  aware 
of  and  has  access  to  emerging  technological  advances."  A  related  goal  is  to 
demonstrate  to  the  world  the  U.S.  transponation  community's  technological 
capabilides.  This  would  foster  the  transfer  of  technology  to  developing 
countries  and  help  U.S.  firms  compete  for  business  in  foreign  maricets. 

Needs  associated  with  these  aims  are  for  the  following: 

■  bener  awareness  and  detailed  assessments  of  technical  and 
operadonal  developments  abroad,  including  their  potendal 
relevance  and  value  in  U.S.  applicadons 

■  effective  exchange  programs  involving  U.S.  and  foreign 
transportation  experts,  both  public  and  private 

■  fonims  for  information  exchange  such  as  international 
technology-oansfer  centers 

Working  for  and  through  OST  and  the  international  ofTices  of  the  DOT 
administrations,  the  Center  can  faciliute  information  exchange  and 
technology  sharing  with  the  worldwide  transportation  community. 

Needs  of  Private-Sector  Organizations 

Calling  for  the  advancement  of  U.S.  transportation  technology  and  expertise, 
the  National  Transportation  Policy  emphasizes  the  importance  of  innovative 
appmtches.  New  technologies  and  managerial  techniques  with  potential 
relevance  to  transportation  are  becoming  available  at  an  increasing  rate,  and 
the  Center  can  be  instrumental  in  developing  or  implementing  many  of  them. 
Therefore,  there  are  numerous  areas  in  which  the  Department  could  respond 
to  private-sector  needs  in  conjunction  with  the  Center 

■  Merged  data  acquired  by  the  government  from  multiple 
sources  (organized  for  specific  public  purposes  and  validated 
and  refined  as  appropriate)  can  have  a  value  far  beyond  that 
of  the  individual  data  sets. 

■  Technology  assessments  and  visions  of  future  national 
transportation  needs  and  issues  can  be  made  more  useful  to 
U.S.  industry. 
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Commercialiiarion  of  govcmment-sponsored  research  results 
can  be  accelerated  by  stronger  technology  transfer  programs 
and  joint  government-industry  enterprises. 


As  discussed  previously,  over  the  course  of  the  Center's  history  there  have 
been  major  shifts  in  customer  mix  (Figure  1)  and  in  work  content  (Figure  2). 
Moreover,  the  past  9  fiscal  years  have  witnessed  a  fourfold  increase  in  new 
obligational  authority,  from  about  $50  million  to  nearly  $200  million  per  year 
in  cuntnt  dollan.  Figure  3  shows  the  trends  in  constant  1982-84  dollars. 


I  In  FT  1 


FIGURE  3.  Cllantt  and  Workload  RaprtMntad  by  Naw  Obligational  Authority 
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Although  the  Center  has  undertaken  some  retraining  and  selective  recruiting, 
customers'  changing  needs  primarily  have  been  met  through  increases  in 
contnctor  staff.  Since  1982,  the  Federal  staff  has  been  held  constant  at  about 
550  full-time  equivalent  (FTE)  personnel,  while  the  combined  on-site  and 
off-site  contractor  staff  has  increased  from  about  250  to  1,000  FTE  (see 
Figure  4). 
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FIGURE  4.  Human  RtsourcM 


Center  Challenges 


As  summarized  in  this  chapter,  the  Center's  technical  work  content  and  the 
distribution  of  work  among  modes  of  transportation  have  changed 
significantly  during  the  past  decade.  Laboratory  and  field  testing  have  given 
way  to  systems  analysis,  operations  research,  economics,  and  information 
technologies.  Intermodal  and  cross-modal  work  has  grown  steadily, 
reflecting  fundamental  changes  in  the  transportation  industry.  Traffic  and 
logistics  management  systems  developed  at  the  Center  are  already  in 
operation  and  now  routinely  handle  volumes  of  dau  that  were  inconceivable 
10  years  ago.  The  volume  of  work  in  suppon  of  the  FAA's  air  traffic  control 
system  is  now  greater  than  the  Center's  total  program  of  the  eaiiy  1980s. 
Gearly,  the  character  of  the  Center  has  changed  in  keeping  with  the  needs  of 
the  Department  of  which  it  is  a  part. 
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The  Center  looks  to  a  future  in  which  national  priorities  include  intemauonal 
economic  competitiveness,  diversity,  rebuilding  the  infrastnictuie. 
public/private  cooperation  and  partnerships,  innovadve  financing,  renewed 
technological  leadership,  and  reallocadons  of  Federal  and  local  government 
responsibilities. 
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IV.  Management  Initiatives 


It  is  the  Center's  objective  to  adjust  iu  stifT  leiourees  continually  to  meet  the 
challenges  of  the  1990s.  To  addreu  the  diversity  of  client  needs,  the  Center 
proposes  the  following  initiatives:  "managing  to  workload':  personnel 
retnining,  retention,  and  recruiting;  increased  contractor  technical  support; 
strengthened  management  processes;  and  assessing  the  need  for  future 
management  of  the  Volpe  Center  site. 


Managing  to  Workload 


Over  the  past  decade  the  Volpe  Center  has  adapted  its  skill  mix  and  total 
employment  to  match  the  changing  demands  for  its  services  primarily  by 
adjusting  the  levels  and  skills  of  its  contrector  personnel. 

In  addition  to  carrying  out  their  own  research  assignmenu.  Federal 
professionals  are  responsible  for  technical  direction  and  oversight  of  an 
increasing  number  of  contractors.  As  the  Center  moves  into  the  1990s,  there 
is  a  critical  need  to  be  able  to  respond  to  an  even  more  rapidly  changing 
technical  environment  Retraining  and  replacement  will  continue,  but  may 
not  be  sufficient  to  be  responsive  to  the  new  environment  or  to  provide 
adequate  technical  accountibility  of  contractors. 

The  Volpe  Center  has  proposed  in  FY  1992  to  ensure  its  capability  to  respond 
to  rapidly  changing  requirements  by  annuaUy  determining  and  then  adjusting 
the  appropriate  level  and  mix  of  its  Federal  staff  and  limited-teim  employees 
within  the  ovenll  employment  ceiling  for  the  Center. 

Limited  term  appointments  would  be  for  2  years  maximum,  renewable  for  2 
more  years.  Appointees  would  include  new  college  graduates,  distinguished 
senior  researchers  on  sabbatical  from  industry  or  academia,  and  experienced 
technical  professionals  wishing  to  embark  on  new  careers  in  transportation. 
Tlie  use  of  limited-term  employees  would  permit  the  Center  to  maintain  the 
number  of  full-time  permanent  employees  at  a  level  consistent  witii  the 
essential  specialties  and  professional  experiences  needed  for  the  long  term. 
Increasing  or  decreasing  the  number  and  changing  the  skill  mix  of  the 
limited-term  appointments  would  provide  the  Center  with  the  flexibility  to 
continuously  adjust  its  technical  capabilities  aitd,  at  tiie  same  time,  to  bring  a 
stream  of  new  ideas  and  professional  resources  into  the  transportation 
commujuty. 

Over  time,  aitd  subject  to  annual  review  of  staffing  requiremenu,  new 
full-time  permanent  employees  may  be  needed  to  respond  to  tiie  Center's 
changing  needs  for  critical  specialties,  to  replace  attrition  in  an  aging  work 
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force,  and  to  provide  technical  guidance  to  new  limited-term  employees  hired 
through  the  Gateway  program. 

In  parallel  with  efforts  to  introduce  a  manage-to- workload  approach,  the 
Center  will  investigate  means  to  streamline  procedures  and  to  allow  a  more 
rapid  response  to  changing  needs.  Pans  of  the  Department  of  Veterans 
Affairs,  the  Federal  Retirement  Thrift  Investment  Board,  and  certain  agencies 
of  the  DoD,  including  the  Army  Materiel  Command.  Natick  Laboratory,  have 
been  operating  under  a  flexible  ceiling  that  can  be  increased  or  decreased 
annually,  depending  on  the  level  and  nature  of  the  workload.  This  more 
general  manage-to-workload  concept  could  be  used  successfully  at  the  Volpe 
Center.  However,  many  questions  remain  to  be  addressed,  such  as  the 
assurance  of  appropriate  management  controls  and  the  steps  necessary  to 
implement  such  a  concept. 

Personnel  Retraining,  Retention,  and  Recruiting 

Management  Challenges 

A  major  factor  limiting  the  Center's  response  to  increasing  demands  for 
services  is  its  ability,  as  a  Federal  employer,  to  rapidly  locate,  acquire,  and 
assimilate  highly  qualified  people.  The  Center  is  preparing  to  address  several 
challenges: 

■  Although  operating  under  civil  service  constraints,  the  Center 
must  find  a  way  to  compete  with  industry  for  the  people  who 
will  invigorate  its  work  force  and  increase  its  diversity. 

■  Within  the  next  5  years,  more  than  one-half  of  the  Center's 
senior  technical  managers  will  become  eligible  for  retirement 
or  new  career  opponunities,  as  illustrated  in  Figure  5.  Based 
on  current  Federal  employment  experience,  about  one-third 
of  those  eligible  will  retire  in  a  given  year.  This  implies  a 
retirement  rate  over  the  next  several  yean  that  is  two  to  three 
times  what  would  normally  be  expected.  Since  most  of  these 
positions  call  for  engineering  disciplines  that  are  in  short 
supply,  there  will  be  a  clear  need  for  special  succession 
planning.  This  is  a  problem  common  in  other  Federal 
laboratories  such  as  those  at  DoD,  EPA,  and  the  National 
Aeronautics  and  Space  Administration  (NASA). 
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FIGURE  5.  Cumulatlv*  Rttlrtmcnt  Eligibility  of  M«n«g«n)«nt  SUN 


The  Center  needs  to  attract  highly  capable,  forward-thinking 
university  professors,  graduate  students,  and  interns  who 
would  be  eager  to  take  on  challenges  in  transportation  and 
logistics  research. 

The  Center  must  determine  how  best  to  apply  relevant 
portions  of  the  new  Federal  Employees  Pay  Comparability 
Act  to  its  woilc  force,  subject  to  approval  of  the  Office  of 
Personnel  Management  (0PM)  and  the  Secretary  of  DOT. 


Planned  Human  Resource  Ininatives 


The  Volpe  Center  enjoys  many  advantages  in  attracting  and  keeping  talent. 
Its  work  is  at  the  "leading  edge"  of  technology  and  is  applied  directly  to  issues 
of  national  significance.  Research  is  performed  in  a  professional  environment 
in  which  even  new  employees  can  influence  work  assignments  and  processes. 
Located  at  one  of  the  world's  leading  academic  hubs,  the  Center  can  draw 
upon  a  vast  pool  of  exceptional  talent.  The  Center  also  provides  amenities 
such  as  on-site  child  care  and  an  employee  fitness  center. 
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The  Center  will  accelerate  effons  to  recruit,  develop,  retain,  and  promote 
women,  minorities,  and  people  with  physical  disabilities.  It  will  improve 
supervisory  training,  enhance  its  orientation  program,  expand  career  planning 
and  counseling,  and  dedicate  more  resources  to  employee  development  To 
accomplish  these  goals,  the  Center  proposes  the  six  initiatives  listed  below. 
Together,  these  programs  would  make  the  Center  a  leader  in  attracting, 
developing,  and  applying  the  skills  of  an  increasingly  diverse  work  force. 

■  Pay  comparability  -  In  concen  with  other  Federal  agencies 
(such  as  NASA,  EPA,  and  DoD),  the  Center  will  assess  the 
provisions  of  the  recently  enacted  Federal  Employees  Pay 
Comparability  Act,  subject  to  the  approval  of  0PM  and  the 
Secretary.  These  provisions  are  intended  to  improve  the 
ability  to  attract  and  retain  specific  categories  of 
professionals,  including  transportation  and  logistics  expens 
of  "world-class"  repuution. 

■  Multiple  career  paths  -  The  Center  will  pursue  a  program  of 
parallel  career  paths  for  scientists,  engineers,  and  other 
transportation  specialists  to  enable  them  to  continue  as  active 
researchers  in  the  Federal  service. 

■  Gateway  program  ••  The  Center  has  instinjted  a  Gateway  to 
Careers  in  Transportation  Program  in  which  recent  college 
graduates  and  experienced  professionals  work  under 
limited-term,  noncareer  appointments.  These  individuals  will 
bring  fresh  ideas  and  knowledge  to  the  Center  while 
receiving  training  as  transporution  experts.  By  panicipating 
in  the  program,  they  will  further  their  transportation  careers 
in  the  public  or  private  sector  or  in  academia  and  will  provide 
a  recruiting  base  for  the  Department  It  is  anticipated  that 
grantees  under  the  DOT's  Univenity  Tiansponation  Centers 
Program  will  serve  as  a  major  recruiting  ground  for  this 
effort,  as  well  as  for  other  transportation  programs. 

■  Distinguished  researchers  ••  The  Center  will  develop  a 
program  to  attract  distinguished  transportation  researchers 
retiring  from  industry  or  academia  who  are  interested  in 
combining  research  leadership  with  public  service;  these 
expens  will  be  appointed  to  limited-term,  noncareer 
positions.  To  increase  interchange  of  senior  professionals, 
the  Center  also  will  employ  the  Intergovernmental  Penonnel 
Act,  the  Department's  Professional  Exchange  Program,  and 
the  Center's  Faculty  Fellows  Program. 
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Supervisory  and  management  mining  -  The  Center  will 
develop  a  comprehensive  training  program  that  addresses 
continued  diversity  management,  supervisory  and 
management  training,  and  career  development  for  core 
professional  staff. 

Co-op  program  ••  The  Center  will  continue  its  graduate  co-op 
program  and  expand  it  from  New  England  schools  to  colleges 
across  the  country. 


Increased  Contractor  Technical  Support 

On-site  Support 


Off-site  Support 


Since  its  founding  in  1970,  the  Center  has  supplemented  its  professional  staff 
with  two  on-site  contractors:  one  for  services  in  computer-supponed  analysis, 
and  the  other  for  technical  information  and  documentation  suppon.  Since 
fiscal  year  1982,  the  on-site  contractor  staff  has  grown  from  approximately 
200  to  500  employees  (Figure  4). 

Because  they  combine  the  advantages  of  private-sector  competition  with  the 
ability  to  monitor  their  performance,  on-site  contractors  have  proved  to  be  an 
economical  means  for  expanding  the  Center's  capabilities.  Preparations  to 
recompete  these  on-site  contracts,  and  possibly  to  expand  this  type  of  support, 
are  scheduled  to  begin  this  year. 


Based  on  recommendations  of  the  1986  Packard  Commission,  the  Center  has 
developed  an  innovative  and  highly  successful  Multiple  Contractor  Resource 
Base  (MCRfi).  By  providing  ready  access  to  the  private  sector's  best  skills. 
the  MCRB  has  helped  the  Center  to  accomplish  the  following: 

■  reduce  the  dme  for  compeddve  task  awards  from  18  months 
to  about  2  months 

■  increase  the  involvement  of  the  private  sector  and  expand  the 
Center's  access  to  a  wider  range  of  new  ideas 

■  maintain  compeddon  and  opporrunides  for  small  businesses 

Since  the  MCRB's  introduction  in  fiscal  year  1989,  the  number  of  off-site 
contractor  personnel  has  risen  to  about  300.  Within  the  coming  year,  the 
Center  will  begin  preparadons  to  recompete  the  MCRB  contracts:  the 
contracts'  capacity  will  be  adjusted  to  accommodate  current  and  future 
demands.  Other  contracts,  including  ''8(a)"  and  small  business  "set-asides," 
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represent  about  one-half  of  all  off-site  services  and  are  competed  for  on  an 
as-needed  basis. 

Strengthened  Management  Processes 

Intermodal  Activism 

To  take  full  advantage  of  its  wide-ranging  experience  and  unique  overview  of 
the  performance  of  the  nation's  transportation  sector,  the  Center  will 
strengthen  the  level  and  effectiveness  of  communication  aimed  at 
coordination  and  cooperation  among  its  modal  program  managers.  In  this 
way,  the  Center  will  foster  cross-fertilization  among  its  modal  programs  and 
obtain  additional  benefits  from  its  efforu.  Through  ongoing  technical 
workshops,  seminars,  and  outreach  activities,  the  Center  will  provide  a  forum 
for  the  exchange  of  information  on  intermodal  transportation  issues  and 
markets.  It  also  has  the  potential  to  serve  as  a  central  contact  point  for  other 
Federal  agencies,  for  state  and  local  governments,  and  for  private  and  other 
community  groups  with  an  interest  in  multimodal  transportation  issues. 

Total  Quality  Management 

Organizationally,  the  Center  is  shifting  from  a  hierarchy  to  a  "team"  structure 
emphasizing  accomplishment  of  project  goals  through  interoffice 
collaboration.  The  Center  is  applying  principles  and  methods  of  total  quality 
management  to  its  work,  and  within  the  past  year  has  implemented  on-site 
career  planning,  on-site  employee  counseling,  and  diversity  training. 

Facilitating  Access  to  Private-Sector  Skills 

The  Volpe  Ctnter's  concept  of  operations  is  based  on  forming 
multidisciplinary  teams  composed  of  the  best  available  public  and  private 
talent  This  necessitates  contractual  relationships  with  universities  and  with 
other  transportation  research  and  development  organizations.  The  Center  will 
identify  and  pursue  potential  working  relationships  with  leading  research 
institutions  in  transponation  and  related  fields.  Emphasis  will  be  on  using 
existing  Federal  laboratories  and  other  Federally  funded  nonprofit  institutions 
so  as  to  avoid  replicating  such  resources  at  the  Center. 
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Future  Management  of  the  Voipe  Center  Site 

Planning  Study 

Congress  has  modified  the  restriction  against  future  planning  for  the  Volpe 
Center.  DOT  now  has  the  authority  to 

...plan  for  further  development  of  theTransportatimSystemsCenter 
and  for  other  compatible  uses  of  the  Center's  real  property,  provided 
that  any  such  planning  does  not  alter  the  Federal  status  of  the 
Center's  research  and  development  operation.  (Department  of 
Transportation  and  Related  Agencies  Appropriation  Act,  1991, 
Pub.  L  No.  101-516,  Section  308) 

The  Center  has  initiated  a  study  to  identify  and  assess  alternative  development 
options  and  innovative  financing  techniques  for  uses  that  suppon  and 
complement  its  mission. 

Existing  Land  and  Buildings 

Situated  in  a  highly  renowned  academic  and  high-technology  community,  the 
Volpe  Center  comprises  six  buildings  located  on  fourteen  acres.  Figure  6 
depicts  the  Center's  government-owned  land  and  buildings.  Including 
computer  space,  the  Center  now  occupies  about  one-half  of  the  land  and 
houses  about  1,100  people,  including  Center  employees,  DOT  regional  office 
staff,  and  on-site  contractor  saff.  The  planning  study  will  focus  on  the  three 
areas  shown  as  "potential  areas  for  new  buildings  and  revised  paridng 
facilities." 

Requirements  and  Opportunities  for  Site  Development 

Secretary  Skinner  has  charged  the  RSPA  Administrator  with  assessing  the 
feasibility  of  converting  land  not  occupied  by  existing  buildings  into  a 
"technology  park"  in  which  the  Center  would  serve  as  the  core  of  an 
expanded  complex  of  public  and  private  organizations  engaged  in 
transportation  and  logistics  research. 

Requirements  for  Special  Facilities 

Depending  on  future  workload  requirements,  the  Center  might  need  a  number 
of  specialized  capabilities.  These  may  be  made  available  through  a  variety  of 
means,  for  example,  requirements  under  a  technical  support  contract  or 
partnerships  with  other  public  agencies,  universities,  or  private-sector 
research  institutions. 
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FIGURE  6.  Volp*  C«nt«r  Land  Um 


Examples  of  capabilities  that  may  be  needed  are 

■  Transponation  data  and  simulation  center  -  This  specialized 
facility  would  integrate  multiple  data  and  software  resources 
(including  modal  and  intennodal  analyses  and  simulation 
programs)  and  make  them  readily  available  to  the  public  and 
private  sectors.  Resources  to  be  assembled  include 
geographic  information  systems;  economic,  demographic, 
infrastructure,  and  transportation  databases  for  all  modes:  and 
sophisticated  display  and  output  capabilities.  These  tools 
will  let  public  and  private  agencies  evaluate  the  impacts  and 
effectiveness  of  alternative  transponation  policies  and 
concepts. 

■  Transportation  and  logistics  software  center  --  This  facility 
would  serve  as  public  and  private  organizations'  catalyst. 
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faciliutoT,  and  clearing  house  for  transporution  and  logistics 
software.  Work  would  stan  with  identifying  successful 
software  (developed  by  the  Federal,  state,  or  local 
governments)  that  is  of  value  to  a  broad  community. 
Together  with  developers  and  potendal  usen,  the  facility 
would  test  and  evaluate  software,  assist  in  making 
improvements,  encourage  refinements  to  ease  integndon 
with  other  applicadons  and  databases,  and  develop 
appropriate  documentation.  The  facility  also  would  offer 
ongoing  suppon  for  each  applicadon,  assuring  that  changes 
are  implemented  eHiciently. 

Transporudon  human  factors  research  center  ••  Nadonal 
attention  has  been  drawn  to  the  urgent  need  to  reduce  human 
errors  in  transportation.  A  human  factors  research  center 
would  permit  assessments  of  team  performance, 
measuremenu  of  electrophysiological  activity,  and  tests  of 
new  workstations  and  software.  Operated  by  a  consortium  of 
Federal  agencies,  local  universities,  and  private  research 
organitations,  this  facility  would  be  available  to  sute  and 
local  agencies  and  to  companies  developing  or  operating 
transportation  systems. 

Outreach  and  training  facilities  -  In  the  1990s,  state  and  local 
govemmenu  and  regional  authorities  will  be  especially 
affected  by  restructured  roles  and  responsibilities.  Modem 
computer-aided  conference  facilities  would  increase  the 
efficiency  of  Center  outreach  seminars,  collaborative  research 
projects,  executive  training  programs,  and  workshops  on 
technical  and  management  innovations. 
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V.    Objectives  and  Milestones 


As  requested  by  the  Senate  Appropriations  Committee,  this  section 
summarizes  the  Voipe  Center's  objectives  for  expanding  its  role  to  meet  the 
challenges  to  the  transporution  system  in  the  1990s.  It  describes  near-term 
actions  and  milestones  for  achieving  these  objectives  through  implemenudon 
of  the  initiadves  presented  in  Secdon  IV. 


Managing  to  Workload 


Objective 

Institute  a  process  that  permits  the  Center  to  make  prompt  adjustments  to  the 
level  and  skill  mix  of  its  Federal  staff  so  that  it  can  match  rapid  changes  in  the 
demand  for  its  services.  This  process  will  include  approvals  by  OST,  0MB, 
and  Congress. 


Milestones 


Pending  budget  approval,  the  Center  will  augment  its  cunent 
Federal  staff  with  up  to  75  limited-term  appointees  by  the 
end  of  FY  1992,  as  proposed  in  the  President's  Budget. 

In  FY  1992  the  Center  will  explore  the  feasibility  of 
implementing  a  more  flexible  manage-to-workload  process 
using  limited-term  employees  within  the  overall  employment 
ceiling  for  the  Center. 


Personnel  Retraining,  Retention,  and  Recruiting 

Objective 

Assure  a  highly  qualified  Center  staff  that  includes  the  mix  of  technical 
disciplines  and  expertise  that  will  be  needed  to  meet  changing  demands  for 
services. 


Milestones 


In  FY  1992  the  Center  will  evaluate  results  of  its  FY  1991 
pilot  program  of  rotational  assignments  for  upward-mobility 
employees.  The  Center  will  esublish  and  fill  a  number  of 
additional  upward-mobility  positions. 

The  Center  will  establish  positions  for  four  national  experts 
during  FY  1992  in  the  areas  of  human  factors  research. 


31 


818 


applied  mechanics,  transportation  economics,  and 
transportation  systems  analysis.  This  will  initiate  a  program 
designed  to  enable  the  Center  to  attract  or  retain  outstanding 
scientists,  engineers,  and  other  transportation  specialists  by 
means  of  multiple  career  paths. 

In  FY  1992  the  Center  will  evaluate  its  initial  Gateway  to 
Careers  in  Transportation  Program  and  will  begin  the 
program's  training  and  development  portions.  The  Center 
will  complete  a  plan  to  recruit  distinguished  researchers 
retiring  from  industry  and  academia  for  limited-term 
appointments. 

The  Center  will  begin  implementation  of  a  comprehensive 
management  development  program  for  senior  management 
personnel  in  FY  1992.  In  addition,  the  Center  will  begin  to 
provide  on-site  career-planning  assistance  for  all  employees 
and  will  develop  career-path  guidelines  for  Center 
occupations. 


Increased  Contractor  Technical  Support 


Objective 

Establish  a  strengthened  contractor  base  to  supplement  Federal  staff  in  a 
timely  manner  and  to  make  the  fullest  and  most  effective  use  of  private-sector 
resources. 

Milestones 

■  The  Center  will  award  contracts  for  expanded  and 
strengthened  in-house  technical  services  by  the  end  of  FY 
1992. 

■  By  the  end  of  FY  1992,  the  Center  will  award  a  new  set  of 
off-site  contracts  for  its  Multiple  Contractor  Resource  Base. 
The  new  contracts,  each  of  which  addresses  one  of  the 
Center's  major  technical  areas,  will  provide  comprehensive 
access  to  the  private-sector  expenise  needed  in  the  1990s. 
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Executive  Summary 

Request  from  Congress 


Responding  to  the  request  of  the  Senate  Appropriations  Committee,  the 
Research  and  Special  Programs  Administration  (RSPA)  has  prepared  a  plan 
for  the  future  of  the  Volpe  National  Transportation  Systems  Center.  This 
request  is  timely,  occurring  at  a  decisive  point  in  the  Center's  development 
The  Center  must  address  the  need  to  respond  to  new  clients  (both  within  and 
outside  of  the  Department  of  Transportation),  to  adjust  its  staffing  resources, 
and  to  strengthen  its  management  processes. 

Development  of  the  Volpe  Center 

The  Center  was  established  in  1970  to  fulfill  the  need  of  the  newly  formed 
Department  of  Transportation  (DOT)  for  a  systems  research  capability.  DOT 
and,  more  recently,  other  agencies  solicit  the  Center's  expertise  when  it  is 
needed  to  meet  their  ongoing  missions  or  to  address  urgent  technical, 
economic,  or  insdtutional  problems.  The  Center's  only  funding  is  through 
formal  agreements  negotiated  with  individual  clients  for  specific  tasks. 


Crowing  Expertise 


Over  the  past  20  years,  the  Center's  research,  analytic,  and  project 
management  expertise  has  been  applied  to  a  wide  variety  of  transportation 
problems.  Center  researchen  have  dealt  with  technical  and  opcranonal 
aspects  of  the  major  issues  that  have  faced  DOT,  from  automotive  fuel 
economy  to  upgrading  the  air  traffic  control  system.  The  Center  is  strictly 
market-driven.  It  adapts  its  skills  and  redirects  its  efforts  to  meet  changing 
customer  needs  and  national  priorities. 

The  Center's  engineers,  economists,  and  analysts  work  from  a  unique 
cross-modal  perspective.  Organized  into  mulridisciplinary  teams,  they  have 
the  flexibility  to  find  innovative  solutions  and  the  knowledge  base  to 
anticipate  future  transportation  issues  and  requirements. 


Increased  Demand 


Initially,  the  Volpe  Center's  services  were  provided  almost  exclusively  to  the 
Office  of  the  Secretary  and  the  operating  administrations  in  DOT.  As  its 
capabilities  evolved  and  its  systems  approach  became  better  known,  demand 
grew  within  non-DOT  agencies.  Through  a  formal  Memorandum  of 
Understanding  with  the  Department  of  Defense  (DoD),  the  Secretary 
broadened  the  Center's  mission  in  1985  to  include  work  on  transponarion  and 
logistics  problems  facing  other  agencies,  including  DoD's  Logistics 
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Directorate  of  the  Joint  Chiefs  of  Staff  and  the  U.S.  Transportation -Cominand. 
Similar  arrangements  were  made  with  civilian  agencies  such  as  the 
Environmental  Protection  Agency  and  the  Depanment  of  Energy.  In  1990, 
one-third  of  the  Center's  work  was  for  non-DOT  clients. 


Because  of  a  growth  in  services  to  the  Federal  Aviadon  Administration 
(FAA)  and  an  increased  workload  under  the  Center's  broadened  mission, 
business  during  the  1980s  increased  fourfold  to  its  current  level  of  about  S200 
million  a  year.  To  meet  this  need  it  was  necessary  to  significantly  increase  the 
number  of  suppon  contractor  personnel.  To  further  address  this  issue,  the 
1992  President's  Budget  proposes  staffing  increases. 


Mounting  Challenges 


New  Program  Areas 


New  Clients 


Demographic,  economic,  and  technological  forces  are  straining  the  capacity 
of  the  nation's  transponation  infrastructure.  At  the  same  time,  there  are 
heightened  concerns  about  transponadon  safety,  security,  mobility,  and 
accessibility;  and  growing  awareness  of  the  interdependence  of  transportation 
with  other  nadonal  concerns  such  as  environmental  preservation,  petroleum 
availability,  economic  growth,  and  competidveness.  The  complexity  of  these 
issues  highlights  the  need  for  the  Department  to  have  a  current  and 
comprehensive  source  of  knowledge  on  all  aspects  of  the  nation's 
transponadon  systems  to  suppon  infoimed  decision  making  at  all  levels  of 
government  and  within  the  private  sector.  Because  the  Volpe  Center  works 
with  and  across  all  modes  of  transporudon,  it  is  in  a  strong  position  to 
respond  to  these  needs. 


In  response  to  the  rapidly  changing  external  environment,  the  Center's  clients 
have  requested  increased  suppon  for  strategic  thinking  and  front  end  planning 
for  Federal  programs.  Areas  of  current  interest  include  regional  clean  air 
attainment,  intercity  passenger  service,  oil  spill  emergency  response 
management,  and  highway  and  airpon  noise  abatement  To  respond  fully  to 
these  challenges,  the  Center  will  need  to  maintain  and  enhance  its  capability 
to  provide  technical  suppon  to  both  its  existing  and  new  clients. 


As  stated  in  the  Nadonal  Transportation  Policy,  "the  Nadon  faces  a  unique 
opportunity  to  address  the  challenges  of  a  changing  society  and  economy, 
new  technologies  and  new  roles  for  the  members  of  the  transportation 
community."  * 


VI 


821 

VOLPE  CENTER — HONEST  BROKER 

Mr.  Coleman.  The  Volpe  Center  is  involved  in  conducting  inter- 
modal  research  studies  to  improve  the  Department's  understanding 
of  transportation  needs,  services  and  infrastructure.  The  Volpe 
Center  sdso  conducts  specialized  research  studies  at  the  behest  of 
the  individual  modal  administrations. 

How  can  the  Volpe  Center  be  an  "honest  broker"  in  the  Depart- 
ment's research  and  development  strategic  planning  activities 
when  about  40  percent  of  the  Volpe's  work  is  generated  by  the  Fed- 
eral Aviation  Administration? 

[The  information  follows:] 

The  proportion  of  FAA  work  at  the  Volpe  Center  is  comparable  to  the  proportion 
of  FAA's  research  and  development  funding  when  compared  to  the  Department  as 
a  whole.  Thus,  there  is  no  imbalance  regarding  the  FAA's  share  of  Volpe  Center 
support.  However,  the  fact  that  one  administration  has  such  a  significant  share  of 
R&D  resources  does  not  mean  that  the  research  needs  of  other  parts  of  the  Depart- 
ment are  in  any  way  compromised,  either  in  the  Department  as  a  whole  or  at  the 
Volpe  Center. 

Because  of  its  history  of  objectivity  and  impartiality,  the  Volpe  Center  is  currently 
supporting  the  research  and  analysis  activities  of  every  DOT  administration,  as  well 
as  the  Office  of  the  Secretary  and  several  other  federal  agencies.  This  reputation 
was  also  a  major  reason  why,  for  example,  the  Secretary  of  Transportation  recently 
asked  the  Center  to  prepare  travel  demand  analyses  of  intercity  passenger  travel 
via  road,  rail  and  air  along  the  Northeast  Corridor;  and  why  the  Congress  recently 
asked  the  Center  to  prepare  a  critical  review  of  the  FAA's  Advanced  Automation 
System  (AAS). 

VOLPE  CENTER — OBLIGATIONS 

Mr.  Coleman.  Please  provide  a  chart  that  shows  Volpe  Center 
obligations  by  sponsor  for  each  of  fiscal  years  1983  through  1993. 
[The  information  follows:] 
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VOLPE  CENTER  OBLIGATIONS 
BY  FISCAL  YEAR  AND  SPONSOR 
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VOLPE  CENTER  OBLIGATIONS  BY  TYPE 

Mr.  Coleman.  Please  provide  a  chart  that  provides  a  breakout 
of  Volpe  Center  obligations  by  tjrpe  of  obligation  for  each  of  fiscal 
years  1983  through  1993. 

[The  information  follows:] 
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VOLPE  CENTER  NEW  OBLIGATIONAL  AUTHORITY 

Mr.  Coleman.  Please  provide  a  chart  that  provides  new 
obhgational  authority  by  sponsor  for  each  of  fiscal  years  1983 
through  1993. 

[The  information  follows:] 
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VOLPE  CENTER  STAFF 


Mr.  Coleman.  Please  provide  a  chart  that  shows  full-time-equiv- 
alent staff  years  broken  down  by  federal,  on-site  contractor  and  off- 
site  contractor  staff  years  for  each  of  fiscal  years  1983  through 
1993. 

[The  information  follows:] 
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VOLPE  CENTER  LABOR  DISTRIBUTION 

Mr.  Coleman.  Please  provide  a  chart  that  shows  Volpe  Center 
labor  loading  by  sponsor  for  each  of  fiscal  years  1983  through  1993. 
[The  information  follows:] 
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VOLPE  CENTER  DIRECT  LABOR  DISTRIBUTION 
BY  FISCAL  YEAR  AND  SPONSOR 
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VOLPE  CE>fTER — UNOBLIGATED  BALANCES 

Mr.  Coleman.  Please  provide  a  chart  that  shows  year-end  unob- 
ligated balances  for  each  of  fiscal  years  1983  through  1993. 
[The  information  follows:] 
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VOLPE  CENTER  UNOBLIGATED  BALANCES 
AT  END  OF  FISCAL  YEAR 
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VOLPE  CENTER  UNOBLIGATED  BALANCES 

Mr.  Coleman.  Please  provide  a  chart  that  shows  fiscal  year  1993 
year-end  unobligated  balance  by  sponsor. 
[The  information  follows:] 
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VOLPE  CENTER  UNOBLIGATED  BALANCES 
BY  SPONSOR  AS  OF  9/30/93 
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PIPELINE  INCIDENTS 


Mr.  Coleman.  Please  provide  data  for  natural  gas  pipelines  and 
for  hazardous  liquid  pipelines  on  the  number  of  incidents,  and  the 
number  of  deaths,  injuries,  and  property  damage  caused  by  those 
incidents,  in  each  of  the  years  1983  through  1993. 

[The  information  follows:] 
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DISTRIBUTION  INCIDENTS  -  1983  -  1993 
YEAR  CAUSE 


#  INC 


FAT   INJ 


PRPTY 


83   Construction/Operating  Error 
Corrosion 

Damage  by  Outside  Forces 
Other 
Totals : 


84  5  39  $252,446.00 

84  0  19  $69,475.00 

797  2  123  $2,795,502.00 

161  1  38  $362,417.00 

1126  8  219  $3,479,840.00 


84   Construction/Operating  Error 
Corrosion 

Damage  by  Outside  Forces 
Other 
Totals: 


62 

55 

488 

114 

719 


5  13 

2  8 

4  54 

10  65 

21  140 


$752,639.00 

$387,861.00 

$2,836,903.00 

$2, 571,640.00 

$6,548,974.00 


85   Accidently  Caused  by  Operator 

Construction/Operating  Error 

Corrosion 

Damage  by  Outside  Forces 

Other 
Totals : 
NOTE:   Revisions  were  made  in  reporting  requirements. 


9  0           7  $50,100.00 

9  13  $553,255.53 

10  0     9  $170,900.00 

125  9    44  $5,972,246.13 

52  12    33  $2,723,950.00 

205  22    96  $9,470,451.66 


86   Accidently  Caused  by  Operator 
Construction/Operating  Error 
Corrosion 

Damage  by  Outside  Forces 
Other 
Totals : 


6  0  6  $7,400.28 

5  0  3  $175,000.04 

4  0  6  $657,500.00 

78  19  55  $5,611,550.00 

50  11  34  $4,617,350.00 

143  30  104  $11,068,800.32 


87   Accidently  Caused  by  Operator 
Construction/Operating  Error 
Corrosion 

Damage  by  Outside  Forces 
Other 
Totals : 


3  0  2  -$20,000.00 

11  0  7  $1,463,000.00 

9  0  9  $226,000.00 

79  6  55  $6,081,905.00 

63  5  42  $4,045,220.00 

165  11  115  $11,836,125.00 


88   Accidently  Caused  by  Operator 
Construction/Operating  Error 
Corrosion 

Damage  by  Outside  Forces 
Other 
Totals : 


4  0     3  $5,000.00 

15  0     8  $434,000.00 

7  16  $650,000.00 

109  8   380  $7,259,651.00 

70  16    68  $5,698,285.00 

205  25   465  $14,046,936.00 


8  9   Accidently  Caused  by  Operator 
Construction/Operating  Error 
Corrosion 

Damage  by  Outside  Forces 
Other 
Totals : 


9  0    11  $420,000.00 

9  14  $227,000.00 

6  3     2  $278,500.00 

98  5    34  $4,016,316.00 

63  12    44  $3,989,000.00 

185  21    95  $8,930,816.00 


90   Accidently  Caused  by  Operator 
Construction/Operating  Error 
Corrosion 

Damage  by  Outside  Forces 
Other 
Totals: 


5  13  $349,000.00 

7  0            7  $75,500.00 

5  15  $60,000.00 

72  4          30  $4,665,426.00 

23  0            7  $2,544,114.00 

112  6         52  $7,694,040.00 
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YEAR               CAUSE                 #  INC  FAT  INJ  PRPTY 

91  Accidently  Caused  by  Operator  4  0  2  $0.00 
Construction/Operating  Error  9  14  $214,193.15 
Corrosion  7  16  $275,000.00 
Damage  by  Outside  Forces  103  8  40  $5,788,055.40 
Other  42  4  26  $1,603,500.00 

Totals:  165  14  78  $7,880,748.55 

92  Accidently  Caused  by  Operator  2  0  3  $3,200.00 
Construction/Operating  Error  9  0  10  $103,000.00 
Corrosion  4  0  2  $320,000.00 
Damage  by  Outside  Forces  54  5  31  $3,103,200.00 
Other  34  2  19  $3,291,100.00 

Totals:  103  7  65  $6,820,500.00 

93  Accidently  Caused  by  Operator  9  0  12  $234,000.00 
Construction/Operating  Error  8  0  6  $701,000.00 
Corrosion  7  2  10  $195,100.00 
Damage  by  Outside  Forces  69  8  32  $11,252,150.00 
Other  26  3  20  $2,910,405.00 

Totals-  119  13  80  $15,292,655.00 
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TRANSMISSION  INCIDENTS  -  1983  -  1993 

YEAR  CAUSE  #  INC 


FAT   INJ 


PRPTY 


83   Construction/Material  Failure 
Corrosion 

Damage  by  Outside  Forces 
Other 
Totals : 


160  0  1  $3,413,982.00 

67  0  4  $1,314,619.00 

187  1  7  $11,479,124.00 

34  1  12  $5,436,070.00 

448  2  24  $21,643,795.00 


84   Construction/Material  Failure 
Corrosion 

Damage  by  Outside  Forces 
Other 
Totals : 


61  0  1  $4,665,042.00 

79  0  0  $1,761,758.00 

91  0  5  $2,674,843.00 

27  9  29  $2,014,129.00 

258  9  35  $11,115,774.00 


85   Construction/Material  Failure         18    0 

Corrosion  29    1 

Damage  by  Outside  Forces  50    0 

Other  32     5 

Totals:  129     6 

NOTE:   Revisions  were  made  in  reporting  requirements. 


1  $2,346,975.00 

2  $3,079,733.00 

3  $5,009,379.00 
6  $3,006,074.00 

12  $13,442,161.00 


86   Construction/Material  Failure 

15 

0 

5 

$1,663 

092 

00 

Corrosion 

12 

0 

0 

$1,581 

800 

00 

Damage  by  Outside  Forces 

32 

3 

4 

$2,824 

252 

00 

Other 

24 

3 

11 

$5,097 

118 

00 

Totals : 

83 

6 

20 

$11, 166 

262 

00 

87   Construction/Material  Failure 

5 

0 

0 

$176 

000 

00 

Corrosion 

22 

0 

2 

$1,100 

658 

00 

Damage  by  Outside  Forces 

26 

0 

2 

$1,622 

808 

00 

Other 

17 

0 

11 

$1,821 

000 

00 

Totals : 

70 

0 

15 

$4,720 

466 

00 

88   Construction/Material  Failure 

9 

0 

0 

$651 

000 

00 

Corrosion 

19 

0 

0 

$1,140 

710 

00 

Damage  by  Outside  Forces 

40 

2 

2 

$5,869 

128 

00 

Other 

22 

1 

9 

$1,663 

500 

00 

Totals: 

90 

3 

11 

$9,324 

338 

00 

89   Construction/Material  Failure 

11 

1 

0 

$933 

354 

00 

Corrosion 

31 

0 

0 

$1,856 

558 

00 

Damage  by  Outside  Forces 

35 

13 

10 

$7,558 

811 

00 

Other 

25 

8 

18 

$10,025 

820 

00 

Totals : 

102 

22 

28 

$20,374 

543 

00 

90   Construction/Material  Failure 

21 

0 

3 

$1,693 

048 

22 

Corrosion 

16 

0 

1 

$1,574 

500 

00 

Damage  by  Outside  Forces 

35 

0 

2 

$7,076 

138 

00 

Other 

17 

0 

11 

$958 

630 

00 

Totals : 

89 

0 

17 

$11,302 

316 

22 

91   Construction/Material  Failure 

2 

0 

0 

$71 

700 

00 

Corrosion 

16 

0 

0 

$1,845 

224 

00 

Damage  by  Outside  Forces 

38 

0 

4 

$2,910 

013 

81 

Other 

16 

0 

8 

$7,109 

300 

00 

Totals : 

72 

0 

12 

$11,936 

237 

81 

92   Construction/Material  Failure 

7 

0 

2 

$4,986 

100 

00 

Corrosion 

13 

0 

0 

$1,947 

208 

00 

Damage  by  Outside  Forces 

29 

2 

4 

$11,979 

716 

89 

Other 

26 

1 

9 

$5,765 

140 

00 

Totals : 

75 

3 

15 

$24,678 

164 

89 
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YEAR  CAUSE  #  INC     FAT   INJ        PRPTY 

93   Construction/Material  Failure 
Corrosion 

Damage  by  Outside  Forces 
Other 
Totals:  97     1    20     $23,029,838.00 


15 

0 

1 

$6 

704 

834 

00 

14 

0 

1 

$2 

94  9 

876 

00 

34 

0 

2 

S9 

238 

128 

00 

34 

1 

16 

$4 

137 

000 

00 
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LIQUID  ACCIDENTS  -  1983  -  1993 
YEAR  CAUSE 


#  INC 


FAT   INJ 


PRPTY 


LOSS 


83    Corrosion 

Defective  Pipe 
Defective  Weld 
Equipment  Rupturing  Line 
Incorrect  Operation 
Other 


44 

0 

0 

114966. 

.00 

114188 

4 

0 

0 

18533, 

.00 

6395 

1 

0 

0 

5800, 

.00 

6700 

52 

6 

4 

459181, 

.00 

72251 

9 

0 

0 

8120, 

.00 

7058 

52 

0 

5 

4895583 

.00 

178567 

Totals:  162 


5502183.00 


385159 


84    Corrosion 

Defective  Pipe 
Defective  Weld 
Equipment  Rupturing  Line 
Incorrect  Operation 
Other 


49 

0 

0 

25300. 

.00 

47404 

7 

0 

0 

13915. 

.00 

5810 

5 

0 

0 

2060, 

.00 

1826 

49 

0 

16 

689172. 

.00 

46699 

10 

0 

0 

10500, 

.00 

10646 

66 

0 

1 

1324069, 

.00 

60225 

Totals:  186 


17 


2065016.00 


172610 


85   Corrosion 

Equipment  Malfunction 

Equipment  Rupturing  Line 

Failed  Pipe 

Incorrect  Operation 

Other 

Outside  Force  Damage 


54 

0 

1 

1173069. 

.00 

19308 

2 

0 

0 

29250. 

.00 

45 

40 

1 

3 

324488. 

.00 

38215 

7 

0 

0 

310000. 

.00 

10829 

15 

0 

1 

1619500. 

.00 

18523 

52 

4 

13 

1177255. 

.00 

34089 

13 

0 

0 

499085, 

.00 

8315 

Totals:  183 


18 


5132647.00 


129324 


86   Corrosion 

Equipment  Malfunction 

Failed  Pipe 

Failed  Weld 

Incorrect  Operation 

Other 

Outside  Force  Damage 


54 

0 

2 

2498978. 

.00 

8330 

2 

0 

0 

200000. 

.00 

30 

13 

0 

0 

528283, 

.00 

4541 

8 

2 

1 

1724962. 

.00 

2907 

13 

0 

0 

34261. 

.00 

6347 

51 

1 

29 

4618433. 

.00 

23369 

69 

1 

0 

6422929. 

.00 

31640 

Totals:  210 


32 


16027846.00 


77164 


87   Corrosion 

Equipment  Malfunction 

Failed  Pipe 

Failed  Weld 

Incorrect  Operation 

Other 

outside  Force  Damage 


70 

0 

0 

5540581. 

.00 

18973 

8 

0 

1 

201526. 

.00 

131 

15 

0 

0 

942829. 

.00 

14645 

6 

0 

3 

348100. 

.00 

2369 

10 

0 

2 

581870. 

.00 

351 

65 

0 

9 

2315315. 

.00 

190289 

63 

3 

5 

3210213. 

.00 

85896 

Totals:  237 


20 


13140434.00 


312654 


88    Corrosion 

Equipment  Malfunction 

Failed  Pipe 

Failed  Weld 

Incorrect  Operation 

Other 

Outside  Force  Damage 


56 

1 

0 

3528271. 

.00 

22573 

7 

0 

0 

101000. 

.00 

1558 

11 

0 

0 

15033000. 

.00 

15522 

6 

0 

0 

230403. 

.00 

1040 

13 

0 

3 

224950. 

.00 

5888 

48 

0 

8 

885932. 

.00 

4975 

54 

1 

8 

3997006 

.00 

67053 

Totals:  195 


19 


24000562.00 


118609 
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YEAR 


CAUSE 


#  INC 


FAT   INJ 


PRPTY 


LOSS 


89   Corrosion 

Equipment  Malfunction 

Failed  Pipe 

Failed  Weld 

Incorrect  Operation 

Other 

Outside  Force  Damage 


34 

0 

0 

572095. 

.00 

7009 

8 

0 

0 

526020, 

.00 

2329 

13 

0 

0 

766523. 

.00 

49755 

7 

0 

0 

343000. 

.00 

1973 

10 

0 

3 

203190. 

.00 

1754 

48 

1 

3 

2525014. 

.00 

19851 

44 

2 

32 

2502035 

.00 

39702 

Totals:  164 


38 


7437877.00 


122373 


90   Corrosion 

Equipment  Malfunction 

Failed  Pipe 

Failed  Weld 

Incorrect  Operation 

Other 

Outside  Force  Damage 


51 

0 

0 

3149143. 

.00 

9949 

5 

0 

0 

89400. 

.00 

512 

14 

0 

0 

4266980. 

.00 

2482 

5 

0 

0 

412100. 

.00 

1607 

9 

0 

0 

156600. 

.00 

1270 

58 

3 

7 

3912029. 

.00 

13898 

39 

0 

0 

3764170. 

.00 

24950 

Totals:  181 


15750422.00 


54668 


91    Corrosion 

Equipment  Malfunction 

Failed  Pipe 

Failed  Weld 

Incorrect  Operation 

Other 

Outside  Force  Damage 


65 

0 

0 

1959759, 

.00 

9417 

12 

0 

0 

59978. 

.00 

205 

10 

0 

0 

1927433, 

.00 

9295 

15 

0 

0 

8247500, 

.00 

2109 

12 

0 

5 

127973, 

.00 

1389 

59 

0 

3 

4233399, 

.00 

12485 

47 

0 

1 

8893831 

.00 

20978 

Totals:  220 


25449873.00 


55878 


92    Corrosion 

Equipment  Malfunction 

Failed  Pipe 

Failed  Weld 

Incorrect  Operation 

Other 

Outside  Force  Damage 


47 

0 

0 

18158778. 

.00 

12145 

10 

0 

0 

2353250, 

.00 

2054 

11 

0 

0 

1358166, 

.00 

3356 

15 

0 

0 

2876408, 

.00 

17831 

15 

0 

2 

1209766, 

.00 

677 

77 

5 

28 

4099203, 

.00 

10344 

48 

0 

8 

34329259 

.00 

29720 

Totals:  223 


38 


64384830.00 


76127 


93   Corrosion 

Equipment  Malfunction 

Failed  Pipe 

Failed  Weld 

Incorrect  Operation 

Other 

Outside  Force  Damage 


56 

0 

0 

3128548. 

.00 

991 

11 

0 

0 

435200. 

.00 

1422 

12 

0 

0 

1959000, 

.00 

1373 

6 

0 

0 

3192054, 

.00 

4507 

14 

0 

2 

730195, 

.00 

10993 

82 

0 

8 

5071224 

.00 

14198 

58 

0 

1 

14565876 

.00 

27397 

Totals:  239 


11 


29082097.00 


60881 
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EXCESS  FLOW  VALVES 

Mr.  Coleman.  As  you  know,  the  issue  of  excess  flow  valves  has 
been  on  the  NTSB's  "Most  Wanted"  Hst  for  a  number  of  years.  On 
December  14,  1993,  a  consensus  group,  which  included  the  gas  in- 
dustry, manufacturers  and  safety  parties,  submitted  to  RSPA  joint 
comments  on  excess  flow  valves  as  an  alternative  to  the  RSPA  pro- 
posed rule.  How  and  when  does  RSPA  plan  to  address  the  joint 
comments? 

[The  information  follows:] 

By  later  this  summer,  RSPA  plans  to  publish  a  supplemental  NPRM  proposing 
an  alternative  to  the  original  proposals  in  the  NPRM.  The  propossds  suggested  by 
the  consensus  group  would  provide  more  flexibility  in  the  use  of  excess  flow  valves. 
The  supplemental  NPRM  will  point  out  the  differences  between  the  NPRM  and  the 
alternative  proposal  and  request  public  comments  on  the  safety  merits  of  the  alter- 
native proposal.  Upon  receiving  public  comment,  RSPA  will  consider  the  responses 
received  from  both  the  NPRM  and  supplemental  NPRM  and  decide  what,  it  any,  re- 
quirements to  adopt  in  a  final  rule. 

Mr.  Coleman.  According  to  the  joint  comments  of  the  consensus 
group  on  the  excess  flow  valve  regulation: 

"Much  of  the  information  necessary  to  accurately  assess  the  costs 
and  benefits  of  excess  flow  valves  is  incomplete  or  unavailable. 
Therefore,  we  support  a  cooperative  effort  between  the  American 
Gas  Association  and  excess  flow  valve  manufacturers  to  begin  col- 
lecting data  on  the  in-service  performance  of  the  approximately  one 
million  excess  flow  valves  that  will  be  installed  annually  .  .  ." 

If  data  on  the  costs  and  benefits  of  excess  flow  valves  are  limited, 
how  is  RSPA  proceeding  with  its  cost/benefit  analysis  of  the  pro- 
posed regulations? 

[The  information  follows:] 

RSPA  supports  the  cooperative  effort  between  the  American  Gas  Association  and 
excess  flow  valve  manufacturers  as  a  viable  means  of  assuring  the  collection  of  accu- 
rate data  on  which  to  perform  a  cost/benefit  analysis. 

RSPA  is  utilizing  all  available  information,  including  about  10  years  of  selective 
use  of  excess  flow  valves  by  some  operators,  in  analyzing  the  benefit/cost  of  the  pro- 
posed final  regulations.  The  draft  benefit/cost  regulatory  evaluation  will  be  updated 
after  publication  of  the  supplemental  notice  of  proposed  rulemaking  and  review  of 
the  comments  submitted  to  the  docket.  These  wiU  form  the  basis,  if  any,  for  a  final 
rule. 

Mr.  Coleman.  According  to  press  reports,  the  Panhandle  Eastern 
Company  does  not  use  automatic  shut-off  valves  or  remotely  con- 
trolled valves  to  shut  off  the  flow  of  gas  in  the  case  of  a  pipeline 
leak.  If  this  is  accurate,  would  such  emergency  devices  have  been 
beneficial  in  the  New  Jersey  accident? 

[The  information  follows:] 

In  March  1991,  the  Department  issued  a  study  "Emergency  Flow  Restricting  De- 
vices Study"  which  concluded  that  automatic  shut-ofF  valves  for  pipelines  are  unreli- 
able because  of  their  inability  to  distinguish  between  a  leak  and  normal  operation 
fluctuations.  A  false  closure  on  a  gas  pipeline  can  result  in  a  potentially  hazardous 
situation  due  to  service  interruption,  particularly  in  very  cold  regions  of  the  country. 

RSPA  also  investigated  installing  remotely  controlled  emergency  valves  on  gas 
transmission  pipelines  and  found  no  significant  benefit  because: 

First,  rapid  isolation  of  a  failed  section  of  a  transmission  pipeline  probably  would 
not  reduce  accident  effects  because  ignition  would  be  likely  to  occur  before  all  the 
pressurized  gas  in  the  isolated  section  escaped. 

Second,  if  there  is  no  nearby  ignition  source  the  natural  gas,  which  is  lighter  than 
air,  will  dissipate  rapidly  rather  than  form  a  pool  as  would  many  hazardous  liquid 
materials. 
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Third,  isolating  a  pipeline  section  containing  a  leak  in  an  unpopulated  area  may 
require  cutting  off  the  gas  to  distribution  customers  which  may  be  hazardous  if:  ( 1) 
customers  are  missed  when  reUghting  pilot  lights,  thereby  allowing  gas  to  enter  the 
customer's  premises;  and  (2)  customers  are  denied  heat  in  very  cold  winter  regions 
of  the  country. 

Notwithstanding  these  findings,  the  issue  of  valve  spacing  and  remotely  controlled 
valves  on  gas  transmissions  pipelines  is  being  reassessed  by  RSPA  as  a  result  of 
the  Texas  Eastern  failure  in  New  Jersey.  This  issue  is  being  addressed  in  our  com- 
prehensive inspection  of  the  interstate  gas  transmission  pipelines  in  New  Jersey.  In 
addition,  we  will  consider  the  issue  as  part  of  a  multi-year  study  contract,  which 
may  be  awarded  as  soon  as  May  1994,  concerning  the  safety  of  high  pressure  pipe- 
lines located  in  areas  of  high  population  and  other  high  risk  areas. 

SMART  PIG  PIPELINES 

Mr.  Coleman.  Last  week,  a  final  rule  that  would  require  that 
new  and  replacement  gas  and  liquid  pipelines  be  constructed  to  ac- 
commodate the  passage  of  "smart  pig"  devices  was  published.  When 
will  pipeline  operators  have  to  comply  with  the  new  requirements? 

[The  information  follows:] 

Pipeline  operators  must  begin  complying  with  this  rule  on  May  12,  1994. 

REGULATION  OF  GAS  STORAGE 

Mr.  Coleman.  In  November  1993,  the  Transportation  Safety 
Board  issued  its  report  concerning  the  April  7,  1992  underground 
storage  cavern  explosion  in  Brenham,  Texas.  That  accident  killed 
three  people  and  injured  another  21  people. 

The  Safety  Board  concluded  that  the  lack  of  Federal  and  State 
regulations  governing  the  design  and  operation  of  underground 
storage  systems  contributed  to  the  accident. 

What  is  RSPA's  response  to  the  Safety  Board's  recommendation 
that  the  Office  of  Pipeline  Safety  should  amend  its  natural  gas 
pipeline  safety  regulations  to  specifically  include  safety  standards 
on  underground  natural  gas  storage  facilities. 

Please  provide  a  copy  of  RSPA's  response. 

[The  information  follows:] 

As  a  first  step,  RSPA  is  inviting  representatives  of  industry,  state  and  local  gov- 
ernment, and  the  public  to  an  open  meeting  on  underground  storage  of  gas  and  haz- 
ardous liquids.  The  meeting  will  be  held  in  Houston,  Texas  in  July  1994.  The  pur- 
pose of  this  meeting  is  to  gather  information  on  the  extent  of  current  regulation, 
and  to  help  determine  the  proper  action  for  RSPA  to  take  regarding  federal  regula- 
tion of  underground  storage  of  gas  and  hazardous  liquids. 

Anticipated  topics  and  questions  (which  will  be  listed  in  a  future  Federal  Register 
notice)  to  be  discussed  by  commenters  at  the  meeting  include  the  following: 

1.  A  description  of  the  types  of  storage  configurations  and  the  problems  and  risks 
associated  with  each. 

2.  Should  federal  regulations  be  issued  to  address  the  potential  hazards  of  under- 
ground storage  of  gas  and  hazardous  liquids? 

3.  Would  referencing  (in  the  regulations)  API  RP  1114  and  1115  and  other  stand- 
ards under  development  solve  the  problems? 

4.  If  regulations  are  needed,  should  RSPA  or  the  states  issue  regulations  govern- 
ing underground  storage?  Should  both  gas  and  hazardous  Hquids  be  regulated? 

5.  If  regulations  are  needed,  should  the  regulations  cover  only  surface  require- 
ments: i.e.,  equipments,  O&M  and  safety  procedures?  Or,  should  both  surface  and 
subsurface  regulations  be  issued? 

6.  Which  states  have  (1)  jvirisdiction  and  (2)  regulations  covering  underground 
storage  projects? 

A  copy  of  RSPA's  March  24,  1994,  response  to  NTSB  follows: 
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us  Deportment  the  Admimslrsloi  <00  Seventh  Street.  S  W. 

Of  Transportation  .,_  Wasnmjton.  D  C     20S90 

Reseorchand  MAR    2  4  1994 

Special  Programs 

Administration 

The  Honorable  Carl  W.  Vogt 

Chairman 

National  Transportation  Safety  Board 

490  L'Enfant  Plaza  East,  S.H. 

Washington,  DC  20594 

Dear  Chairman  Vogt: 

This  acknowledges  your  letter  of  December  15,  1993,  regarding 
National  Transportation  Safety  Board  Safety  Recommendation  P-93-9 
to  the  Research  and  Special  Programs  Administration  that  reads  as 
follows: 

Develop  safety  requirements  for  storage  of 
highly  volatile  liquids  and  natural  gas  in 
underground  facilities,  including  a 
requirement  that  all  pipeline  operators 
perform  safety  analyses  of  new  and  existing 
underground  geologic  storage  systems  to 
identify  potential  failures,  determine  the 
likelihood  that  each  failure  will  occur,  and 
assess  the  feasibility  of  reducing  the  risk; 
require  that  operators  incorporate  all 
feasible  improvements. 
(Class  II,  Priority/Action) 

The  safety  of  underground  storage  facilities  is  of  concern  to  us. 
Our  first  action  on  this  issue  will  be  to  conduct  a  public 
meeting  with  industry  trade  associations,  state  agencies, 
operators  of  underground  storage  facilities,  and  other  interested 
parties  to  identify  and  discuss  the  safety  and  environmental 
issues  of  underground  storage.   We  hope  to  have  participation  by 
your  staff  at  this  meeting. 

We  appreciate  the  encouragement  from  the  NTSB  on  the  Risk 
Assessment  Priority  process  expressed  in  your  December  15  letter. 
As  you  know,  the  Risk  Assessment  Prioritization  process  ranks 
actions  that  could  be  taken  by  the  Office  of  Pipeline  Safety 
according  to  their  potential  for  reducing  the  risk  of  pipeline 
failure.   This  process  is  necessary  to  allocate  limited  resources 
to  address  the  most  pressing  safety  and  environmentally  sensitive 
problems. 

In  the  interest  of  appropriate  and  correct  placement  in  our 
agenda.  Safety  Recommendation  P-93-9  will  be  included  in  the  Risk 
Assessment  Prioritization  program. 
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Future  action  with  respect  to  Safety  Recommendation  P-93-9  is 
dependent  on  the  results  of  the  public  meeting  and  risk 
assessment. 


Sincerely, 


Ana  Sol  Gutierrez 
Acting  Administrator 


A 
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PIPELINE  SAFETY  RULEMAKINGS 


Mr.  Coleman.  Please  update  the  listing  of  all  outstanding  pipe- 
line safety  rulemakings,  listing  their  docket  number,  title,  current 
phase,  and  scheduled  completion  dates  as  shown  on  page  854  of 
last  year's  hearing  record. 

Please  also  designate  any  requirement  of  the  1992  or  1988  Pipe- 
line Safety  Acts. 

[The  information  follows:] 
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Docket 
No. 

PS-94^ 

PS-101 


Title 


Current  Phase 


PS-106 
PS-107 

PS-117^ 

PS-118^ 

PS-121 

PS-122 
PS-124 
PS-125 


PS-127 


Qualifications  of  Pipeline  Proposed  rule 
Personnel 


Excavation  Damage 
Prevention  Programs  for 
Gas  and  Hazardous  Liquid 
Pipelines 

Transportation  of  Hydrogen 
Sulfide  by  Pipeline 

Determining  the  Extent  of   Final  rule 

Corrosion  on  Exposed  Gas 

Pipelines 

Hazardous  Liquid  Pipelines  Final  rule 
Operating  at  20%  or  less 
of  SMYS 


Scheduled 

Completion 

Date 

7/94 


6/94 


Final  rule  and 
NPRM  for 
mandatory 
participation  in 
one-call  systems 

Withdraw  proposed  10/94 
rule 


9/94 


6/94 


Excess  Flow  Valve 
Installation  on  Service 
Lines 

Pressure  Testing  of 
Certain  Hazardous  Liquid 
Pipelines  (renamed) 

Gas  Gathering  Line 
Definition 

Regulatory  Review:  Gas 
Pipeline  Safety  Standards 

Regulatory  Review: 
Administrative  Practices, 
Reporting  Pipeline 
Incidents,  Gas  Pipeline 
Standards,  and  Liquefied 
Natural  Gas  Facility 
Standards 

Regulatory 

Review: Hazardous  Liquid 
and  Carbon  Dioxide 
Pipeline  Safety  Standards 


Supplemental  NPRM  6/94 


Final  rule 


6/94 


Supplemental  NPRM  10/94 
Final  rule        10/94 


Final  rule 


10/94 


Final  rule 


7/94 
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PS-130 


PS-135= 


si. 2, 3 


.2,3 


.2.3 


.2.3 


^2.3 


,2,3 


,2,3 


,2,3 


Response  Plans  for  Onshore  Final  rule 
Oil  Pipelines 

Customer-Owned  Service 
Lines  Notification^ 


Final  rule 


Maps  and  Records  of 
Pipeline  Location  and 
Characteristics : 
Notification  of  State 
Agencies,  Pipeline 
Inventory 

Distribution  Systems 
Definitions 

Design  and  Construction  of 
Welded  Breakout  Tanks 

Nomenclature  Changes  in 
Agency  Procedural  Rules 

Increased  Inspection 
Requirements 

Emergency  Flow  Restriction 
Devices  /  Leak  Detection 
Systems 

Liquid  Gathering  Line 
Definition 

Excess  Flow  Valves; 
Customer  Notification 

Underwater  Inspection  of 
Offshore  Pipelines 

Underwater  Abandoned 
Pipeline  Facilities 

Regulated  Gas/Liquid 
Gathering  Line  Definition 

Reporting  Environmental 
Hazards 

Environmentally  Sensitive 
Area,  High  Density 
Population  Area,  and 
Navigable  Waterway 
Definitions 


Proposed  rule 


7/94 

10/94 

6/94 


Proposed  rule  None 

Proposed  rule  None 
Action  terminated  12/93 

Proposed  rule  10/94 

Proposed  rule  9/94 

Proposed  rule  4/95 

Proposed  rule  4/95 

Proposed  rule  10/94 

Proposed  rule  7/94 

Proposed  rule  10/95 

Proposed  rule  None 

Proposed  rule  10/94 


^  Required  by  Pipeline  Safety  Reauthorization  Act  of  1988 
^  Required  by  Pipeline  Safety  Act  of  1992 
^  Docket  number  not  yet  assigned 
*  Previously  titled  "Yard  Lines" 
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GAS  PIPELINE  PERFORMANCE-ORIENTED  RECOMMENDATIONS 

Mr.  Coleman.  The  National  Association  of  Pipeline  Safety  Rep- 
resentatives completed  its  review  of  performance-oriented  require- 
ments in  OPS's  gas  pipeline  regulations  and  recommended  that 
OPS  initiate  approximately  20  new  regulatory  changes.  Please 
highlight  the  most  significant  recommendations  generated  from  its 
review. 

[The  information  follows:] 
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1.  §  192.361  Service  lines:  Installation  -  NAPSR  recommended  that 
this  regulation  prohibit  the  installation  of  tracer  wire  in 
contact  with  plastic  pipe,  except  where  impractical.   Currently, 
plastic  pipe  must  be  installed  with  tracer  wire  or  other  means  of 
locating  the  pipe,  but  in  some  instances  contact  between  wire  and 
pipe  has  caused  lightning  damage  to  the  pipe. 

2.  §  192.457   External  corrosion  control:  Buried  or  siibmerged 
pipelines  installed  before  August  1,  1971  -  NAPSR  recommended 
that  this  regulation  provide  a  more  definitive  standard  for  the 
circumstances  in  which  methods  other  than  electrical  survey  may 
be  used  to  detect  areas  of  active  corrosion.   Although  electrical 
survey  is  preferred,  methods  other  than  electrical  survey,  such 
as  review  of  corrosion  and  leak  history  records,  are  widely  used 
with  uncertain  results,  especially  in  urban  areas. 

3.  §§  192.483   and  192.487   Remedial  measures:  General  -  NAPSR 
recommended  that  these  regulations  reference  industry  codes  and 
standards  for  use  in  determining  whether  pipelines  with  areas  of 
"generalized  corrosion"  must  be  replaced.   Currently,  small  areas 
of  general  corrosion  may  be  corrected  by  means  other  than 
replacement . 

4.  §  192.614  Damage  prevention  progreun  -  NAPSR  recommended  that 
this  regulation  provide  more  definitive  guidance  regarding  the 
frequency  at  which  operators  must  notify  the  public  and  known 
excavators  of  the  details  of  their  excavation  damage  prevention 
programs.   Currently,  notice  must  be  given  "as  often  as  needed." 

5.  §  192.615  Emergency  plems  -   NAPSR  recommended  that  this 
regulation  require  operators  to  treat  public  reports  of  gas  odor 
inside  or  near  a  building  as  an  emergency.   Currently,  in  such 
situations,  only  after  gas  has  been  "detected"  must  the  operator 
provide  emergency  response. 


851 

Mr.  Coleman.  Last  year,  RSPA  told  us  that  there  was  a  backlog 
of  32  pipeline  safety  rulemakings,  including  eight  rules  mandated 
under  the  Pipeline  Safety  Act  that  had  not  yet  been  initiated.  What 
progress  have  you  made  since  then  in  reducing  your  backlog  of 
pipeline  safety  rulemakings? 

What  significant  final  rules  were  issued  in  1993? 

[The  information  follows:] 

Our  top  priority  has  been  acting  on  the  environmental  action  plan  following  the 
Colonial  spill.  However,  as  shown  below,  since  last  year's  hearing  we  have  taken 
several  rulemaking  actions  and  reduced  the  backlog.  We  issued  nine  final  rules,  in- 
cluding four  significant  rules,  two  of  which  were  issued  in  1993.  These  two  were 
"Response  Plans  for  Onshore  Oil  PipeUnes"  and  "Drug  Testing;  Management  Infor- 
mation System." 

Issued  one  ANPRM: 

01/19/94 — Emergency  Flow  Restricting  Devices. 

Issued  five  NPRMs: 

03/03/93 — Low  Stress  Hazardous  Liquid  Pipelines. 

04/21/93— Excess  Flow  Valves. 

08/18/93— Pipeline  User  Fees. 

02/03/94 — Customer-Owned  Service  Lines. 

Issued  nine  Final  Rules: 

01/09/93— Response  Plans  for  Onshore  Oil  Pipelines.  12 

02/23/93— Allocation  Formula  for  State  Grants. 

03/18/93 — Update  of  Standeirds  Incorporated  by  Reference. 

09/16/93 — Gas  Detection  and  Monitoring  in  Compressor  Station  Building. 

10/22/93— Leakage  Surveys. 

12/23/93 — Drug  Testing;  Management  Information  System  2 

02/11/94 — Operation  and  Maintenance  Plans  ^ 

02/15/94 — ^Alcohol  Misuse  Prevention  Programs  ^ 

04/24/94 — Passage  of  Instrumented  Internal  Inspection  Devices. 

SIGNIFICANT  PIPELINE  REGULATIONS 

Mr.  Coleman.  Please  identify  the  three  most  significant  pipeline 
regulations  that  RSPA  plans  to  finalize  during  fiscal  year  1995, 
and  indicate  why  they  are  important. 

[The  information  follows:] 


^  Interim  final  rule. 

'^  Significant  rule  under  DOT  procedures. 
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Pipeline  Regulation 

Excess  Flow  Valve 
Installation  on  Service 
Lines 


Increased  Inspection 
Requirements 


Define  High-Density 
Population  Area, 
Environmentally- Sensitive 
Area,  and  Navigable 
Waterway 


Why  Important 

Despite  the  growing 
availability  and  use  of  "one- 
call"  damage  prevention 
programs,  many  accidents  still 
occur  on  service  lines  due  to 
dig- ins  and  other  causes.   We 
studied  the  service  line 
accidents  reported  between 
1984  and  1990  and  concluded 
that  well  over  half  of  them 
might  have  been  prevented  or  , 
mitigated  if  an  excess  flow 
valve  had  been  installed  on 
the  line. 

Recent  accidents  on  Exxon, 
Colonial,  and  Panhandle 
Eastern  pipelines  have  ' 
demonstrated  the  devastating 
consequences  that  undetected 
time -dependent  defects  can 
have  on  nearby  communities  and 
the  environment .   Periodic 
inspection  of  gas  transmission 
and  hazardous  liquid  lines  by 
smart  pigs  or  equivalent  means 
could  detect  critical  defects 
and  allow  time  for  their 
removal  before  line  failures 
occur. 

Pipelines  pose  a  greater  risk 
in  densely  populated  areas, 
areas  of  environmental 
concern,  and  at  crossings  of 
navigable  waterways .   We  need 
unambiguous  definitions  of 
these  areas  to  create  building 
blocks  for  more  stringent, 
cost-effective  safety  and 
environmental  protection 
requirements . 
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PIPELINE  SAFETY  STAFFINGAVORKLOAD 

Mr,  Coleman.  RSPA  is  requesting  three  additional  positions  and 
full-time  equivalents  for  fiscal  year  1995  for  increased  inspections 
of  low-stress  liquid  pipelines  and  new  pipeline  construction.  How 
do  these  inspection  priorities  fit  into  your  risk-based  inspection  pro- 
gram? 

[The  information  follows:] 

Initially,  the  new  low-stress  pipeline  operators  that  will  come  under  RSPA  juris- 
diction will  be  treated  as  a  separate  block  of  inspection  units.  OPS  wiU  inform  those 
operators  of  their  pending  jurisdictional  status  and  the  time  allotted  to  come  into 
compliance  with  the  rule.  Second,  assistance  will  be  provided  for  them  to  under- 
stand the  requirements  of  the  rules.  Then,  based  on  the  date  compliance  is  required 
by  the  rule,  inspections  will  begin  on  a  high  priority  basis. 

PIPELINE  SAFETY  WORKLOAD  MEASURES 

Mr.  Coleman.  Please  update  the  workload  measures  for  the  Of- 
fice of  Pipeline  Safety  on  pages  860-861  of  last  year's  hearing 
record. 

[The  information  follows:] 
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ENFORCEMENT 

Measures:       1995*  1994*  1993  1992  1991 

Cases  Opened    170  150  129  94  77 

Standard  Insp.  425  400  336  344  225 

Accident         60  54         49  37  24 
investigations 

Proposed  Civil  Penalties; 

Estimated  Actual 

1995  1994  1993         1992         1991 

$1,700,00+    $1,500,000+   $1,217,300   $1,133,100   $1,310,300 

Civil  Penalties  Collected; 

Estimated  Actual**  (Closed  Cases  Only) 

1995         1994  1993         1992  1991 

$1,200,000   $1,000,000+        $748,150      $802,740     $218,300 


TRAINING 


1995        1994        1993        1992        1991 


Classes  20         21         17  16        13 

Seminars  27         27         16  24        17 

Students       3,677       3,733      2,250      3,110      2,711 

OUTREACH /NARUC  AND  NAPSR  CONFERENCES 

Conferences       8         8  3***      q  g 

Participants    200       180  ■       180       170       170 

*Estimated. 

**Amounts  prior  to  1992  reflect  monies  collected  for  closed  cases 
only.   Due  to  improvements  in  our  enforcement  database  and 
accounting  process  we  will  have  the  capability  to  report  all 
monies  collected. 

***Five  regional  NAPSR  meetings  consolidated  into  one  meeting. 
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461 

11,153 

7 

882 

7,575 

6 

183 

5,032 

4 

614 

4,597 

13 

312 

14,021 

10 

082 

10,509 

8 

252 

7,105 

6 

601 

6,860 

251 

257 

242 

233 

26 

077 

26,828 

24 

510 

23,113 

19 

614 

19,517 

17 

238 

15,119 

3 

220 

3,394 

4 

247 

2,888 

855 


STATE  COMPLIANCE  ACTIVITIES  --  NATURAL  GAS  PROGRAM 

1992     1991     1990      1989 

No.  of  Operators 

No.  of  Operators  Inspected 

No.  of  Inspection  Units 

No.  of  Inspection  Units  Inspected 

No.  of  Inspectors* 

Person  Days  Spent  on  Inspections 

No.  of  Noncompliances  Found 

Enforcement  Actions  Initiated 

STATE  COMPLIANCE  ACTIVITIES  --  HAZARDOUS  LIQUID  PROGRAM 

No.  of  Operators 

No.  of  Operators  Inspected 

No.  of  Inspection  Units 

No.  of  Inspection  Units  Inspected 

No.  of  Inspectors* 

Person  Days  Spent  on  Inspections 

No.  of  Noncompliances  Found 

Enforcement  Actions  Initiated 

*Some  inspectors  may  be  counted  under  both  gas/liquid  programs 

REGULATORY  DEVELOPMENT 

1995  1994  1993  1992  1991 
Est.  Est. 


250 

245 

200 

255 

183 

188 

186 

137 

400 

405 

332 

420 

281 

273 

260 

209 

73 

71 

59 

62 

,754 

1,698 

1,571 

1,276 

975 

659 

697 

589 

160 

113 

238 

86 

ANPRM 

2 

2 

1 

1 

1 

NPRM 

6 

5 

4 

7 

5 

FR 

7 

6 

5 

0 

5 

STATE  WAIVERS 

4 

3 

2 

1 

4 

FEDERAL  WAIVERS 

4 

3 

2 

0 

0 

TECHNICAL  STUDIES 

4 

2 

3 

1 

1 

INTERPRETATIONS 

18 

15 

14 

10 

11 

ALERT  NOTICES/ADVISORY  BULLETINS 

10 

10 

6 

3 

4 

NTSB  RECOMMENDATIONS  CLOSED 

7 

5 

4 

3 

3 
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PIPELINE  CIVIL  PENALTY  ACTIONS 


Mr.  Coleman.  Please  update  the  tables  on  civil  penalty  actions 
assessed  and  collected  as  shown  on  pages  864-865  of  last  year's 
hearing  record. 

[The  information  follows:] 
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Tables  on  OPS  Civil  Penalty  Actions 
Assessed  and  Collected 


YEAR 

1977 
1978 
1979 
1980 
1981 
1982 
1983 
1984 
1985 
1986 
1987 
1988 
1989 
1990 
1991 
1992 
1993 


YEAR 


AMOUNT 

PRELIMINARILY 

NUMBER 

ASSESSED 

7 

$16,400 

23 

70,200 

20 

46,450 

29 

60,500 

6 

14,750 

2 

16,000 

3 

21,000 

1 

2,750 

8 

12,000 

7 

393,000 

20 

641,500 

53 

775,650 

45 

512,950 

46 

431,440 

58 

1,310,300 

69 

1,133,100 

75 

1,217,300 

NUMBER 


AMOUNT 
COLLECTED 


AVERAGE   AMOUNT 
PRELIMINARILY 
ASSESSED 


1 

$      700 

6 

8,500 

21 

26,800 

35 

55,300 

4 

7,250 

2 

3,000 

5 

19,500 

5 

6,000 

11 

56,500 

6 

113,300 

9 

391,000 

21 

79,950 

30 

102,300 

24 

305,000 

36 

218.300 

72 

802,740 

69 

748,150 

AVERAGE 

AMOUNT 

COLLECTED 

1977 
1978 
1979 
1980 
1981 
1982 
1983 
1984 
1985 
1986 
1987 
1988 
1989 
1990 
1991 
1992 
1993 


$  2.342 
3,052 
2.322 
2.086 
2.458 
8.000 
7,000 
2,750 
1,500 
56.142 
32,075 
14,363 
11,399 
9,379 
22,591 
16,422 
16.231 


$   700 

1.416 

1.276 

1.580 

1,812 

1,500 

3,900 

1,200 

5,136 

18,883 

43,444 

3,807 

3,410 

12.708 

6.064 

11.149 

10.843 
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Table  of  OPS  Enforcement  Actions 


YEAR 

1986 
1987 
1988 
1989 
1990 
1991 
1992 
1993 


YEAR 

1986 
1987 
1988 
1989 
1990 
1991 
1992 
1993 


ENFORCEMENT 

NUMBER   OF 

PERCENT   OF 

ACTIONS 

BY    OPS 

WARNING   LETTERS 

WARNING   LETTERS 

120 

99 

82.5 

99 

60 

60.6 

80 

15 

18.8 

88 

27 

30.7 

94 

31 

32.9 

114 

23 

20.1 

150 

56 

37.3 

178 

49 

27.5 

NUMBER   OF 

PROPOSED 

CIVIL    PENALTIES 

AMOUNT 

7 

$     393,000 

20 

641,000 

53 

775,650 

45 

512,950 

46 

431,440 

58 

1,310,300 

69 

1,133,100 

75 

1,217,300 
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PIPELINE  SAFETY  ENFORCEMENT 

Mr.  Coleman.  For  each  of  fiscal  years  1993  and  1992,  please 
specify  the  average  time  that  was  spent  processing  enforcement 
cases  in  regional  offices  before  they  were  submitted  to  head- 
quarters, the  time  spent  reviewing  these  cases  at  headquarters, 
and  the  time  lapsed  between  the  submittal  of  these  cases  to  the  Of- 
fice of  Chief  Counsel  and  their  final  settlement. 

[The  information  follows:] 

Average 
Stage  of  penalty  process  Days 

Inspection  date  to  notice  of  probable  violation  (NOPV)  date  165 

Receipt  of  violator's  response  to  referral  to  office  of  chief  counsel  (OCC)  39 

Receipt  by  OCC  to  final  order  date  251 

Total  days  from  inspection  date  to  final  order  date 542 

NOPV  date  to  close  578 

The  average  time  spent  processing  enforcement  cases  is  based  on  information 
from  November  1990  to  March  1992  as  issued  in  Inspector  General's  report  Decem- 
ber 1992. 

ONSHORE  PIPELINE  FACILITY  INSPECTIONS 

Mr.  Coleman.  Please  update  the  data  on  the  number  of  com- 
prehensive onshore  pipeline  facility  inspections  by  fiscal  year  as 
shown  on  page  866  of  last  year's  hearing  record  by  providing  actual 
and  estimated  data  for  fiscal  years  1993  through  1995. 

[The  information  follows:] 

Standard 

Inspection 

Year:  Onshore 

1990  180 

1991  225 

1992  307 

1993  304 

1994  (Est)  309 

1995  (Est)  460 

Based  on  expected  FTE's  x  20  inspections  per  year. 

Mr.  Coleman.  How  many  such  inspections  have  been  accom- 
plished to  date  this  fiscal  year  and  compared  to  the  same  time  pe- 
riod in  fiscal  year  1993? 

[The  information  follows:] 

Fiscal  year — 


Central 

Eastern  .... 
Southwest 
Southern  .. 
Western  .... 


1993 

1994 

10/01/92— 

10/01/93— 

04/20/93 

04/20/94 

11 

14 

19 

9 

35 

24 

32 

15 

30 

13 

Total  127 75 

While  the  number  of  inspections  conducted  has  decreased  from  127  to  75,  the 
number  of  accident  investigations  has  increased  fi-om  37  to  49. 

PIPELINE  INSPECTION  INTERVALS 

Mr.  Coleman.  Please  update  the  data  on  estimated  inspection  in- 
tervals by  federal  region  for  onshore  units  as  shown  on  page  867 
of  last  year's  hearing  record  and  explain  any  large  differences. 


860 

[The  information  follows:] 

Calculated  pipeline  inspection  intervals  ' 

Region  ^iw 

Eastern  2.3 

Southern  2.1 

Central  2.3 

Southwest  3-1 

Western 2.2 

*The  listed  inspection  cycle  is  a  calculation  based  on  each  available  FTE  performing  20  stand- 
ard inspection  per  year,  which  is  our  annual  inspector  goal. 

Reviewing  actual  onshore  inspections  performed  in  1993,  the  inspection  interval 
extends  to  a  national  average  of  4.5  years. 

OFF-SHORE  PIPELINES 

Mr.  Coleman.  What  progress  has  been  made  in  the  last  year  re- 
garding new  safety  regulations  pertaining  to  ofT-shore  pipeline  op- 
erators? 

[The  information  follows:] 

During  the  past  year,  the  RSPA  has  been  awaiting  the  completion  of  a  report 
being  preparea  by  the  Marine  Board  of  the  National  Research  Council  before  pro- 
ceeding with  rulemaking.  The  report  "Improving  the  Safety  of  Marine  Pipelines,"  to 
be  published  in  May  1994,  was  co-sponsored  by  RSPA  and  the  Minerals  Manage- 
ment Service.  It  will  include  guidance  regarding  the  mandate  in  the  Pipeline  Reau- 
thorization of  1990  that  RSPA  adopt  regulations  to  estabUsh  a  mandatory,  system- 
atic, and,  where  appropriate,  periodic  inspection  program  of  offshore  pipeUne  facili- 
ties in  the  Gulf  of  Mexico. 

OFFSHORE  INSPECTION  RESOURCES 

Mr.  Coleman.  Please  update  the  data  on  inspection  resources 
dedicated  to  off-shore  pipelines,  as  shown  on  page  857  of  last  year's 
hearing  record. 

[The  information  follows:] 

Fiscal  yeif— 

Region  — 

1991  1992  1993  1994  1995 

Eastern 0  0  0  0  0 

Southern 0  0  0  0  0 

Central  0  0  0  0  0 

Southwest 100  2.00  2.00  2.00  2.00 

Western  .50  .50  .50  .50  .50 

TOTAL 1.50        2.50         2.50        2.50        2.50 

The  Southern  Region  offshore  units  (7)  may  or  may  not  be  inspected  in  a  given 
year.  Therefore,  the  .03  FTE  figure  previously  included  for  1990  and  1992  has  been 
removed  from  the  table. 

PIPELINE  SAFETY  INSPECTION  UNITS 

Mr.  Coleman.  Please  provide  a  table  that  shows  the  number  of 
inspection  units  that  have  not  been  inspected  as  required  by  OPS 
headquarters  guidance  by  region  and  the  year  of  the  last  inspec- 
tion. 

[The  information  follows:] 

The  headquarters  guidance  for  the  risk-based  inspection  planning  process  requires 
that  the  top  Va  of  inspections  planned  for  each  year  be  selected  strictly  on  a  risk 
basis.  These  high  priority  inspections  have  been  completed  in  all  regions  in  all  years 
since  the  risk-based  inspection  program  has  been  in  place.  A  risk-based  inspection 
program,  by  its  very  nature,  does  not  evenly  distribute  resources  over  all  inspection 
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units.  Some  units  may  be  inspected  far  more  frequently  than  others.  The  date  of 
last  inspection  becomes  a  primary  factor  in  the  scheduling  of  the  remaining  %  of 
the  units  in  the  annual  inspection  plan.  Inspection  interval  goals  are  secondary 
planning  factors  in  a  risk-based  planning  process. 

No.  of  opera- 
R».i.n  1!>IS       Years  Of  last 

lines 

Eastern  18  1987-1991 

Central  46  1988-1991 

Southern  3  1989 

Southwest 16  1987-1992 

Western 14  1987-1989 

Mr.  Coleman.  The  justifications  indicate  that  you  project  a  38 
percent  increase  in  the  number  of  standard  inspections  between  fis- 
cal years  1993  and  1995.  How  will  you  be  able  to  achieve  such  an 
increase? 

[The  information  follows:] 

The  38  percent  increase  in  the  niimber  of  standard  inspections  projected  between 
1993  and  1995  reflects  an  increase  in  the  niunber  of  inspectors  available  to  conduct 
the  inspections  as  a  result  of  hiring  the  additional  inspectors  appropriated  in  fiscal 
year  1993  and  having  those  new  inspectors  fully  qualified  to  take  on  a  fiill  inspec- 
tion load.  In  the  past,  accident  investigations,  remediation  testing,  and  special 
projects,  such  as  response  to  the  Midwest  floods  and  California  earthquake,  have 
hampered  efforts  to  attain  our  inspection  goals.  These  factors  cannot,  of  course,  be 
accurately  predicted. 

Mr.  Coleman.  During  the  same  time  period,  you  project  no  in- 
crease in  the  actual  number  of  pipeline  units  inspected.  What  is 
the  reason  for  that? 

[The  information  follows:] 

The  "pipeUne  units"  in  the  Inspector  Workload  indicators  in  our  fiscal  year  1995 
budget  refers  to  the  nvimber  of  inspection  units  in  existence  across  the  country  that 
are  under  the  OPS  inspection  jurisdiction,  not  the  number  of  inspection  units  to  be 
inspected.  The  number  of  inspection  units  to  be  inspected  (not  shown  in  the  work- 
load indicators)  would,  of  course,  increase  with  the  increase  in  standard  inspections 
conducted. 

PIPELINE  INSPECTORS 

Mr.  Coleman.  How  many  pipeline  inspectors  are  currently  on 
board  in  each  region  and  how  does  that  compare  with  a  year  ago? 
[The  information  follows:] 

Fiscal  year— 
1993  1994 

Eastern  3  3 

Southern  3  4 

Central 5  5 

Southwest 6  7 

Western 5  6 

Headquarters  (Drug  and  Alcohol)  } 2 

Total 23 27 

We  currently  have  a  total  of  27  inspectors  on  board,  which  is  four  more  than  last 
year.  We  are  now  in  the  process  of  hiring  three  inspectors  within  the  next  few 
months,  and  expect  to  have  all  positions  fill^i  by  the  end  of  the  fiscal  year. 
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NEW  INSPECTOR  POSITIONS 

Mr.  Coleman.  What  assumptions  were  made  regarding  the  sala- 
ries and  benefits  budgeted  for  the  three  new  inspector  positions  re- 
quested in  fiscal  year  1995? 

[The  information  follows:] 

The  assiunptions  were  based  on  three  inspectors  hired  at  an  annual  rate  $70,756 
each  which  includes  benefits  of  25  percent.  The  total  amount  allocated  for  this  is 
$212,268. 

INSPECTOR  TRAVEL  COSTS 

Mr.  Coleman.  What  was  actually  spent  in  travel  costs  per  in- 
spector and  regional  director  in  fiscal  year  1993,  and  what  is  budg- 
eted in  each  fiscal  years  1994  and  1995? 

[The  information  follows:] 

Approximately  $12,000  was  spent  in  travel  costs  per  inspector  and  regional  direc- 
tor in  fiscal  year  1993.  In  fiscal  year  1994,  about  $15,000  has  been  estimated  for 
inspector  and  regional  director  travel.  The  fiscal  year  1995  request  has  been  esti- 
mated at  the  same  level  as  the  fiscal  year  1994  request. 

PIPELINE  INSPECTORS  BY  REGION — ONSHORE 

Mr.  Coleman.  Please  update  the  breakdown  of  your  on-shore 
pipeline  safety  inspectors  and  pipeline  facilities  by  federal  region  as 
shown  on  page  868  of  last  yea^s  hearing  record. 

[The  information  follows:] 

Number  of  on- 
FTTs  shore  inspK- 

tion  units 

Eastern  3.0  2138    (35) 

Southern  3.0  170    (50) 

CenUal 5.0  272    (92) 

Southwest  > 5.0  249      (6) 

Western! 5.5  247    (51) 

Headquarters  (Drug  and  alcohol)  10     

>  Additional  inspectors  are  also  assigned  to  offshore  inspections. 

2(    )  Intrastate  and  interstate  units  inspected  tiy  state  agents  with  enforcement  ty  OPS. 

PIPEUNE  INSPECTORS  BY  REGION — OFF-SHORE 

Mr.  Coleman.  Please  update  the  same  data  for  off-shore  pipeline 
facilities  and  staff  resources  as  shown  on  page  868  of  last  year's 
hearing  record. 

[The  information  follows:] 

No.  of 
„    .  No.  of       offshore 

"•S'""  FTTs        pipeline 

facilities 

Eastern  0  0 

Southern  0  7 

Central 0  0 

Southvwst 2  218 

Western 0-5  24 

AUTHORIZED  PIPELINE  INSPECTORS  BY  REGION 

Mr.  Coleman.  Please  provide  a  table  that  provides  a  breakdown 
of  authorized  pipeline  inspectors  by  region  for  fiscal  years  1993  and 
1994  and  planned  for  fiscal  year  1995. 
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[The  information  follows:] 


Region 


Fiscal  year— 

1993 

1994 

1995 

4 

4 

5 

6 

6 

6 

4 

4 

4 

6 

7 

8 

6 

7 

8 

1 

2 

2 

Eastern  

Central 

Southern  

Southwest 

Western 

Headquarters  (Drug  and  Alcohol)  

Total  27  30         33 

STATE  LIAISON  POSITIONS 

Mr,  Coleman.  What  will  be  the  specific  responsibilities  of  the 
state  liaison  positions  and  does  each  region  now  have  such  a  per- 
son? 

[The  information  follows:] 

The  specific  responsibilities  of  the  state  liaison  positions  include  monitoring  state 
program  performance,  assuring  that  grants  are  being  managed  to  maximize  per- 
formance, facilitating  state  adoption  of  federal  requirements,  providing  program  ad- 
vice and  technical  guidance,  conducting  significant  inspections  and  accident  inves- 
tigations (particiilarly  those  done  in  conjunction  with  state  inspectors),  and  encour- 
aging program  development  and  adjustments  within  individual  states  to  achieve  a 
nationally  uniform  program  to  the  degree  posi-ible. 

We  have  filled  the  state  liaison  positions  in  the  Southern,  Southwest,  and  West- 
em  Regional  Offices  and  expect  to  fill  the  other  two  positions  within  the  year. 

TRANS-ALASKA  PIPELINE 

Mr.  Coleman.  The  justifications  indicate  that  RSPA  proposes  to 
establish  a  district  office  in  Anchorage  operating  under  the  super- 
vision of  the  Western  Regional  Office  in  Denver.  How  would  safety 
oversight  over  the  Trans-Alaska  pipeline  be  improved  by  the  estab- 
lishment of  an  Alaska  district  office  when  RSPA  already  has  staff 
assigned  to  the  Joint  Pipeline  Office  in  Alaska? 

[The  information  follows:] 

Today  the  one  inspector  in  Anchorage  must  divide  his  time  between  the  Trans- 
Alaska  pipeline  and  all  other  pipeline  operators  in  Alaska.  The  establishment  of  a 
district  office  would  increase  the  staff"  in  Alaska  so  that  all  pipelines  in  the  state 
could  be  inspected  on  an  improved  schedule. 

The  establishment  of  a  district  office  in  Anchorage  is  designed  to  formaUze  and 
provide  structure  for  the  ongoing  assignment  of  staff  in  Alaska.  At  present,  the  in- 
spector assigned  to  Alaska  operates  as  a  staff  inspector  for  the  OPS  Western  Region 
Office,  with  Uttle  direct  authority  to  make  the  difficult,  and  ofi^n  immediate,  deci- 
sions that  have  to  be  made  in  executing  OPS  authority  and  in  fully  supporting  the 
miilti-agency  Joint  Pipeline  Office  (JPO).  In  addition,  much  of  the  support  for  the 
inspector  comes  from  the  JPO,  and,  as  such,  OPS  is  dependent  upon  support  it  does 
not  control.  With  32  inspection  units  in  Alaska,  in  addition  to  the  Trans-Alaska 
Pipeline,  OPS  needs  to  have  a  fixed  presence  in  Alaska  given  the  critical  environ- 
mental sensitivity  of  all  areas  through  which  pipelines  operate  and  the  fact  that 
OPS  administers  a  full  complement  of  regulatory  and  compliance  tools. 

Mr.  Coleman.  According  to  your  justifications,  the  Trans-Alaska 
Pipeline  requires  more  oversight  by  OPS  than  any  other  pipeline 
in  the  nation.  WTiy  is  that  the  case  when  you  share  safety  oversight 
over  the  pipeline  with  the  Bureau  of  Land  Management  in  the  De- 
partment of  the  Interior? 

[The  information  follows:] 
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The  level  of  oversight  of  the  Trans-Alaska  pipeline  is  appropriate  given  the  eco- 
nomic importance  and  environmental  sensitivity  of  this  pipeline  system.  OPS  is  re- 
sponsible for  inspection  and  compliance  under  the  hazardous  liquid  pipeline  safety 
regulations  for  the  entire  system.  OPS  is  an  active  partner  in  the  Joint  Pipeline  Of- 
fice with  BLM  and  the  state,  each  of  whom  has  jurisdiction  through  permits  and 
right-of-way  agreements  for  only  one-half  of  the  pipeline.  OPS  and  BLM  responsibil- 
ities do  not  overlap. 

Mr.  Coleman.  What  are  RSPA's  responsibilities  with  regard  to 
the  Trans-Alaska  Pipeline  and  how  do  they  differ  with  those  of  the 
Bureau  of  Land  Management  in  the  Department  of  the  Interior? 

[The  information  follows:] 

RSPA  administers  the  full  range  of  regulatory  and  compliance  tools  under  the 
hazardous  liquid  pipeUne  safety  regulations  for  the  entire  800-mUe  system,  includ- 
ing the  mainUne  pipe,  the  fiiel  gas  line,  all  mainline  breakout  tanks,  breakout  tanks 
at  the  Valdez  Marine  Terminal  (VMT),  and  the  lines  in  the  VMT  that  carry  oil  to 
the  vessel  loading  arms.  The  Bureau  of  Land  Management  administers  its  oversight 
through  the  provisions  in  the  permits  and  right-of-way  agreement  it  has  executed 
for  protection  of  federal  lands  of  that  portion  of  the  system  on  federal  land  (approxi- 
mately one-half  of  the  system). 

Mr.  Coleman.  Is  the  establishment  of  an  Alaska  district  office 
justified  under  OPS's  risk-based  inspection  program? 
[The  information  follows:] 

Yes.  The  32  inspection  units  in  Alaska  in  addition  to  the  Trans-Alaska  Pipeline, 
the  environmental  sensitivity  of  the  state,  and  the  Umited  resources  available  for 
inspection,  present  a  risk  which  requires  a  formal  and  permanent  presence  in  Alas- 
ka. 

ALASKA  DISTRICT  OFFICE 

Mr.  Coleman.  What  are  the  projected  operating  costs  associated 
with  establishing  an  Alaska  district  office? 
[The  information  follows:] 

The  projected  operating  costs  associated  with  establishing  an  Alaska  District  of- 
fice were  estimated  at  about  $22,000.  Equipment  (computers,  fax,  copier,  etc.)  at  ap- 
proximately $12,000  and  furniture  at  approximately  $10,000. 

TRANS-ALASKA  PIPELINE  TASK  FORCE 

Mr.  Coleman.  Have  members  of  the  Presidential  Task  Force  to 
assess  the  safety  of  the  Trans-Alaska  Pipeline  been  appointed  yet? 

If  so,  please  provide  a  list  of  the  members,  and,  if  not,  what  are 
the  reasons  for  the  delay? 

[The  information  follows:] 

The  Task  Force  members  have  not  yet  been  appointed  by  the  President.  The  Task 
force  nominations  have  been  accorded  the  same  scrutiny  as  other  Presidential  nomi- 
nations. The  purpose  of  the  review  is  to  ensure  that  all  Task  members  are  of  the 
highest  caliber  and  will  represent  the  President  and  their  agency  to  the  best  of  their 
ability. 

Mr.  Coleman.  Congress  appropriated  $550,000  in  fiscal  year 
1993  to  support  the  work  of  the  Task  Force.  Has  any  portion  of 
these  funds  been  obligated? 

[The  information  follows:] 

Approximately  $3,000  has  been  obligated  to  date,  primarily  to  support  the  collec- 
tion and  dissemination  of  information  associated  with  start-up  costs. 

Mr.  Coleman.  Do  you  have  a  plan  for  how  these  funds  would  be 
utilized  once  the  Presidential  Task  Force  is  appointed? 
[The  information  follows:] 
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One  of  the  requirements  of  the  legislation  is  to  retain  and  independent  consulting 
firm  with  varied  technical  expertise  to  assist  the  Task  Force.  We  project  that  the 
bulk  of  the  available  funds  would  be  utihzed  in  support  of  this  contract. 

Mr.  Coleman.  The  purpose  of  the  Presidential  Task  Force  is  to 
conduct  an  audit  of  the  Trans-Alaskan  pipeline  (TAPS).  However, 
since  passage  of  the  Oil  Pollution  Act  of  1990  which  authorized  the 
Task  Force,  the  Department  of  Interior's  Bureau  of  Land  Manage- 
ment has  commissioned  an  independent  audit  of  the  pipeline's  op- 
eration by  Alyeska,  including  Alyeska's  safety  management,  quality 
control  programs,  maintenance  and  environmental  operations. 

Is  there  still  a  need  for  the  Presidential  Task  Force  or  has  it 
been  overtaken  by  other  events  relative  to  the  Alaskan  pipeline? 

[The  information  follows:] 

There  is  stiU  an  important  role  for  the  Presidential  Task  Force  on  TAPS  to  per- 
form. Although  there  have  been  several  studies  performed  by  the  Congress,  Depart- 
ment of  Interior,  Alyeska  and  the  oil  companies  who  own  Alyeska,  there  are  several 
areas  of  review  still  required  by  the  legislation  but  not  addressed  by  the  above  stud- 
ies. These  areas  must  still  be  addressed.  One  valuable  role  the  Task  Force  could  fill, 
for  example,  would  be  to  examine  the  findings  and  recommendations  from  the  sev- 
eral studies,  and  determine  the  best  options  for  consideration  by  the  President  and 
the  Congress.  In  addition,  there  has  been  much  discussion  among  the  agencies  re- 
sponsible for  nominating  Task  Force  members  concerning  a  revised  structure  for 
oversight  of  TAPS. 

Mr.  Coleman.  Please  summarize  the  findings  of  the  Interior  De- 
partment audit  of  TAPS  and  indicate  what  follow-up  actions  RSPA 
plans  to  take. 

[The  information  follows:] 

The  DOI  audit  of  TAPS,  known  as  the  QTC  report,  focuses  mainly  on  rec- 
ommended improvements  to  Alyeska's  Quality  Assurance  program  and  to  the  com- 
pany's management  philosophy.  OPS  has  carefully  reviewed  the  report  and  identi- 
fied all  specific  issues  that  we  believe  fall  within  our  area  of  safety  and  environ- 
mental concern  (e.g.,  the  adequacy  of  Alyeska's  continuing  training  program  and  the 
adequacy  of  Alyeska's  document  control  system).  Six  Letters  for  Specific  Information 
(a  first  step  in  oiu"  compliance  process)  have  been  sent  to  Alyeska  on  each  of  these 
issues.  We  expect  Alyeska  to  respond  within  the  90  day  time  limit  provided  in  these 
letters. 

Mr.  Coleman.  The  Joint  Pipeline  Office  issued  a  report  in  No- 
vember 1992  which  concluded  that  the  TAPS  cathodic  protection 
monitoring  procedures  did  not  meet  federal  pipeline  safety  regula- 
tions. What  steps  have  been  taken  to  address  this  problem? 

[The  information  follows:] 

The  JPO,  including  OPS,  has  been  meeting  periodically  with  Alyeska  in  develop- 
ing an  improved  cathodic  protection  monitoring  program.  A  full  report  is  expected 
in  May  1994  detailing  Alyeska's  planned  improvements.  Because  this  plan  has  been 
arrived  at  jointly,  OPS  anticipated  being  able  to  accept  the  plan  and  monitor  its  im- 
plementation. 

Mr.  Coleman.  Has  Alyeska  submitted  to  RSPA  its  plan  for  up- 
grading existing  cathodic  protection,  and  to  effectively  monitor  all 
cathodic  protection  systems  on  the  TAPS  crude  oil  tanks? 

[The  information  follows:] 

Alyeska  has  submitted  a  plan  acceptable  to  OPS  to  inspect  tank  bottoms  and  up- 
grade cathodic  protection  on  their  crude  oil  tanks  and  is  actively  implementing  this 
plan. 

Mr.  Coleman.  What  additional  reports  did  the  Joint  Pipeline  Of- 
fice issue  in  1993  relative  to  corrosion  on  TAPS? 
[The  information  follows:] 
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The  JPO  did  not  issue  any  additional  reports  relative  to  corrosion  on  TAPS  in 
1993. 

ONE-CALL  PROGRAMS 

Mr.  Coleman.  Which  states  do  not  have  "one  call"  damage  pre- 
vention programs? 

[The  information  follows:] 

Four  states  do  not  have  one-call  damage  prevention  legislation — ^Alabama,  Ha- 
waii, Texas,  and  West  Virginia. 

Mr.  Coleman.  Which  states  have  "one  call"  programs,  but  do  not 
have  mandatory  participation? 
[The  information  follows:] 

Twenty-three  states  have  legislation  but  do  not  have  mandatory  participation — 
Alaska,  Colorado,  Delaware,  Indiana,  Kansas,  Maine,  Mississippi,  Missouri,  Mon- 
tana, Nevada,  New  Jersey,  New  Mexico,  New  York,  North  CaroUna,  North  Dakota, 
Oklahoma,  Oregon,  South  Carolina,  South  Dakota,  Tennessee,  Utah,  Wisconsin,  and 
Wyoming.  This  listing  is  based  on  information  appearing  in  the  Excavator's  Damage 
Prevention  Guide — 1993-1994  Directory,  compiled  by  One  Call-Systems  Inter- 
national, and  affihate  of  the  American  Public  Works  Association. 

Mr.  Coleman.  Which  states  do  not  provide  for  assessment  of  civil 
penalties  for  one-call  violations? 
[The  information  follows:] 

Our  records  indicate  that  at  least  30  states  may  not  have  the  statutorily  man- 
dated level  of  civil  penalty  authority  required  under  the  Natural  Gas  PipeUne  Safety 
Act  of  1968.  During  1994,  the  OPS  state  liaisons  wUl  be  validating  information  pro- 
vided by  the  states  on  the  status  of  their  adoption  of  the  minimum  one-call  notifica- 
tion system  requirements  mandated  in  the  Pipeline  Safety  Reauthorization  Act  of 
1988  and  set  forth  in  49  CFR  §  198.37.  After  that  validation,  we  will  have  a  more 
accxirate  indication  of  the  specific  authority  each  state  has  for  assessing  civil  pen- 
alties. 

PIPELINE  SAFETY — UNOBLIGATED  BALANCE 

Mr.  Coleman.  What  is  the  current  unobligated  balance  in  the 
Pipeline  Safety  Fund? 
[The  information  follows:] 

The  unobligated  balance  at  the  beginning  of  fiscal  year  1994  was  $16,972.  The  un- 
obligated balance  at  the  end  of  fiscal  year  1994  will  be  approximately  the  same, 
since  expenditures  from  the  fund  are  offset  by  collections  received  during  the  fiscal 
year. 

PIPELINE  GRANTS 

Mr.  Coleman,  States  participating  in  the  Pipeline  Safety  Pro- 
gram must  annually  certify  the  extent  of  their  compliance  with  fed- 
eral regulations  in  order  to  qualify  for  federal  funds.  Why  do  states 
continue  to  receive  grant  allocations  when  many  of  them  are  in 
noncompliance  with  federal  requirements? 

[The  information  follows:] 

The  grant  funds  are  designed,  in  large  part,  to  provide  an  incentive  for  states  to 
take  on  pipeline  safety  jurisdiction  that  would  otherwise  fall  to  RSPA.  The  critical 
goal  for  the  RSPA  state  program  each  year  is  to  improve  state  performance,  pri- 
marily in  the  following  three  areas:  obtaining  fiill  intrastate  jurisdiction;  adopting 
all  federal  safety  regulations;  and  adopting  effective  one-call  legislation.  While 
RSPA  does  hold  back  funds  from  those  states  with  inadequate  performances,  to 
deny  them  a  grant  would  only  transfer  oversight  responsibility  to  RSPA,  which  does 
not  have  the  resources  for  the  additional  workload. 
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PIPELINE  SAFETY  PROGRAMS — ^FEDERAL/STATE  COSTS 

Mr.  Coleman.  The  Natural  Gas  Pipeline  Safety  Act  and  Hazard- 
ous Liquid  Pipeline  Safety  Act  authorize  federal  reimbursement  for 
up  to  50  percent  of  the  costs  of  state  pipeline  safety  programs.  Does 
the  Administration  support  50  percent  federal  cost  sharing? 

[The  information  follows:] 

In  fiscal  year  1991,  the  Administration  supported  a  gradual  increase  in  the  grant 
appropriation  up  to  an  amount  that  would  represent  50  percent  reimbursement  if 
the  grant  payments  were  based  solely  on  the  level  of  performance  achieved  by  a 
state.  Previously,  the  amount  of  a  grant  that  a  state  would  receive  was  based  pri- 
marily on  the  size  of  the  state's  program — smaller  states  with  lesser  programs  typi- 
cally received  50  percent  reimbursement  of  their  Umited  costs  as  an  incentive  to 
keep  them  in  the  program  so  that  their  intrastate  inspection  units  would  not  revert 
to  RSPA  should  the  state  withdraw  from  the  program.  This  "program"  based  fund- 
ing recognized  the  relatively  small  amount  of  grant  iunds  available  throughout  the 
1980's  and  early  1990's.  With  a  strong  commitment  from  RSPA  to  pursue  grant  allo- 
cation based  on  performance,  funding  for  the  grant  program  increased  by  approxi- 
mately 61  percent  between  fiscal  year  1991  and  1994.  In  fiscal  year  1994  and  1995, 
we  will  be  allocating  the  $7.500M  and  $8.0M,  respectively,  on  the  ratio  of  80  percent 
for  performance  and  20  percent  for  program  size.  RSPA  will  continue  to  support 
funding  for  the  grant  program  up  to  a  level  that  will  assure  all  states  that  they  will 
receive  50  percent  of  their  program  costs,  and  will  continue  to  link  this  funding  level 
with  performance. 

Mr.  Coleman.  When  do  you  anticipate  that  this  level  of  cost 
sharing  would  be  provided  to  the  states? 
[The  information  follows:] 

By  fiscal  year  1996,  we  expect  to  have  in  place  a  fair  and  effective  set  of  appro- 
priate performance  measures  by  which  the  states  should  be  evaluated.  Con- 
sequently, we  believe  that  in  recognition  of  performance  measures  being  in  place, 
the  impending  pass-through  to  the  states  of  a  number  of  new  regulations  they  will 
be  required  to  adopt  and  enforce,  and  the  need  for  the  federal  pipeline  safety  pro- 
gram to  leverage  the  state  compliance  resource  to  the  maximum  extent  practicable, 
full  50%  funding  shovdd  be  sought  in  the  budget  for  fiscal  year  1996. 

Mr.  Coleman.  What  proportion  of  state  costs  are  reimbursed 
under  the  1994  pipeline  safety  grant  program  and  what  proportion 
would  be  reimbursed  under  the  1995  request  for  the  pipeline  safety 
grant  program? 

[The  information  follows:] 

In  1993,  states  on  average  were  reimbursed  for  a  total  of  34  percent  of  their  natu- 
ral gas  program  costs  and  30  percent  of  their  hazards  liquid  program  costs.  In  1994 
and  1995,  the  percent  of  costs  covered  will  remain  about  the  same  because  we  will 
be  funding  three  additional  state  programs  this  year  and  plan  additional  new  pro- 
grams in  1995. 

GAS  PIPELINE  SAFETY  PROGRAMS 

Mr.  Coleman.  Please  list  the  eligible  state  jurisdictions  partici- 
pating in  the  federal  gas  pipeline  safety  program  for  fiscal  year 
1993  and  show  the  amount  of  state  costs,  the  federal  contribution, 
and  the  percentage  of  federal  contribution  to  total  costs,  similar  to 
the  chart  shown  on  page  869  of  last  year's  hearing  record. 

[The  information  follows:] 
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1993  NATURAL  GAS  PIPELINE  SAFETY  GRANT  ALLOCATION 


STATE 


REQUEST    ALLOCATION 


%  OF  FUNDING 


ALABAMA 

329 

,591 

209 

,570 

ARIZONA 

368 

,166 

227 

,804 

ARKANSAS 

163 

,865 

162 

,504 

CALIFORNIA 

595 

,714 

232 

,989 

COLORADO 

126 

,465 

104 

,411 

CONNECTICUT 

137 

,500 

131 

,791 

*  DELAWARE 

16 

,738 

15 

,860 

FLORIDA 

45 

,  000 

36 

,406 

GEORGIA 

196 

,667 

172 

,170 

ILLINOIS 

193 

,905 

187 

,464 

INDIANA 

136 

,658 

135 

,523 

IOWA 

123 

900 

116 

698 

KANSAS 

327 

327 

199 

164 

KENTUCKY 

202 

920 

178 

065 

LOUISIANA 

339 

150 

206 

180 

*  MAINE 

11 

625 

10 

402 

MARYLAND 

101 

957 

99 

417 

MASSACHUSETTS 

309 

020 

184 

366 

MICHIGAN 

192 

355 

181 

174 

MINNESOTA 

338 

232 

222 

727 

MISSISSIPPI 

111 

793 

103 

438 

MISSOURI 

220 

650 

181 

072 

MONTANA 

29 

398 

25 

492 

*  NEBRASKA 

81 

659 

75 

042 

*  NEVADA 

89 

326 

82 

889 

NEW  HAMPSHIRE 

51 

990 

47 

241 

NEW  JERSEY 

264 

469 

171 

799 

NEW  MEXICO 

155 

030 

134 

432 

NEW  YORK 

1,018 

200 

314 

665 

NORTH  CAROLINA 

158 

400 

150 

508 

NORTH  DAKOTA 

37 

305 

32 

659 

OHIO 

310 

500 

202, 

991 

OKLAHOMA 

172 

775 

156, 

993 

OREGON 

115, 

653 

107, 

970 

PENNSYLVANIA 

248, 

937 

184, 

199 

PUERTO  RICO 

15, 

000 

11, 

014 

RHODE  ISLAND 

63, 

650 

58, 

893 

SOUTH  CAROLINA 

87, 

323 

80, 

072 

TENNESSEE 

216, 

029 

193, 

651 

TEXAS 

783, 

276 

283, 

173 

UTAH 

96, 

230 

93, 

033 

VERMONT 

49, 

117 

48, 

709 

VIRGINIA 

140, 

276 

126, 

298 

*  WASHINGTON  DC 

43, 

698 

41, 

892 

WEST  VIRGINIA 

136, 

778 

116, 

333 

WISCONSIN 

142, 

400 

108, 

108 

*  WYOMING 

97, 

188 

89, 

749 

TOTAL 

9,193, 

805  6 

,237, 

000 

32 
31 
49 
20 
41 
48 
47 
40 
44 
48 
49 
47 
30 
44 
30 
44 
49 
30 
47 
33 
46 
41 
43 
45 
46 
45 
32 
43 
15 
48 
44 
33 
45 
47 
37 
37 
46 
46 
45 
18 
48 
49 
45 
47 
43 
38 
46 
34 


NOTE:      THE  'REQUEST'  REPRESENTS  50%  OF  THE  STATE'S  ESTIMATED 
BUDGET.   THE  '%  OF  FUND'  IS  THE  PERCENTAGE  OF  THE 
BUDGET  REPRESENTED  BY  THE  ALLOCATION. 

*     STATE  TO  RECEIVE  AT  LEAST  SAME  LEVEL  OF  FUNDING  AS  IN  1991 

UNDER  REVISED  ALLOCATION  FORMULA,  PROVIDED  ITS  REQUEST  IS  AT 


I 
I 
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1991    LEVEL   OR   HIGHER. 
1993    HAZARDOUS    LIQUID    PIPELINE    SAFETY    GRANT   ALLOCATION 


STATE 

ALABAMA 

ARIZONA 

CALIFORNIA 

LOUISIANA 

MINNESOTA 

MISSISSIPPI 

NEW   YORK 

OKLAHOMA 

TEXAS 

WEST   VIRGINIA 

TOTAL 


REQUEST 

19,922 
37,300 

691,282 
53, 146 
84, 558 
3,308 
25,650 
68, 820 

138,225 
15,198 

1,137,409 


ALLOCATION 

18,739 

37,300 
272,599 

49, 091 

84,558 
2,775 

22,389 

66, 947 
125,336 

13,266 

693,000 


%  OF  FUNDING 

47 
50 
20 
46 
50 
42 
44 
49 
45 
44 

30 


NOTE: 


THE  'REQUEST'  REPRESENTS  50%  OF  THE  STATE'S  ESTIMATED 
BUDGET.   THE  '%  OF  FUND'  IS  THE  PERCENTAGE  OF  THE 
BUDGET  REPRESENTED  BY  THE  ALLOCATION. 


STATE  TO  RECEIVE  AT  LEAST  SAME  LEVEL  OF  FUNDING  AS  IN  1991 
UNDER  REVISED  ALLOCATION  FORMULA,  PROVIDED  ITS  REQUEST  IS  AT 
1991  LEVEL  OR  HIGHER. 


870 

INTRASTATE  PIPELINES — STATE  JURISDICTION 

Mr.  Coleman.  Which  states  have  authority  over  intrastate  pipe- 
Hnes  and  which  states  are  having  difficulty  obtaining  state  jurisdic- 
tion over  intrastate  pipelines? 

[The  information  follows:] 

A  listing  follows  of  states  participating  in  the  natural  gas  and  hazardous  Uquid 
pipeline  safety  programs.  Alaska,  Hawaii,  and  Idaho  are  the  only  states  not  partici- 
pating in  the  gas  program.  Maine  recently  gave  notice  that  it  intends  to  withdraw 
from  the  gas  program,  but  we  are  still  working  with  the  state. 

States  having  difficulty  obtaining  safety  jurisdiction  over  municipal  systems  in- 
clude Pennsylvania,  CaUfomia,  and  Virginia.  Additionally,  a  number  of  states  do  not 
have  jurisdiction  over  small  gas  operators  of  master  meter  and  Uquefied  petroleum 
gas  systems. 
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1994 

STATES  PARTICIPATING  IN  THE  FEDERAL/STATE  COOPERATIVE 

GAS  AND  HAZARDOUS  LIQUID  PIPELINE  SAFETY  PROGRAMS 


NATURAL  GAS  PROGRAM 


State  Agencies  Under  5(a)  Certification  (49) 


Alabama 

Arizona 

Arkansas 

California 

Colorado 

Connecticut 

District  of  Columbia 

Florida  PSC 

Florida  (LP  Gas  Div.- 

Dept .  of  Agriculture) 
Georgia 
Illinois 
Indiana 
Iowa 
Kansas 
Kentucky- 


Louisiana 

Maine* 

Maryland 

Massachusetts 

Michigan 

Minnesota 

Mississippi 

Missouri 

Montana 

Nebraska 

Nevada 

New  Hampshire 

New  Jersey 

New  Mexico 

New  York 

North  Carolina 

North  Dakota 


Ohio 

Oklahoma 

Oregon 

Pennsylvania 

Puerto  Rico 

Rhode  Island 

South  Carolina 

South  Dakota 

Tennessee 

Texas 

Utah 

Vermont 

Virginia 

Washington 

West  Virginia 

Wisconsin 

Wyoming 


•Intending  to  withdraw  from  program 
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state  Agencies  Under  5(b)  Agreement  (2) 

Delaware  Wyoming 

(Intrastate  Transmission  and 
Gathering  Lines) 

State  Agencies  Acting  as  Interstate  Agents  (12) 

Arizona  Minnesota  Rhode  Island 

Connecticut  Nevada  Utah 

Iowa  New  York  West  Virginia 

Michigan  Ohio  Wyoming 


HAZARDOUS  LIQUID  PROGRAM 

State  Agencies  Under  205(a)  Certification  (10) 

Alabama  Louisiana  Oklahoma 

Arizona  Minnesota  Texas 

California  Mississippi  West  Virginia 

(Fire  Marshal)  New  York 

State  Agency  Under  205(b)  Agreement  (1) 
New  Mexico 


State  Agencies  Acting  as  Interstate  Agents  (4) 
Arizona    California  (Fire  Marshal)      Minnesota      New  York 
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STATES  MEETING  FEDERAL  REQUIREMENTS 

Mr.  Coleman.  What  additional  federal  requirements  are  states 
having  difficulty  meeting? 
[The  information  follows:] 

A  number  of  states  are  having  difficulty  in  meeting  federal  requirements  for  the 
adoption  of  damage  prevention/one-call  notification  systems  and  civil  penalties  con- 
sistent with  the  federal  level.  Additionally,  a  number  of  state  agencies  are  facing 
obstacles  in  attaining  safety  jurisdiction  over  all  intrastate  pipeline  facilities  in  the 
state  (e.g.,  municipal,  master  meter,  and  Uquefied  petroleum  gas  systems). 

PIPELINE  OPERATOR  TESTING 

Mr.  Coleman.  What  is  the  incidence  of  alcohol,  and  drug  abuse 
in  the  pipeline  industry,  and  will  pipeline  operators  be  subject  to 
the  Department's  new  regulations  mandating  alcohol  and  drug 
testing  in  the  transportation  industry? 

[The  information  follows:] 

The  research  and  Special  Programs  Administration  (RSPA)  has  no  factual  data 
to  support  or  refute  what  level  of  substance  abuse  involves  pipeline  employees  who 
perform  covered  functions  subject  to  RSPA  regulations.  Informal  information  ob- 
tained from  over  200  drug  inspections  and  two  surveys  conducted  by  the  American 
Gas  Association  in  1990  and  1991  indicate  that  the  pipeline  drug  positive  rate  is 
somewhere  between  0.05  to  1.5  percent  of  all  reported  test  results. 

RSPA  recently  published  a  final  rule  requiring  pipeUne  operators  to  begin  submit- 
ting an  annual  report  on  the  results  of  their  drug  testing  programs.  The  first  report 
is  due  in  RSPA  on  March  15,  1995,  and  will  reflect  data  collected  for  Calendar  Year 
1994,  The  submission  of  this  data  will  enable  RSPA  to  determine  the  overall  posi- 
tive drug  testing  rate  for  the  pipeUne  industry. 

PipeUne  operators  have  been  subject  to  drug  testing  regulations  since  their  imple- 
mentation in  April  1990.  RSPA  recently  issued  a  final  rule  requiring  pipeUne  opera- 
tors to  implement  a  Umited  alcohol  misuse  testing  program  beginning  on  January 
1,  1995,  for  large  pipeline  operators,  and  January  1,  1996,  for  small  operators.  The 
new  regulations  require  a  limited  testing  program  of  post-accident,  reasonable  sus- 
picion and  retum-to-duty,  but  do  not  mandate  pre-employment  or  random  alcohol 
testing.  The  testing  procedvu-es  and  equipment  are  provided  for  in  the  49  CFR  Part 
40  regulations  and  is  consistent  with  the  other  operating  administration  require- 
ments. 

TRAINING  STATE  PIPELINE  INSPECTORS 

Mr.  Coleman.  The  fiscal  year  1995  request  includes  a  reduction 
of  $54,000  for  state  and  industry  safety  training  at  the  Transpor- 
tation Safety  Institute.  Given  that  RSPA  is  encouraging  states  to 
assume  greater  responsibilities  for  pipeline  inspections,  what  is  the 
rationale  for  reducing  funding  for  training  state  inspectors  and  in- 
dustry personnel? 

[The  information  follows:] 

An  additional  $54,000  provided  by  Congress  in  fiscal  year  1994  for  training  be- 
yond the  Department  request.  OPS,  tlirough  the  Transportation  Safety  Institute, 
provided  two  additional  hazardous  liquid  seminars  and  one  additional  hazardous 
liquid  class  with  the  additional  $54,000.  As  the  Department's  fiscal  year  1995  budg- 
et was  prepared  prior  to  the  Congressional  increase,  the  additional  funding  was  not 
requested.  As  a  result,  in  fiscal  year  1995,  we  will  be  providing  one  less  class. 

OPA — OIL  SPILL  RESPONSE  PLANS 

Mr.  Coleman.  Please  give  the  subcommittee  an  update  on 
RSPA's  program  review  of  oil  spill  response  plans  submitted  by 
pipeline  operators  under  the  Oil  Pollution  Act.  How  many  oil  spill 
response  plans  have  been  submitted,  reviewed,  and  approved? 

[The  information  follows:] 
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Approximately  1200  plans  have  been  submitted  and  all  have  been  reviewed  to  de- 
termine degree  of  completeness.  The  review  is  proceeding  on  schedule.  RSPA  has 
confirmed  Siat  all  operators  submitting  plans  have  acceptable  certification  of  ade- 
quate spill  response  resources.  Operators  responded  to  deficiencies  noted  during  the 
completeness  check. 

We  are  now  performing  the  more  substantive  compUance  review  to  determine  if 
a  plan  indicates  an  adequate  level  of  spill  preparedness.  To  be  approved,  a  plan 
must  meet  regulation-based  review  protocols  developed  by  RSPA  in  cooperation  with 
other  Federal  and  state  agencies  having  plan  review  authority. 

RSPA  is  on  schedule  to  transmit  the  results  of  the  compliance  review  by  the  end 
of  fiscal  year  1994,  thereby  leaving  several  months  for  operators  to  correct  any  plan- 
ning deficiencies  by  the  February  18,  1995,  statutory  deadhne.  As  reviews  are  com- 
pleted, the  results  will  be  provided  to  operators  so  that  they  can  respond  to  any 
planning  deficiencies. 

Mr.  Coleman.  What  are  your  projections  for  fiscal  year  1995  for 
plan  reviews  and  approvals? 
[The  information  follows:] 

We  expect  that  during  the  first  half  of  the  fiscal  year  we  will  be  working  with 
operators  to  address  planning  deficiencies  identified  in  FY  1994  that  must  be  ad- 
dressed prior  to  our  issuing  a  "plan  approval."  About  half  of  the  1200  plans  need 
substantial  improvements  to  meet  the  minimum  requirements.  Later  in  the  year, 
we  will  be  working  with  the  operators  to  address  planning  improvements  which  go 
beyond  the  minimal  requirement,  but  which  we  believe  would  substantially  enhance 
the  operators  capabiUty  to  respond  to  an  oil  spill. 

PIPELINE  SAFETY — ENVIRONMENTAL  FACTORS 

Mr.  Coleman.  Please  elaborate  on  RSPA's  progress  in  identifying 
environmentally  sensitive  locations  and  developing  a  methodology 
to  rank  these  sites  on  a  risk  priority  basis. 

[The  information  follows:] 

RSPA  has  created  a  computerized  data  base  on  each  plan.  The  file  includes  data 
on  response  zone  location,  including  county  and  state,  anticipated  worst  case  dis- 
charge volume,  commodity,  area  plan  involved,  and  incomplete  data  on  proximity  to 
environmentally  sensitive  areas  and  water,  particularly  pubUc  drinking  water  in- 
takes. 

We  update  the  data  base  as  we  complete  each  profile,  containing  the  above  at- 
tributes, witJi  information  we  gather  during  the  more  substantive  review  process. 
Data  comes  from  a  number  of  sources.  We  routinely  provide  this  data  base  to  EPA 
and  USCG  regional  personnel,  who  have  the  lead  in  the  development  of  area  contin- 
gency plans. 

It  is  Avithin  the  area  contingency  planning  process  that  we  expect  the  risk-ranking 
to  occur.  RSPA  plays  a  role  in  that  process  through  our  provision  of  data  on  risk 
and  our  ability  to  get  operators  to  participate  in  a  more  proactive  manner  in  better 
defining  risk.  The  prioritization  is  a  very  collaborative,  multi-year  process  which 
ideally  involves  public  participation.  We  are  meeting  with  state  agencies  several 
times  a  year  to  refine  goals  and  procediu'es  by  which  all  federal  and  state  agencies 
and  industry  can  accomplish  the  risk-ranking  of  areas  of  environmental  importance. 

Mr.  Coleman.  Please  characterize  the  adequacy  of  the  plans  re- 
viewed to  minimize  environmental  damage  in  the  event  of  an  oil 
spill. 

[The  information  follows:] 

The  plans  vary  enormously  in  their  quality.  All  operators,  by  virtue  of  their  being 
involved  in  the  national  response  system  planning  process,  are  making  important 
improvements.  RSPA  believes  that  about  half  of  the  pipeUne  operator  plans  we  have 
received  need  significant  improvements. 

OPA — CONTRACTOR  SUPPORT 

Mr.  Coleman.  Why  is  an  additional  $252,000  needed  in  fiscal 
year  1995  in  contractor  support  for  oil  spill  plan  reviews? 
[The  information  follows:] 
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There  are  several  functions  which  support  the  review  of  response  plans.  Among 
the  most  important,  we  believe  that  it  is  necessary  to  test,  or  "drill,"  a  paper  plan 
to  determine  the  operator's  ability  to  execute  the  plan.  Many  of  these  plans  were 
developed  by  personnel  at  centralized  locations  far  removed  from  sites  where  plans 
would  actually  be  implemented.  As  part  of  a  national  effort  last  simimer  to  develop 
exercise  policy,  we  participated  in  framing  goals  and  guidance  for  operators  on  exer- 
cise program  needs.  RSPA  has  agreed  with  other  federal  and  state  agencies  that  at 
least  two  area-wide  pipeline  exercises,  including  equipment  deployment,  should  be 
held  each  year.  Additionally,  smaller,  table  top  exercises  would  focus  on  the  deci- 
sion-making process  during  spills.  RSPA  would  have  the  lead  in  the  planning  of 
these  pipeline  exercises. 

Mr.  Coleman.  Please  break  down  how  the  $2,520  milHon  in  con- 
tract support  requested  for  fiscal  year  1995  will  be  used. 
[The  information  follows:] 

We  will  not  have  a  precise  breakdown  until  we  are  fvu-ther  along  in  the  plan  re- 
view process  because  we  cannot  predict  all  the  contract  labor  that  will  be  required 
to  get  all  the  plans  corrected  to  the  point  of  approval.  About  50  percent-60  percent 
of  fiinding  is  needed  to  get  through  the  reviews  for  minimal  adequacy,  25  percent 
for  review/technical  assistance  for  enhancements  to  improve  planning  capability,  15 
percent  to  start  the  exercise  program,  and  10  percent  for  computerized  mapping  and 
information  exchange. 

OPA  STAFF 

Mr.  Coleman.  How  many  staff  does  RSPA  have  assigned  to  this 
program?  Is  this  number  sufficient  in  light  of  the  number  of  oil 
pipeline  operators  and  oil  spill  plans  submitted? 

[The  information  follows:] 

RSPA  still  uses  a  cross-functional  team  approach  to  implementing  OPA,  so  several 
staff  work  part  time  on  this  program.  We  have  approximately  four  people  assigned 
ftdl  time,  and  seven  others  part  time.  So  far,  we  have  managed  to  stay  on  schedule 
with  program  implementation. 

OPA — DRILLS  &  TRAINING 

Mr.  Coleman.  What  portion  of  the  $2,520  million  requested  for 
fiscal  year  1995  will  be  devoted  to  designing  and  executing  training 
and  drill  exercises  to  enhance  emergency  preparedness  for  pipeline 
oil  spills? 

[The  information  follows:] 

We  currently  estimate  about  15  percent  is  required  for  exercises,  although  this 
will  depend  on  our  ability  to  complete  all  aspects  of  the  plan  review  process  within 
the  labor  estimates  we  have  to  date.  Since  this  is  ovu*  first  experience  in  this  area, 
we  have  not  had  many  parameters  in  place  to  gauge  work  requirements. 

Mr.  Coleman.  Has  RSPA  monitored  any  exercises  carried  out  by 
the  oil  pipeline  operators  to  test  the  plans?  What  were  the  results? 
[The  information  follows:] 

We  have  observed  several  exercises  in  many  parts  of  the  U.S.  The  scope  and  de- 
gree of  difficvdty  of  these  exercises  varied  a  great  deal,  as  did  the  amount  of  partici- 
pation by  other  responding  organizations.  Based  on  the  feedback  following  these  ex- 
ercises, and  the  lessons  learned  requiring  planning  improvements,  we  became  con- 
vinced of  the  value  of  these  exercises  in  improving  the  capabilities  of  all  parties  in 
the  national  response  system,  including  federal,  state,  local  and  pubUc  sector  organi- 
zations. Of  particular  importance  is  stressing  the  operator's  management  team  in 
the  decision  processes  used  for  protecting  the  environment  and  particularly  water 
supplies,  and  integrating  with  the  response  resources  of  other  organizations. 

pipeline  SAFETY — QUANTITATIVE  METHODOLOGIES 

Mr.  Coleman.  RSPA's  budget  justifications  indicate  that  the  Of- 
fice of  Pipeline  Safety  will  need  to  develop  quantitative  methodolo- 
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gies,  such  as  contingent  valuation,  to  develop  environmental  as- 
sessments and  environmental  impact  statements  to  accompany 
hazardous  liquid  safety  rulemakings. 

However,  the  methodology  concerning  contingent  valuation  is 
very  controversial  and  not  well  developed.  Please  elaborate  on  your 
plans  "to  use  more  sophisticated  natural  resource  damage  assess- 
ment methodology,"  including  contingent  valuation,  and  indicate 
which  significant  rulemakings  might  be  candidates  for  its  applica- 
tion. 

[The  information  follows:] 

In  accordance  with  the  Oil  Pollution  Act  of  1990,  the  National  Oceanic  and  Atmos- 
pheric Administration  (NOAA)  recently  published  its  proposed  rules  (59  FR  1062; 
January  7,  1994)  on  estimating  natural  resource  damages,  including  methods  for 
using  contingent  valuation.  Contingent  valuation  involves  using  svirveys  to  estimate 
the  passive  use  value  of  a  resource. 

RSPA  is  exploring  techniques  to  use  the  methodologies  developed  by  NOAA  and 
the  Department  of  the  Interior  to  prospectively  estimate  the  benefits  of  its  rules 
that  prevent,  or  mitigate  the  effects  of,  hazardous  liquid  spills  into  the  environment. 
The  costs  of  oil  spills  include  a  natural  resource  damage  component  that  RSPA  had 
previously  not  quantified.  RSPA  must  evaluate  these  techniques  to  ensure  that  it 
is  accurately  assessing  the  impacts  of  its  rules  on  the  environment.  This  is  crucial 
if  RSPA  is  to  ensvire  that  it  is  regulating  in  the  most  cost-effective  and  cost-bene- 
ficial manner  possible. 

After  RSPA  develops  these  applications  for  prospective  analysis,  they  can  be  used 
for  all  important  rulemakings  involving  the  pipeline  transportation  of  hazardous  liq- 
uids. 

OPS — BUDGET  INCREASE 

Mr.  Coleman.  The  Office  of  Pipeline  Safety  is  requesting  an  87 
percent  increase  in  funds  to  support  information  systems  develop- 
ment in  fiscal  year  1995.  Why  is  such  a  large  increase  justified? 

[The  information  follows:] 

OPS  has  been  severely  limited  in  its  ability  to  analyze  the  data  it  collects  because 
of  inadequate  resources.  OPS  needs  more  and  better  data,  such  as  obtaining  supple- 
mental information  after  initial  reports  are  received.  Often  complete  data  is  not  in- 
cluded in  the  report.  In  addition,  OPS  must  conduct  better  and  more  complete  anal- 
ysis in  order  to  identify  failxire  trends.  OPS  hopes  to  have  a  better  directed  program 
through  better  information  distribution  and  development  of  better  analytical  capa- 
bilities both  for  OPS  staff  and  for  state  partners. 

Mr.  Coleman.  The  fiscal  year  1995  request  includes  $100,000  for 
a  new  activity  to  evaluate  natural  gas  and  hazardous  liquid  pipe- 
line design  and  operating  criteria.  Why  is  this  activity  a  high  prior- 
ity for  funding  in  fiscal  year  1995? 

[The  information  follows:] 

Through  close  cooperation  between  OPS  and  the  County  of  Fairfax  that  prevailed 
throughout  the  investigation  of  the  Colonial  Reston  accident,  consultants  to  the 
County  suggested  that  current  regulation  and  industry  code  criteria  should  be  eval- 
uated because  they  do  not  provide  for  failure  by  leak  before  rupture,  and  because 
other  criteria,  such  as  allowable  dent  depth,  are  insufficiently  conservative.  Cor- 
responding regulatory  changes  would  have  the  potential  to  reduce  the  volume  of  a 
spill  and  the  consequence  of  a  hazardous  liquid  pipeline  failure,  and  therefore  would 
merit  high  priority.  OPS  is  considering  the  potential  validity  of  the  County's  sugges- 
tions very  seriously.  An  evaluation  would  be  performed  at  the  National  Institute  of 
Standards  and  Technology  to  avail  OPS  of  a  technically  qualified  and  impartial  re- 
source. 


877 
AIRLINE  TARIFF  FILING 

Mr.  Coleman.  How  much  in  airline  tariff  filing  fees  was  collected 
in  fiscal  year  1993,  and  what  are  your  current  estimates  of  fee  rev- 
enue for  each  of  fiscal  years  1994  and  1995? 

[The  information  follows:] 

Fiscal  year  1992  $751,956.40  actual 
Fiscal  year  1993  $645,000.00  actual 
Fiscal  year  1994  $280,002.00  to  date 
Fiscal  year  1994  $600,000.00 
Fiscal  year  1995  $700,000.00 

Mr.  Coleman.  What  planned  enhancements  in  the  electronic  tar- 
iffs filing  program  will  not  be  accomplished  if  filing  fees  in  fiscal 
year  1994  do  not  reach  $1.0  million,  as  projected? 

[The  information  follows:] 

No  expert  system  programming  enhancements  are  likely  to  be  accomplished  in  fis- 
cal year  1994,  due  to  the  shortfall  in  fee  collections.  Regardless  of  the  amount  of 
fees  collected,  RSPA's  basic  strategy  is  to  minimize  paper  tariflf  filings,  leading  to 
an  essentially  "paperless"  tariff  environment  by  fiscal  year  1996.  To  that  end,  RSPA 
is  contemplating  exemptions  for  routine  cargo  tariflf  fiUngs,  and  will  undertake  a 
nilemaking  to  allow  all-electronic  passenger  tariflfs.  DOT  has  concluded  that  custody 
of  tariflf  files  by  air  carriers  is  sufficient,  and  is  proposing  amendments  to  Section 
1103  of  the  act  to  eliminate  DOT  custody  of  an  oflRcial  tariflf  file.  A  development 
schedule  to  implement  an  electronic  tariflf  Requirements  Definition  Document  (RDD) 
was  completed  in  August  1993  to  advance  the  development  of  the  electronic  tariflfs 
fihng  program  over  five  years  through  fiscal  year  1996  at  a  total  cost  of  about  $2.5 
million.  Each  process  step  is  identified  by  function,  with  the  required  software  and 
hardware,  and  each  is  designed  to  be  accompUshed  in  phases  as  filing  fee  funds  are 
collected.  Filing  fees  are  being  collected  at  around  $45,000  to  70,000  each  month, 
indicating  Ukely  collections  of  $600-$700K  annually,  and  Congress  has  authorized 
expenditures  of  up  to  $1.0  million  each  year,  limited  to  the  actual  collections. 

Mr.  Coleman.  What  management  initiatives  will  be  put  into 
place  to  permit  the  elimination  of  six  positions  for  the  airline  tariffs 
program  in  fiscal  year  1995? 

[The  information  follows:] 

A  number  of  initiatives  are  being  contemplated  by  RSPA,  and  action  has  already 
been  taken  to  accommodate  a  reduction  in  positions  during  FY94.  They  include:  (1) 
Less  review  of  special  tariflf  pefrmissions  (STFs),  tariflf  transmittals,  and  electronic 
filing  advices  (EFA's).  RSPA  now  reviews  primarily  only  fares  subject  to  the  Stand- 
ard Foreign  Fare  Levels  (SFFL)  or  other  important  classes  of  fares.  (2)  Elimination 
of  separate  public  reference  system  files  maintenance,  and  redundant  DOT  copies 
of  electronic  tariff  filings.  We  now  use  the  official  system  as  the  only  data  source. 
(3)  Plans  to  eliminate  review  of  cargo  fihngs  (4)  EUmination  of  cancelled  tariflf  page 
flilings,  and  maintenance  of  only  current  tariflf  fldes.  Where  historic  tariflf  matter  may 
be  needed,  retrieval  is  from  other  files,  including  ATPCO's  historical  tariflf  database. 
(5)  Reduction  of  staff  involvement  in  tariffs  receipt  controls,  funds  controls  and 
workload  tracking.  And  finally,  (6)  RSPA  has  already  ehminated  review  of  highly 
market  sensitive  fares,  such  as  Group  fares  and  Inclusive  Tour  fares  that  do  not 
require  intensive  routine  regulatory  scrutiny  by  DOT. 

Mr.  Coleman.  What  are  the  practical  implications  of  the  deregu- 
lation of  airline  cargo  tariff  filing,  and  what  are  the  associated  an- 
nual budget  savings? 

[The  information  follows:] 

The  practical  implications  of  eliminating  routine  filing  of  cargo  tariffs  will  be 
minimal,  reducing  staff  workload  by  one-half  (V2)  an  FTE.  Less  than  10,000  pages 
of  cargo  tariffs  are  filed  each  year,  while  passenger  tariffs  are  over  100,000  pages. 
Further  most  cargo  tariff  filings  have  been  essentially  deregulated  for  years.  Filings 
of  the  regulated  General  Commodity  Rate  tariffs  are  few  and  are  rarely  needed  by 
DOT  for  significant  regulatory  actions.  By  exempting  routine  filing  of  separate  cargo 
rate  tariffs,  RSPA  expects  little  impact.  DOT  staff  have  used  cargo  rate  filed  only 
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rarely  in  several  years,  and  RSPA  is  able  to  eliminate  requirements  for  specialized 
knowledge  of  cargo  operations.  Fiirther,  no  significant  changes  within  the  airline  in- 
dustry are  anticipated,  although  the  industry  is  expected  to  avoid  cargo  tariff  filing 
costs  associated  with  preparing  and  transmitting  the  cargo  tariffs  to  DOT,  estimated 
at  several  hundred  thousand  dollars.  Eliminating  routine  cargo  tariff  filing  promotes 
efficient  operations  of  the  air  carriers  and  RSPA,  but  budget  impact  is  not  large, 
and  the  estimated  net  annual  budget  savings  are  about  $32,000.  This  results  from 
a  reduction  of  PC&B  costs  by  $42,000  to  $52,000  and  a  decrease  of  related  cargo 
tariff"  filing  fees  of  approximately  $10,000  to  $20,000  from  RSPA's  receipt  of  7  to  lOK 
of  cargo  t^ff"  page  filings  each  year,  with  a  filing  fee  of  $2  for  each  page,  plus  sev- 
eral hundred  STP  filings  at  $12  each. 

Mr.  Coleman.  What  is  the  projected  impact  on  annual  tariff  fee 
fiUng  revenue? 

[The  information  follows:] 

We  estimate  the  impact  on  filing  fee  income  from  the  elimination  of  cargo  rate 
information  to  be  a  reduction  in  filing  fees  of  approximately  $10,000  to  $20,000  per 
year,  the  amount  currently  received  each  year  from  7  to  lOK  pages  of  cargo  teiriffs 
at  $2  a  page,  plus  several  hundred  STP  filings  at  $12  each. 

Mr.  Coleman.  Why  do  you  project  that  tariff  filing  fees  in  fiscal 
year  1995  will  remain  at  the  $1.0  million  level,  when  requirements 
for  cargo  tariff  filing  have  been  eliminated? 

[The  information  follows:] 

Cargo  tariff"  filing  has  not  yet  been  eliminated;  however,  the  impact  of  elimination 
is  anticipated  to  be  minimal.  Tariff"  filing  fees  have  been  projected  in  FY95  to  pos- 
sibly reach  the  $1.0  million  level,  although  the  current  collection  rate  of  about 
$45,000  to  70,000  each  month  indicates  a  Ukely  collection  level  of  $600,000  to 
$700,000.  Because  the  advancement  of  the  electronic  tariff"  system  is  being  tailored 
to  the  funds  available,  the  actual  amount  in  any  one  year  is  not  critical.  The  pro- 
jected reduction  of  fees  resulting  from  elimination  of  cargo  tariff"  filing  is  estimated 
to  be  only  $10,000  to  $20,000  per  year.  For  instance,  passenger  tariff"  filings  rep- 
resent several  hundred  thousand  "pages"  of  filings  annually,  as  compared  with  less 
than  10,000  annual  pages  of  cargo  tariff"  filings.  Other  fluctuations,  such  as  industry 
price  wars  in  passenger  tariff's,  or  fuel  price  fluctuations  that  may  generate  exten- 
sive revisions  of  passenger  tariff"  filings,  would  have  a  much  more  significant  impact 
on  RSPA  tariff"  f&ing  fee  collections  than  the  loss  of  the  relatively  minor  ntunber  of 
cargo  tariff"  filings. 

Mr.  Coleman.  What  has  been  the  reaction  of  the  airline  industry 
to  the  deregulation  of  cargo  tariff  filing  requirements? 
[The  information  follows:] 

Cargo  tariffs  have  essentially  been  deregulated  for  years,  and  the  elimination  of 
cargo  filings  is  not  expected  to  generate  much  industry  comment.  Since  the  elimi- 
nation of  cargo  tariff"  filings  in  a  rulemaking  currently  included  in  the  regulatory 
agenda  is  to  be  accomplished  in  FY94,  DOT  has  not  received  any  industry  comments 
at  this  time.  RSPA  has  proposed  the  rulemaking  in  the  Regulatory  Agenda  as  an 
item  to  be  accomplished  by  DOT.  No  significant  objections  are  anticipated,  since  a 
filing  requirement  burden  is  being  eliminated,  and  no  alternate  burden  is  being  pro- 
posed. 

INETS  DEVELOPMENT 

Mr.  Coleman.  What  is  the  Interim  Electronic  Tariff  System 
(INETS)  and  why  did  RSPA  decide  to  cancel  its  further  develop- 
ment? 

[The  information  follows:] 

INETS  was  never  intended  by  DOT  as  a  permanent  system.  It  was  designed  as 
an  electronic  interim  storage  system  to  maintain  a  daily  tariff"  transaction  filing  ar- 
chive, and  it  was  never  intended  as  a  user-friendly,  accessible  database  that  allowed 
fares  to  be  researched  and  retrieved  by  market  city-pair,  or  carrier,  or  fare  type.  It 
was  merely  a  record  of  all  fare  changes  proposed  by  Airline  Tariff  Publishing  Co. 
(ATPCO)  on  behalf  of  its  client  air  carriers,  and  the  corresponding  action  taken  by 
DOT.  At  the  time  of  adoption  (1/19/89)  of  Subpart  W  of  14  C.F.R.  Part  241  (which 
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initiated  electronic  tariff  filings)  there  was  substantial  concern  that  the  Government 
must  separately  maintain  its  own  tariff  record  system.  INETS  was  DOT's  own  "offi- 
cial" copy  of  the  filed  electronic  tariff.  INETS  was  intended  to  provide  that  separate 
record  system  until  DOT  obtained  experience  working  with  the  electronic  tariffs. 

At  the  time  of  institution  of  the  INETS  system,  some  members  of  the  public  were 
constantly  investigating  tariff  questions,  and  two  (2)  data  firms  had  full-time  staff 
members  personally  on  duty  in  the  DOT  tariff  offices.  Review  of  the  above  informa- 
tion and  experience  showed  that  INETS  was  :  (1)  Difficult  to  use;  (2)  Not  necesseiry 
to  satisfy  DOT  record  requirements;  (3)  Not  needed  as  of  FY93  by  the  primary  DOT 
data  user  (OST);  (4)  Not  used  by  the  RSPA  tariff  staff;  (5)  Less  flexible,  useful  or 
searchable  than  the  paper-based  system  it  replaced;  (6)  Cost  more  than  $250,000 
a  year  to  operate.  Public  interest  and  demand  for  fares  on  file  with  DOT  has  fallen 
to  less  than  one  request  per  month.  Experience  showed  that  INETS  was  not  user- 
friendly.  At  the  time  of  discontinuation  of  INETS  in  July  1993,  more  than  $750,000 
had  been  spent  on  developmental  work,  with  no  major  improvements  in  useability 
to  enable  market,  carrier,  or  fare-specific  searches  by  users.  Therefore,  in  PT93 
INETS  was  judged  by  DOT's  primary  user,  the  Office  of  International  Aviation,  to 
be  redundant  to  the  air  carrier  tariff  files  at  ATPCO,  and  thus  unnecessary.  No  dif- 
ficulties have  been  noted  by  any  DOT  users,  nor  is  RSPA  aware  of  any  problems 
of  other  tariff  users,  since  RSPA  discontinued  INETS  more  than  9  months  ago. 

AIRLINE  TARIFF  COSTS 

Mr.  Coleman.  What  are  the  fiscal  year  1995  and  fiscEil  year  1996 
information  technology  costs  of  achieving  full  automation  of  the 
passenger  tariff  system  by  the  end  of  fiscal  ye£ir  1996? 

[The  information  follows:] 

RSPA  may  determine  that  a  better  alternative  in  view  of  our  downsizing  govern- 
ment initiatives  would  be  an  interface  to  the  various  existing  or  potential  air  carrier 
tariff  automation  systems,  in  lieu  of  complete  RSPA  automation  on  an  accelerated 
basis  by  the  end  of  FT96.  However,  assiuning  RSPA  determines  that  full  automa- 
tion is  appropriate,  a  total  cost  of  $2.5  million  has  been  estimated.  If  $2.5  milUon 
were  invested  through  FY96  (slightly  more  than  $1M  a  year)  in  addition  to  the  oper- 
ating and  developmental  costs  of  about  $200K  to  $500K  that  have  been  expended 
annually  since  1990,  RSPA  would  complete  the  electronic  tariff  system.  While  some 
operational  costs  could  be  saved  by  completing  the  development  within  two  years 
(by  the  end  of  FY96),  those  would  not  likely  be  major  savings,  and  RSPA  plans  to 
carefiilly  coordinate  and  integrate  the  RSPA  electronic  tariff  developments  with  the 
industry's  pace  of  electronic  tariff  filing  development  by  ATPCO  and  others,  so  that 
a  fiiUy  functional  system  is  developed  in  sync  with  industry  designs. 

Mr.  Coleman.  What  are  the  total  (personnel  and  operational) 
costs  of  operating  the  airline  tariffs  filing  system,  and  what  are  its 
projected  annual  operating  costs  once  the  system  is  completely 
automated? 

[The  information  follows:] 

The  current  funded  costs  fo  operating  the  airline  tariff  filing  system  in  fiscal  year 
1994  was  projected  to  be  slightly  more  than  $700K  of  PC&B  and  administrative 
costs  per  year.  With  the  reduction  of  staff  by  nearly  one-half,  the  cost  level  should 
be  approximately  $400,000  by  the  end  of  the  FY.  This  does  not  include  any  expendi- 
tures for  DOT  tariff  computer  system  operations  or  any  further  development  of  pro- 
gramming or  hardware  plans  by  the  Volpe  National  Transportation  Systems  Center 
for  INETS  electronic  tariff  archives,  discontinued  starting  in  July  1993. 

The  projected  cost  breakdown  for  future  periods  depends  on  the  extent  of  elec- 
tronic fiUng  of  tariffs  determined  by  RSPA,  and  the  electronic  tariff  data  users,  to 
best  meet  the  needs  of  DOT.  According  to  the  Implementation  Plan  proposed  by 
RSPA  in  November  1993,  developmental  costs  could  be  $1.2  million  in  FY95,  $1.1 
million  in  FY96,  and  $15,000  in  FY97,  while  PC&B  could  be  as  low  as  $100K  each 
year  for  an  Electronic  Tariff  System  FTE.  No  estimate  of  annual  operating  costs  has 
been  prepared  pending  determination  of  the  amount  of  electronic  reviews  and  con- 
trols necessary,  although  RSPA's  view  is  that  operating  costs  of  INETS,  which  was 
only  an  electronic  tariff  daily  transaction  archive  system,  consumed  about  $250K  to 
$300K  a  year  prior  to  its  discontinuance.  Similar  or  slightly  large  computer  system 
operations  costs  may  be  expected  for  a  fully  automated  passenger  fare  filing  system, 
thereby  indicating  a  total  annual  cost  of  $450,000  or  more. 
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AIRLINE  STATISTICS  PROGRAM 

Mr.  Coleman.  Since  the  FAA  and  OST  are  the  primary  users  of 
the  airline  statistics,  should  the  airline  statistics  program  be  trans- 
ferred to  the  Bureau  of  Transportation  Statistics? 

[The  information  follows:] 

The  Bureau  of  Transportation  Statistics  (BTS)  has  no  vested  interest  in  the  per- 
formance of  the  airline  statistics  program. 

The  BTS  mission  is  "to  compile,  *  *  *  and  make  accessible  information  on  the  Na- 
tion's transportation  systems;  to  collect  information  on  intermodal  transportation 
and  other  areas  as  needed."  There  are  specific  differences  between  the  data  collec- 
tion and  data  compiling  functions  as  well  differences  between  the  individual  trans- 
portation modes  and  intermodal  transportation  system.  The  BTS  does  not  centralize 
or  replace  data  collection  programs  of  other  administrations.  BTS  is  primarily  an 
analytical  organization,  assembling  and  interpreting  information  on  the  extent,  use, 
condition,  performance  and  consequences  of  the  Nation's  intermodal  transportation 
system. 

Mr.  Coleman.  What  are  the  Department's  Bureau  of  Transpor- 
tation Statistics  responsibilities  with  regard  to  aviation  statistics? 
How  does  the  Office  of  Aviation  Information  Management  interface 
with  the  Bureau  of  Transportation  Statistics? 

[The  information  follows:] 

The  Bureau  of  Transportation  Statistics  (BTS)  is  responsible  for  the  compiling, 
analysis  and  accessibility  of  information  pertaining  to  intermodal  transportation. 
The  BTS  has  provided  as  "Directory  of  Transportation  Data  Sources,"  December 
1993,  which  identifies  various  sources  for  transportation  data  which  includes  the 
aviation  related  data  (financial,  traffic,  international  markets  and  segments)  col- 
lected by  the  RSPA's  Office  of  Airline  Statistics  (name  changed  from  Office  of  Avia- 
tion Information  Management).  Domestic  and  foreign  air  carriers  data  are  made 
available  to  the  BTS  at  their  request.  Additionally,  the  BTS  interfaces  with  the 
RSPA's  Volpe  National  Transportation  Systems  Center  for  DOT  intermodal  trans- 
portation system  data. 

Mr.  Coleman.  Please  detail  the  total  budget  and  sources  of  fund- 
ing used  to  support  the  airline  statistics  program  in  fiscal  year 
1994  and  planned  in  fiscal  year  1995. 

[The  information  follows:] 

TOTAL  BUDGET 

Fiscal  year — 


Enacted  1994      Request  1995 


Personnel  compensation  and  benefits  (23  FTE) $1,526,000  $1,526,000 

Administrative  costs: 

Travel 8,000  8,000 

Training  5,000  5,000 

Supplies/materials 11,000  11,000 

Equipment  14.000  14,000 

Printing 15.000  15,000 

Communications  &  utilities  29,000  32,000 

Total  admin  cost 82,000  85,000 

Operations  program: 

Information  management 289,000  289,000 

Total  appropriated  funds  1,897,000  1,900,000 

User  Reimbursement  (FAA)  500,000  500,000 

Total  GAS  program 2,397,000  2,400,000 
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Mr.  Coleman,  Will  all  existing  airline  statistics  data  bases  be 
maintained  in  fiscal  year  1994  and  in  fiscal  year  1995  under  your 
budget  request? 

[The  information  follows:] 

Through  continuous  monitoring  and  modification  of  the  ADP  resources  required 
to  support  the  airline  statistics  program,  it  is  anticipated  there  will  be  no  adverse 
effects  to  the  maintenance  of  aviation  databases  due  to  budget  constraints  for  FY 
1994.  All  of  the  airline  statistics  data  bases  wiU  be  maintained  in  FY  1994  to  sup- 
port anticipated  user's  data  needs. 

However,  in  FY  1995,  because  the  INS  1-92  data  processing  costs  were  not  in- 
cluded in  the  RSPA's  0MB  budget  submission,  a  short  fall  of  approximately 
$150,000  will  occur.  Priorities  will  be  established  with  the  OST  and  FAA  users  to 
identify  which  data  systems  and  associated  data  products  will  be  maintained.  Clear- 
ly, data  system  products  will  not  be  at  the  some  level  for  each  of  the  seven  data 
systems.  The  COT's  need  for  the  1-92  data  will  be  reviewed  to  determine  specific 
actions  to  take  to  resolve  the  anticipated  $150,000  short  fall  in  FY  1995.  We  are 
currently  reviewing  with  United  States  Travel  and  Tourism  Administration 
(USTTA)  and  other  federal  agencies,  who  are  major  users  of  the  1-92  data,  ways 
to  increase  funds  to  support  this  data  base.  Raising  the  subscription  price  for  the 
data  is  a  source  currently  being  considered. 

Additionally,  the  data  bases  and  data  services  may  not  be  as  timely  and  accurate 
until  a  full  assessment  is  made  of  the  RSPA's  volunteer  retirement  separation  buy- 
outs. Between  April  1994  (first  buy  out  window)  and  October  1994  (second  proposed 
window),  the  Office  of  Airline  Statistics  will  probably  lose  seven  senior  staff,  a  re- 
duction of  over  30  percent.  The  OAS  is  currently  looking  at  ways  to  overcome  a  loss 
of  this  magnitude  and  knowledge. 

Mr.  Coleman.  What  refinements  and  enhancements  have  been 
made  in  the  past  year  to  the  various  aviation  statistics  data  bases 
maintained  by  RSPA? 

[The  information  follows:] 

The  following  refinements  and  enhancements  have  been  made: 

1.  In  March  1993,  the  Office  of  Airline  Statistics  (OAS)  announced  that  it  would 
accept  submission  of  financial  Form  41  Schedules  B-1,  B-1.1,  P-1.2,  P-5.1,  P-5.2, 
P-6  and  P-7  on  automated  media,  either  diskette  or  magnetic  tape/cartridge,  in  lieu 
of  hard-copy  report  submissions.  Also,  carriers  are  allowed  to  use  their  own  software 
for  automated  reporting.  OAS  provided  air  carriers'  at  no  cost,  a  software  package 
(floppy  diskette  and  an  instruction  manual)  for  automated  financial  reporting.  The 
software  has  an  edit  routine  which  has  improved  the  quality  of  carriers'  submis- 
sions. The  automation  of  the  reporting  process  has  improved  the  quality  and  timeli- 
ness of  financial  data  for  staff  use. 

Form  41  financial  data  are  now  available  to  OST  analysts  30  to  40  days  earlier 
than  it  was  previously  because  carriers  input  has  been  automated.  The  accuracy  and 
consistency  of  the  data  have  been  improved  through  inter-as  well  as  intra-schedule 
time  series  crosschecks.  The  data  is  now  accessible  to  OST  analysts  in  an  online  re- 
lational database  that  contains  the  corresponding  traffic  data. 

2.  In  August  1993,  OAS  assigned  to  the  Alaskan  Field  Office  (AFO)  the  primary 
responsibility  of  editing  Form  298-C  submissions  from  Alaska  air  carriers.  The  AFO 
is  fully  aware  of  the  services  offered  by  the  Alaskan  air  carriers  and  is  able  to  detect 
omissions  in  carrier  reports  which  improve  the  quality  of  the  Form  298-C  data  base. 

3.  In  July  1993,  OAS  issued  an  accounting  and  reporting  directive  to  clarify  the 
boundary  on  the  Asian  continent  for  dividing  operations  between  the  Atlantic  and 
Pacific  reporting  entities  for  Form  41  reporting  purposes.  This  clarification  improves 
the  uniformity  and  quality  of  data  used  for  rate  making  purposes. 

4.  In  May  1993,  OAS  began  compiling  tables  from  the  T-lOO  Reporting  System 
for  the  department's  U.S.  International  Air  Passenger  and  Freight  Statistics  quar- 
terly publication.  This  publication  shows  the  month  and  year-to-date  summary  of 
passengers  and  freight  tons  flowing  between  the  United  States  and  foreign  coun- 
tries, the  percentage  carried  by  flag  carriers  of  the  home  country,  the  top  50  coun- 
tries for  passengers,  and  the  top  25  countries  for  freight.  This  publication  has  been 
well  received  with  approximately  700  names  are  on  the  mailing  list. 
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AIM — DATA  COLLECTION 

Mr.  Coleman.  What  is  the  current  status  of  RSPA's  rulemaking 
to  collect  additional  data  (e.g.,  wheels  up  and  wheels  down  time) 
in  the  on-time  performance  reporting  system?  When  do  you  expect 
to  issue  a  final  rule? 

[The  information  follows:] 

The  final  rule  should  be  issued  before  the  end  of  September  1994. 

Mr.  Coleman.  How  will  the  additional  data  to  be  collected  be 
used? 

[The  information  follows:] 

The  addition  of  wheels-off  and  wheels-on  times,  and  the  identification  of  aircraft 
by  tail  number,  will  enable  the  Federal  Aviation  Administration  (FAA)  to  use  the 
on-time  flight  performance  data  base  to  track  flight  delays.  The  FAA  will  analyze 
air  traffic  operations  and  create  system  models  for  use  in  reducing  en-route  and 
ramp  delays.  The  wheels-off"  and  wheels-on  times  along  with  gate  arrival  and  depar- 
ture times,  will  allow  the  FAA  to  compute  delays  for  taxi-out,  airborne,  and  taxi- 
in  phases  of  a  flight.  The  tail  number  will  provide  the  capability  to  analyze  aircraft 
itineraries  which  are  a  major  component  of  the  AIRNET  model.  This  model  allows 
FAA  to  analyze  system-wide  impacts  of  capacity  constraints  or  enhancements  that 
may  be  imposed  at  one  or  more  airports. 

PASSENGER  ORIGIN-DESTINATION  SURVEY 

Mr.  Coleman.  Please  elaborate  on  your  plans  to  modernize  the 
passenger  origin  destination  survey.  What  is  your  overall  mod- 
ernization plan,  what  are  its  major  milestones,  and  what  are  its 
costs? 

[The  information  follows:] 

Modernization  of  the  Passenger  Origin-Destination  (O&D)  Survey  will  have  to  ad- 
dress two  distinct  areas:  1)  the  source  and  scope  of  the  data  to  be  collected,  which 
includes  impact  of  changing  carrier  operating  practices  such  as  ticketing,  scheduling 
and  inter-carrier  agreements  (both  domestic  and  international);  and  2)  the  ADP  re- 
quirements to  underpin  the  processing  of  this  newly  designed  system.  Addressing 
the  development  of  the  first  aspect  will  involve  a  rulemaking,  before  investment  of 
resources  in  the  second  aspect.  A  rule  making  can  take  18-24  months  to  complete. 
Budgeting  for  upgrading  the  O&D  Data  System  at  the  earliest  is  FY  1996  with  the 
associated  estimated  costs  of  $500,000  to  $1,500,000. 

The  rulemaking  will  focus  on  areas:  1)  tiie  necessity  of  current  content  such  as 
fare-basis  code,  2)  the  addition  of  data  items  such  as  the  selling  carrier  as  well  as 
the  transporting  carrier  for  code-sharing  operations,  3)  recognition  that  siirvey  data 
is  now  being  generated  from  both  lift  and  sales  records  and  the  pros  and  cons  of 
a  switch  to  a  sales  basis  (use  CRS  system  for  data  source),  and  4)  automated  edit 
requirements  performed  by  the  carriers  before  submitting  the  data.  The  data  base 
and  tables  will  be  reviewed  to  ascertain  if  the  data  can  be  presented  in  a  more 
meaningful  display  for  the  user.  The  Office  of  Airline  Statistics  is  presently  working 
with  the  user  community  (Office  of  the  Secretary  and  FAA)  in  these  areas  to  surface 
the  user  requirements.  (See  Question  on  code-sharing).  It  is  planned  to  have  the 
user  requirements  study  completed  by  September  1994.  A  notice  of  proposed  rule- 
making or  advance  notice  of  proposed  rulemaking  is  expected  to  be  published  by 
January  1995. 

AVIATION  DATA  DEFICIENCIES 

Mr.  Coleman.  What  additional  deficiencies  in  aviation  data 
needs  have  been  identified  by  the  FAA,  OST  or  RSPA,  and  what 
are  RSPA's  plans  for  addressing  these  needs? 

[The  information  follows:] 

Deficiencies  already  identified  by  the  OST  and  FAA  are:  1.  FAA  has  requested 
additional  data  be  included  in  one  of  their  primary  publications  (Airport  Activity 
Statistics).  This  additional  data  will  reflect  nonscheduled  (pure  charter)  activity  and 
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activity  at  points  not  receiving  schediiled  service.  These  enhancements  to  the  publi- 
cation should  be  reflected  in  the  December  1993  edition,  which  is  due  out  at  the 
middle  to  end  of  May  1994. 

2.  The  T-lOO  Traffic  and  the  Passenger  Origin-Destination  (O&D)  have  been  iden- 
tified as  candidates  for  enhancement.  OST  has  indicated  the  inclusion  of  such  items 
as  the  citizenship  of  passengers,  aircraft  capacities  (both  passenger  and  cargo)  for 
foreign  air  carriers  and  data  on  foreign  air  carriers'  small  aircraft  operations  would 
greatly  increase  the  O&D  and  T-lOO  traffic  data's  usefulness.  However,  any  changes 
suggested  would  require  formal  rulemakings. 

3.  The  OST  is  currently  in  the  process  of  reviewing  the  impact  of  international 
code-sharing  agreements,  such  as  the  agreements  in  effect  for  USAir/British  Airways 
and  NorthwesfKLM  Royal  Dutch  Airlines.  These  agreements  enable  the  air  carrier 
partners  to  List  a  single  air  carrier  code  in  the  airline  computer  reservation  systems 
and  promote  an  image  of  providing  seamless  transportation.  A  problem  arises,  how- 
ever, because  under  a  code-sharing  arrangement  the  airline  that  sells  the  ticket 

¥uts  either  its  air  carrier  code  or  the  code  of  its  code-share  partner  on  the  ticket, 
hus,  the  carrier  code  listed  on  the  ticket  may  or  may  not  represent  the  air  carrier 
that  actually  provides  the  transportation.  The  problem  is  magnified  for  travel  agen- 
cy sales  because  it  is  not  uniform  as  to  which  air  carrier  code,  the  selling  carrier 
or  the  transporting  carrier,  is  placed  on  the  ticket.  This  situation  makes  it  very  dif- 
ficult to  analyze,  for  each  affected  air  carrier,  the  airline  passenger  traffic  flows  that 
result  from  a  code-share  agreement. 

4.  Several  U.S.  air  carriers  have  requested  confidential  treatment  for  their  inven- 
tory cost  information  reported  in  the  Form  41  report.  U.S.  carriers  report  the  pur- 
chase cost  of  airframes  and  engines,  and  sales  prices  for  used  aircraft  in  this  report 
which  is  public  information.  The  U.S.  carriers  contend  that  making  this  information 
publicly  available  places  them  at  cost  disadvantage  with  their  foreign  competitors 
who  do  not  make  their  data  available.  This  area  is  now  cvurently  being  reviewed. 

5.  Service  Segment/Schedule  T-9  market  data  were  last  reported  in  December 
1989  by  U.S.  air  carriers.  Because  of  the  competitive  disadvantage,  international 
Service  Segment/Schedule  T-9  data  were  confidential,  since  similar  data  for  foreign 
carriers'  were  not  available.  These  data  are  now  at  least  four  years  old.  This  area 
is  being  reviewed  to  ascertain  if  U.S.  carriers  would  be  at  a  disadvantage  competi- 
tively, if  these  data  were  publicly  released. 

AIM — ^FIELD  OFFICE  FTE 

Mr.  Coleman.  How  many  full-time  equivalents  are  allocated  to 
RSPA's  Alaska  field  office  under  the  Aviation  Information  Manage- 
ment Program? 

[The  information  follows:] 

Two  full-time  equivalents  are  assigned  to  the  Alaska  Field  Office. 

EMERGENCY  MANAGEMENT  OF  NATURAL  DISASTERS 

Mr.  Coleman.  In  the  last  two  years  we  have  had  two  very  seri- 
ous disasters  the  Los  Angeles  earthquake  in  January  1994,  and  the 
Midwest  floods  in  1993.  Please  describe  the  responsibilities  and  ac- 
tivities of  the  Office  of  Emergency  Transportation  in  managing 
these  transportation  emergencies. 

[The  information  follows:] 

The  Office  of  Emergency  Transportation  is  the  Secretary's  staff  with  responsibility 
for  coordinating  the  emergency  preparedness  and  response  efforts  of  the  Department 
of  Transportation  to  provide  transportation  support  for  disaster  relief  and  recovery. 
This  responsibility  applies  to  both  headquarters  and  regions,  and  with  the  other 
Federal  agencies,  i.e.,  the  Federal  Emergency  Management  Agency  (FEMA),  the 
Interstate  Commerce  Commission,  the  Department  of  Defense,  General  Services  Ad- 
ministration, etc. 

During  the  two  emergencies  the  Office  of  Emergency  Transportation  immediately 
activated  its  disaster  response  network,  which  comprises  the  Headquarters  Crisis 
Management  Team  and  the  Regional  Emergency  Transportation  Coordinator's  Re- 
sponse Team.  These  teams,  drawn  from  the  Department's  Operating  Administra- 
tions consisting  of  nearly  100  people,  supported  the  Department  of  Transportation 
in  meeting  its  responsibUities  under  the  Federal  Response  Plan  for  Emergency  Sup- 
port Function  #1  to  ensure  transportation  services  meet  the  needs  of  the  citizens  af- 
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fected  by  these  disasters.  Among  the  specific  actions  the  office  undertook  were:  1) 
Preparing  the  Secretary  to  "hit  the  ground"  with  briefing  materials  and  damage  as- 
sessment reports.  2)  Collecting  information  fi"om  other  agencies  on  the  impact  of  the 
crisis  and  their  requirements  for  transportation  services.  3)  Developing  Situation 
Reports  which  provided  analytical  information  on  the  crisis  impact  on  the  people 
and  the  transportation  system,  and  4)  Disseminating  information  to  the  Secretary 
and  senior  DOT  officials  for  informed  decisionmaking. 

In  the  further  discharging  of  its  crisis  management  responsibilities  the  Office  of 
Emergency  Transportation  rapidly  collected  information  about  the  disasters  and  the 
transportation  services  that  had  been  afiected.  This  information  was  analyzed  and 
put  into  Situation  Reports  to  the  Secretary  and  senior  policy  officials  for  informed 
decisionmaking  to  restore  mobility  and  commerce  to  the  users  of  the  transportation 
infrastructure. 

The  Office  of  Emergency  Transportation  also  uses  its  out  reach  network  to  the 
community  of  transportation  customers  and  suppliers  to  determine  issues  and  reso- 
lutions. This  is  done  to  prevent  negative  issues  from  affecting  transportation  serv- 
ices and/or  disaster  victims.  For  example,  the  office  expended  its  energies  for  more 
than  three  months  managing  the  crisis  activities  associated  with  the  Midwest 
Floods. 

CRISIS  CENTER  USE 

Mr.  Coleman.  As  the  Secretary's  crisis  coordinator,  RSPA  is  ask- 
ing for  an  increase  in  funding  of  $369,000  to  upgrade  RSPA's  crisis 
management  center. 

Why  do  you  need  these  funds  if  the  Coast  Guard  and  the  Federal 
Aviation  Administration  (FAA)  already  have  communications  capa- 
bilities for  crisis  management? 

[The  information  follows:] 

The  Crisis  Management  Center  (CMC)  serves  the  entire  Department,  not  just 
RSPA.  The  Center,  located  in  the  DOT  Headquarters  building,  provides  a  modest 
operating  facility  for  the  Department's  Crisis  Management  Team.  Here,  a  small 
team  of  transportation  experts  from  throughout  the  Department  assemble  to  ana- 
lyze the  impact  of  the  crisis  on  transportation  systems  and  services,  direct  the  flow 
of  transportation  assistance  to  state  and  local  authorities,  and  support  the  Secretary 
for  the  duration  of  the  crisis.  Communications  are  oxily  one  component  of  the  CMC. 
The  Center  will  provide  computer  workstations  with  automated  capabilities  for  ana- 
lyzing and  displaying  disaster  effects  and  enable  team  members  to  provide  advise 
to  senior  decisionmakers.  In  addition  there  will  be  an  adequate  telephone  system 
to  handle  the  intense  stream  of  information  and  public  inquiries  that  comes  with 
any  major  emergency.  The  communications  capabilities  of  FAA  and  USCG  serve  the 
unique  responsibilities  of  these  two  agencies  during  crises.  These  capabilities  will 
be  fully  integrated  into  the  DOT  Crisis  Management  operations  to  the  extent  of 
their  practicality.  This  is  particularly  possible  with  FAA's  transportable  satellite 
systems  which  provide  communications  when  telephone  systems  are  disrupted.  In 
addition,  we  will  continue  to  rely  upon  the  24  hour  monitoring  capabilities  of  the 
FAA  and  USCG  operations  centers  for  initial,  rapid  notification  of  unfolding  emer- 
gencies. However,  neither  FAA  or  USCG  can  provide  space,  equipment,  and  admin- 
istrative support  for  the  Department's  team. 

Mr.  Coleman.  The  Federal  Emergency  Management  Agency 
(FEMA)  also  has  a  responsibility  to  provide  crisis  management  for 
the  government  as  a  whole.  To  what  extent  did  RSPA  explore  using 
those  crisis  management  capabilities  before  you  decided  to  enhance 
your  own  capabilities? 

[The  information  follows:] 

The  Federal  Emergency  Management  Agency  (FEMA)  coordinates  the  crisis  man- 
agement functions  of  the  entire  Federal  government.  However,  DOT  has  a  separate 
and  challenging  role  in  emergency  response.  Under  the  Federal  Response  Plan, 
FEMA  expects  DOT  to  lead  the  transportation  element,  managing  all  aspects  of 
transportation  support  for  disaster  relief  and  recovery.  FEMA  maintains  an  oper- 
ations facility  in  its  Headquarters  building  for  an  interagency  Emergency  Support 
Team  (EST)  dimng  emergencies.  The  EST  is  a  skeletal  team  of  representatives  from 
each  of  the  27  departments  and  agencies  subscribing  to  the  Federal  Response  Plan. 
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DOT  has  a  representative  to  the  EST  to  coordinate  transportation  issues  with  the 
other  Federal  agencies  located  there.  This  representative  is  an  extension  from  DOT's 
Crisis  Management  Center.  FEMA  has  neither  the  authority  nor  the  capability  to 
support  the  internal  transportation  response  team  necessary  to  manage  the  com- 
prehensive and  usually  significant  transportation  response.  That  responsibility  rests 
solely  with  DOT.  DOT's  Crisis  Management  Center  will  be  fully  integrated  with 
FEMA's  communications  systems.  This  will  allow  us  to  use  these  systems  to  expand 
oiu-  own  capabilities  and,  more  importantly,  to  expeditiously  provide  the  information 
on  the  transportation  network  and  the  flow  of  relief  supplies  which  FEMA  requires 
for  their  reports  to  the  President. 

Mr.  Coleman.  What  impact  would  occur  if  RSPA  was  required 
to  use  the  existing  capabilities  of  the  Coast  Guard,  FAA,  and 
FEMA  as  opposed  to  using  your  own  capability. 

[The  information  follows:] 

The  capabilities  of  FAA,  the  Coast  Guard,  and  FEMA  are  unique  to  their  oper- 
ations in  crises.  The  limitations  imposed  by  the  unique  character  of  their  systems 
would  not  serve  DOT's  requirement  for  a  Crisis  Management  Center.  DOT's  crisis 
management  requires  a  capability  to  rapidly  assess  the  damage  to  any  segment  of 
the  transportation  system,  rapidly  determine  the  impact  on  the  system  and  to  trans- 
portation services  and  determine  alternatives  to  restore  mobility  and  commerce  to 
the  affected  area.  These  singular  functions  reside  in  DOT's  Crisis  Management  Cen- 
ter. FAA  and  USCG  can  only  provide  communications  support  to  the  Department's 
Crisis  Management  Team.  The  use  of  this  communications  capability  is  planned  in 
the  Crisis  Management  Center's  operation  as  part  of  the  network  link  for  commu- 
nications. Likewise,  FEMA  provides  capabilities  only  for  an  interagency  coordinat- 
ing team,  not  for  individual  agency  teams.  All  of  these  capabilities  will  be  integrated 
into  the  Department's  Crisis  Management  Center  to  the  extent  they  can  assist  in 
oiu*  mission.  Without  funding  as  requested  the  Department  will  fail  to  provide  qual- 
ity response  to  meet  the  needs  of  the  public  victimized  by  disasters  and  future  emer- 
gency transportation  response  actions  will  be  severely  Umited. 

Mr.  Coleman.  Please  describe  specific  deficiencies  with  DOTs 
crisis  management  operations  that  you  hope  to  remedy  with  the  fis- 
cal year  1995  requested  funding. 

[The  information  follows:] 

RSPA's  1995  budget  request  is  intended  to  correct  several  significant  deficiencies 
in  DO'T's  crisis  management  program.  Most  critical  is  the  modernization  of  the  DOT 
Crisis  Management  Center  (CMC)  and  the  related  development  of  an  automated,  ge- 
ographic based  emergency  information  system.  The  existing  center  in  DOT  Head- 
quarters has  not  been  upgraded  since  being  installed  in  the  1960s.  As  currently  con- 
figured, the  Department  lacks  any  capability  for  using  modem  computer  tech- 
nologies to  analyze  and  display  the  effects  of  a  disaster  on  the  transportation  sys- 
tem. A  number  of  geographic  information  systems  exist  that  would  permit  our  crisis 
managers  to  rapidly  pinpoint  damaged  transportation  facilities,  assess  the  impacts 
on  the  network,  identify  alternate  routes,  and  track  the  flow  of  relief  supplies.  These 
systems  would  then  allow  DOT  to  display  the  analysis  in  graphic  map  form  for  the 
Secretary  and  other  senior  executives  to  support  their  decisionmaking  on  funding 
relief  or  emergency  mitigation.  The  same  capabilities  would  be  provided  to  our  field 
response  teams  which  deploy  to  the  disaster  site  to  assist  in  managing  transpor- 
tation services  to  the  victims. 

Beyond  the  harnessing  of  new  technologies,  the  1995  budget  request  proposes  an 
expanded  program  of  training  exercises  to  ensure  that  our  response  teams  at  Head- 
quarters and  in  the  field  are  better  prepared  to  assume  emergency  duties.  Because 
most  personnel  assigned  to  these  teams  do  not  have  regular  routine  emergency  du- 
ties, they  must  be  exposed  to  periodic  training  as  a  reminder  of  the  unique  functions 
they  would  perform  in  a  disaster.  In  exercises,  realistic  disaster  scenarios  are  em- 
ployed to  simulate  the  chaotic  and  demanding  atmosphere  in  a  crisis  management 
center.  Participants  are  given  "on  the  job"  training,  reflecting  the  taskings  they 
would  receive  in  disasters.  For  example,  modal  administrators  and  other  senior 
DOT  officials  indicated  participation  in  exercise  RESPONSE  93  did  more  to  prepare 
them  for  the  Northridge  earthquake  response  than  any  other  recent  training  experi- 
ence. 
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REGIONAL  TRANSPORT  COORDINATOR  COSTS 

Mr.  Coleman.  RSPA's  justifications  indicate  that  $55,000  is  re- 
quested for  fiscal  year  1995  to  pay  for  the  collateral  functions  as- 
signed to  the  ten  regional  emergency  transportation  coordinators. 
Why  does  RSPA  believe  that  it  should  pay  for  services  previously 
provided  at  no  cost  to  the  Department? 

[The  information  follows:] 

The  funding  is  for  departmental  emergency  preparedness  and  response  mission 
activities  performed  by  the  ten  Regional  Emergency  Transportation  Coordinators 
(RETCO).  It  is  budgeted  by  RSPA  in  accordance  with  the  departmental  order  which 
establishes  the  RETCO  program.  The  RETCOs  are  senior  regional  officials  of  the 
Federal  Aviation  Administration,  U.S.  Coast  Guard,  and  the  Federal  Highway  Ad- 
ministration who  perform  Department-wide  crisis  management  planning  and  re- 
sponse on  behalf  of  the  Secretary  and  RSPA,  as  the  DOT  crisis  management  ele- 
ment. In  past  years,  RSPA  has  provided  about  $35,000  per  year,  distributed  among 
the  RETCOs,  to  develop  and  to  conduct  emergency  preparedness  and  response  train- 
ing directly  associated  with  the  Departmental  mission.  The  RETCO's  agencies  ab- 
sorbs the  balance  of  the  costs  to  carry  out  other  RETCO  functions.  Such  costs  rep- 
resent 50  to  70  percent  of  the  total  RETCO  expenditures,  depending  on  the  region. 
In  addition,  all  salary  and  benefits  ju-e  funded  by  the  RETCO's  agencies.  As  the 
budgets  of  the  operating  administrations  are  strained  by  greater  demands  and  fewer 
resoiu-ces,  these  agencies  are  less  able  to  absorb  the  significant  costs  of  the  RETCO 
function.  Further,  since  cnly  three  Operating  Administrations  of  DOT  are  tasked 
with  the  RETCO  function,  tiiose  agencies  suffer  a  disproportionate  bxirden.  There- 
fore, to  share  this  burden  more  equitably,  RSPA  proposes  to  expand  our  support  by 
a  modest  $20,000  for  what  is  legitimately  a  Departmental  program. 

Mr.  Coleman.  Please  give  some  examples  of  how  these  funds 
might  be  used. 

[The  information  follows:] 

RETCO  funding,  provided  by  RSPA,  is  used  principally  for  the  following  major 
Departmental  emergency  preparedness  and  response  functions: 

Designing  crisis  management  exercises  to  be  used  in  association  with  regional 
emergency  response  training. 

Developing  curriculum  for  and  acquiring  tools  (software)  to  support  desktop  exer- 
cises. 

Review  of  State  and  local  response  plans  and  evaluation  of  field  exercises  for  acci- 
dents at  more  than  50  commercial  nuclear  power  plants  in  accordance  with  the  Con- 
gressionally-mandated  programs. 

Responding  to  crises  within  their  respective  regions  and  supporting  other  regions 
during  disasters. 

Maintenance  of  special  communications  and  ADP  equipment  used  by  the  Regional 
Crisis  Management  teams. 

Conducting  an  outreach  program  to  the  customers  and  suppliers  of  transportation 
services  in  prior  planning  and  during  crises  to  better  serve  the  needs  of  crisis  vic- 
tims. 

EMERGENCY  GEOGRAPHIC  INFORMATION  SYSTEM 

Mr.  Coleman.  What  do  you  plan  to  achieve  with  the  requested 
$50,000  for  enhancements  of  the  Department's  emergency  geo- 
graphic information  system? 

[The  information  follows:] 

The  emergency  graphic  information  system  will  incorporate  textual  data  that  is 
contained  in  the  transportation  emergency  information  data  base  into  a  map  display 
capability  to  allow  rapid,  automated  visual  analysis  of  the  disaster  impact  on  the 
transportation  infrastructure.  This  capability  will  allow  the  Secretary  and  senior 
policy  officials  to  make  informed  decisions  to  meet  the  needs  of  State  and  local  gov- 
ernments to  provide  services  to  the  citizens  who  are  victims  of  disasters.  Currently 
the  Crisis  Management  Team  must  do  manual  map  studies  and  use  unreliable  old 
data  to  analyze  disaster  impacts.  This  leads  to  decisions  based  on  erroneous  assess- 
ments. Not  only  is  this  an  embarrassment  to  the  Federal  government,  but  it  could 
resvdt  in  a  more  disastrous  affects  such  as  more  injuries  or  deaths  to  the  citizens. 
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Mr.  Coleman.  Do  you  have  an  overall  plan  for  upgrading  this 
system  and,  if  so,  what  are  its  major  milestones  and  total  cost? 
[The  information  follows:] 

The  overall  plan  to  upgrade  the  system  includes  upgrade  of  the  transportation 
data  base  information,  acquisition  of  the  graphic  information  system  software  and 
integration  of  the  updated  data  into  the  graphic  information  system.  The  major 
milestones  would  be  development  costs  which  includes  data  update,  software  acqui- 
sition, integration  of  the  updated  data  and  demonstration  of  the  capability.  The  ini- 
tial total. cost  is  estimated  to  be  $100,000  over  a  two-year  period.  There  will  be  a 
follow  on  annual  cost  of  approximately  $30,000  thereafter  for  maintenance  which  in- 
cludes data  update  and  integration. 

[In  thousands  of  dollars] 

Development  costs: 

Year  1  50 

Year  2  50 

Maintenance  costs: 

Year  3  30 

Year  4  30 

Year  5  30 

OET — OVERSEAS  TRIPS 

Mr.  Coleman.  Please  update  the  data  shown  on  page  882  of  last 
year's  hearing  record  concerning  overseas  trips  taken  by  OET  per- 
sonnel. Please  begin  with  the  date  of  the  last  trip  covered  in  last 
year's  hearing  record,  in  order  to  provide  a  chronological  record. 

[The  information  follows:] 
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FY-93  overseas  trips  (10)  were: 

10/10-17/92      Brussels,  Belgium        1  person     $2,230 

Participate  in  the  NATO  Senior  Civil  Emergency  Planning 
Committee's  Plenary  meeting  as  Chairman-elect  representing  the 
interests  of  the  U.S.  and  the  Civil  Aviation  Planning  Committee 
and  to  develop  guidance  and  direction  for  civil  aviation 
programs . 

11/7-14/92       Brussels,  Belgium        3  people     $2,774 

Represent  the  U.S.  interests  at  the  Fall  Plenary  meeting  of  the 
NATO  Civil  Aviation  Planning  Committee  to  develop  procedures  for 
civil  aviation  support  of  the  North  Atlantic  Alliance  in  NATO's 
new  strategic  concept.   (Note:   The  Department  of  State  paid  a 
portion  of  the  travel  costs.) 

1/10-17/93       Brussels,  Belgium        1  person     $1,541 

Represent  the  U.S.  interests  at  a  meeting  of  the  Civil  Aviation 
Planning  Committee  Training  and  Exercise  Planning  Teeun  engaged  in 
developing  realistic  crisis  exercises  for  civil  aviation  in 
support  of  NATO.   (Note:   Traveller  lives  in  France.) 

2/24-3/5/93      Brussels,  Belgium        2  people     $1,701 

Participate  in  the  NATO  Crisis  Management  Exercise,  CMX-93  to 
test  and  evaluate  the  procedures  for  civil  aviation  to  support 
NATO  in  a  crisis.   (Note:   NATO  paid  a  portion  of  the  travel 
costs . ) 

3/14-18/93       Brussels,  Belgium        1  person     $1,763 

Represent  the  U.S.  interests  at  a  meeting  of  the  NATO  Civil 
Aviation  Working  Group  in  developing  technical  procedures  for 
civil  aviation  application  in  support  to  NATO  during  crises. 
(Note:   Traveller  lives  in  France.) 

4/14-16/93       Ottawa,  Ontario         1  person     $849 

Participate  in  the  1993  U.S. /Canada  Consultative  Group  Meeting  on 
Cooperation  in  Comprehensive  Civil  Emergency  Planning  and 
Management  representing  the  Secretary  of  Transportation's 
interest  in  this  fora  for  mutual  support  in  crises. 
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4/24-5/1/93      Oslo,  Norway  1  person     $2,465 

Participate  in  the  NATO  1993  Civil  Emergency  Preparedness 
Symposium  and  the  Senior  Civil  Emergency  Planning  Committee 
Plenary  representing  the  interest  of  the  U.S.  and  NATO  civil 
aviation  planning  and  to  develop  guidance  and  director  for 
aviation  programs  to  support  NATO  in  crises. 

6/10-19/93       Brussels,  Belgium  &      4  people     $3,728 
Luxembourg  City,  Luxembourg 

Represent  the  U.S.  interest  at  the  Spring  Plenary  meeting  of  the 
NATO  Civil  Aviation  Planning  Committee  and  participate  in  the 
Civil  Aviation  Training  Seminar  to  test  and  evaluate  the 
procedures  for  civil  aviation  in  a  crisis.   (Note:   Both  the 
Department  of  State  and  NATO  paid  a  portion  of  the  travel 
expenses. ) 

6/28-30/93       Brussels,  Belgium        1  person     $828 

Represent  the  U.S.  interests  at  a  meeting  of  the  Civil  Aviation 
Planning  Committee  Training  and  Exercise  Planning  Team  engaged  in 
the  development  of  a  realistic  crisis  exercise  for  civil  aviation 
in  support  of  NATO.   (Note:   Traveller  lives  in  France.) 

8/31-9/9/93      Brussels,  Belgium        1  person     $2,316 

Participate  in  the  Civil  Emergency  Preparedness  Planning  meeting 
and  the  Civil  Aviation  Working  Group  meeting  to  develop  technical 
procedures  for  application  in  the  acguisition  and  provisions  of 
civil  aviation  resources  to  support  NATO  during  crises.   (Note: 
Traveller  lives  in  France.) 
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PC&B  ESTIMATES 

Mr.  Coleman.  Please  explain  how  you  arrived  at  your  fiscal  year 
1995  budget  request  for  personnel  compensation  and  benefits,  in- 
cluding the  criteria,  assumptions  and  formulas  making  that  esti- 
mate, similar  to  the  data  provided  on  pages  894-895  of  last  year's 
hearing  record. 

[The  information  follows:] 

The  FY  1995  Personnel  Compensation  and  Benefits  (PC&B)  request  was  derived 
through  the  use  of  a  modified  payroll  model.  This  model  incorporated  individual 
payroll  data  for  each  RSPA  employee  on-board  for  the  pay  period  ending  November 
27,  1993.  This  payroll  data  included  actual  personnel  benefits  such  as  standard 
FERS  and  CSRS  retirement,  health  insurance,  life  insurance,  FICA,  Medicare,  TSP 
contributions,  Transit  Fare  Subsidy,  and  locality  pay  adjustments  for  each  em- 
ployee. The  model  calculated  an  estimate  based  on  the  number  of  paid  days  in  FY 
1995.  Adjustments  were  made  to  reflect  cost  increases  and  decreases  for  authorized 
vacancies  and  FTE  reductions,  respectively. 

Additional  detail  concerning  assumptions  and  criteria  used  to  calculate  the  FY 
1995  PC&B  estimates  are  listed  below: 

Vacancies— Specific  estimates  were  added  for  each  vacancy,  ranging  from  GS-7  to 
GM-13. 

FTE  reductions — ^Average  costs  per  FTE  were  subtracted  from  the  base  and  some 
offsetting  reduction/buy-out  costs  were  added  to  the  base. 

Within  grades  increases  and  career  ladder  promotions — Specific  estimates  were 
calculated  for  each  eligible  employee. 

Awards  and  overtime — Estimated  for  each  office  based  on  empirical  data. 

OFFICE  COSTS 

Mr.  Coleman.  Please  also  provide  a  breakdown  of  office  costs  for 
each  RSPA  office  and  organizational  unit,  updating  the  charts  on 
pages  896-897  of  last  year's  hearing  record. 

[The  information  follows:] 
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Program  Support  Administrative  Costs 

(dollars  in  thousands) 


Office  of  the  Administrator 

Personnel  Compensation  &  Benefits 

Administrative 

Travel 

Printing  and  reproduction 

Training 

Supplies  and  materials 

Equipment  and  furniture 

Total 


FY  1994 
Estimate 

t 

538 

21 

7 
3 
3 
4 
4 

559 


FY  1995 

Request 

557 

26 

7 
3 

3 
4 
9 

583 


Office  of  Civil  Rights 

Personnel  Compensation  &  Benefits 

Administrative 

Travel 

Printing  and  reproduction 

Training 

Supplies  and  materials 

Equipment  and  furniture 


Programs 


Total 


FY  1994 
Estimate 

122 

24 

6 
2 
3 

5 
8 

9 

155 


FY  1995 
Request 

143 

24 

6 
2 

3 
5 
8 

74 

241 


FY  1994 

Office  of  Chief  Counsel  Estimate 

Personnel  Compensation  &  Benefits  1,057 

Administrative  25 

Travel  8 

Printing  and  reproduction  3 

Training  6 

Supplies  and  materials  0 

Equipment  and  furniture  8 


FY  1995 
Request 

1,155 

25 

6 
6 
4 
3 
6 


Total 


1,082 


1,180 
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Office  of  Policy  and  Programs 

Personnel  Compensation  &  Benefits 

Administrative 

Travel 

Printing  and  reproduction 

Training 

Supplies  and  materials 

Equipment  and  furniture 


Programs 


Total 


FY  1994 
Estimate 

366 

26 

7 
5 
3 
5 
6 


392 


FY  1995 
Request 

404 

28 

7 
5 
3 
5 
8 

50 

482 


Office  of  Management 
and  Administration 

Personnel  Compensation  &  Benefits 

Administrative 

Travel 

Printing  and  reproduction 

Training 

Supplies  and  materials 

Equipment  and  furniture 


Programs 


Total 


FY 

1994 

Estimate 

1 

615 

46 

10 

6 

6 

10 

14 

470 

2 

,131 

FY  1995 
Request 

1,679 

48 

10 
6 
6 
9 

17 

623 
2,350 


RSPA-wide  accounts 

Communications,  Utilities, 

Misc.  Charges,  WCF  &  Accounting 


FY  1994 
Estimate 


2,036 


FY  1995 
Request 

2,565 
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TRAVEL  PER  FTE 


Mr.  Coleman.  Please  provide  a  chart  showing  the  fiscal  year 
1995  budgeted  amounts  for  travel  per  FTE  staff  year,  by  RSPA  of- 
fice or  organizational  unit,  similar  to  the  data  on  page  898  of  last 
year's  hearing  record. 

[The  information  follows:] 
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Fiscal  Year  1995  Request  For  Travel  Per  FTE  Staff  Year 

(dollars  in  thousands) 


Hazardous  Materials  Safety 

Amount 
$3,215 

Aviation  Information  Manaqement 

0.481 

Emerqency  Transportation  * 

10.000 

Research  and  Tfichnology 

1.462 

Proqram  and  Administrative  Support 

0.837 

Pipeline  Safety 

8 .  053 

*  Includes  travel  for  annual  training  programs  in  each  of 
the  ten  regions,  transportation  to  Washington  D.C.  for  2-3 
regional  representatives  to  attend  the  annual  Emergency 
Preparedness  Conference,  and  for  overseas  travel  related  to 
NATO  activities. 
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RSPA  POLITICAL  APPOINTEES 


Mr.  Coleman.  Also  update  the  listing  of  RSPA  political  ap- 
pointees and  salaries  as  shown  on  page  898  of  last  year's  hearing 
record. 

[The  information  follows:] 
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Position  title 

Fiscal  Year  1994  (planned) : 

Administrator 
Deputy  Administrator 
Associate  Administrator  for 

Research,  Tech  &  Analysis 
Director  of  Program  &  Policy 

Support 
Special  Assistant 


Type  Appointment 

EX  III 

NONCAREER  SES 
NONCAREER  SES 

NONCAREER  SES 

SCHEDULE  C 


Salary 

$123,100 
$107,300 
$101,800 

$  92,900 

$  66,609 


FISCAL  YEAR  1993: 

Administrator 
Deputy  Administrator 
Associate  Administrator  for 

Research,  Tech  &  Analysis 
Director  of  Program  &  Policy 

Support 
Special  Assistant 


EX  III 

NONCAREER  SES 
NONCAREER  SES 

SCHEDULE  C 

SCHEDULE  C 


$123,100 
$107,300 
$101,800 

$  66,609 

$  56,627 


Fiscal  Year  1992: 

Administrator 
Deputy  Administrator 
Associate  Administrator  for 

Research,  Tech  &  Analysis 
Director  of  Program  &  Policy 

Support 
Special  Assistant 


NONCAREER  SES 
NONCAREER  SES 
NONCAREER  SES 

SCHEDULE  C 

SCHEDULE  C 


$112,100 
$104,000 
$  94,400 

$  64,233 

$  54,607 
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RSPA  SES  POSITIONS 


Mr,  Coleman.  Please  provide  a  listing  of  all  SES  positions  by  po- 
sition title  and  grade. 
[The  information  follows:] 
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SES  POSITIONS 

POSITION  TITLES  GRADE 

Headquarters,  Washington,  DC 

Administrator EX  III 

Deputy  Administrator ES-04 

Chief  Counsel ES-01 

Associate  Administrator  for  Management  and  Administration. .  ES-05 

Associate  Administrator  for  Pipeline  Safety ES-05 

Deputy  Associate  Administrator  for  Pipeline  Safety Vacant 

Associate  Administrator  for  Hazardous  Materials  Safety ES-05 

Deputy  Associate  Administrator  for  Hazardous  Materials  Saf .  ES-02 

Associate  Administrator  for  Research,  Tech  &  Analysis ES-03 

Deputy  Assoc  Admin  for  Research,  Tech  &  Analysis Vacant 

Director,  Office  of  Research  Policy  &  Tech  Transfer Vacant 

Deputy  Director,  Office  of  Research  Policy  &  Tech  Transfer.  ES-03 

Director,  Transportation  Safety  Institute Vacant 

Volpe  National  Transportation  Systems  Center,  Cambridge,  MA 
Director ES-05 

Deputy  Director ES-04 

Air  Transportation  Programs  Manager ES-04 

Director,  Office  of  Plans  and  Programs Vacant 

Director,  Office  of  Transport  &  Information  Resources  Mgmt .  ES-04 

Director,  Office  of  Research  &  Analysis Vacant 

Director,  Office  of  Operations  Engineering  &  Assessment....  ES-02 

Director,  Office  of  Information  Systems Vacant 

Director,  Office  of  Systems  Engineering ES-02 

Director,  Office  of  Administration ES-02 
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SES  BONUS  AWARDS 

Mr.  Coleman.  Please  update  the  data  on  SES  bonus  awards 
shown  on  pages  898-899  of  last  year's  hearing  record  by  providing 
data  for  each  of  fiscal  years  1992  through  1995. 

[The  information  follows:] 
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SES  BONUS  AWARDS 
Fiscal  Year  1992: 

(1)  award  of  $13,158  @  12.2%  =  $13,158 
(1)  award  of  $  8,772  @  8 . 1%  =  8,772 
(1)   award  of  $  8,424  @   8.1%  =    8,424 

(1)  award  of   $5,523  @   5.1%   =    5,523 

(2)  awards  of  $5,304  @  5.1%  =    10.608 

$46,485 
Fiscal  Year  1993: 

(2)  awards  of  $7,480  @  6.7%  =  $14,960 
(2)   awards  of  $5,365  @   5.0%    =  10.720 

$25,680 
Fiscal  Year  1994:  Estimated  amount  for  bonus  awards   $25,680 
Fiscal  Year  1995:  Estimated  amount  for  bonus  awards   $25,680 
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COMMUNICATIONS  AND  OTHER  ESTIMATES 

Mr.  Coleman.  Please  provide  a  breakdown  of  your  fiscal  year 
1994  and  1995  budgets  for  communications,  utilities  and  mis- 
cellaneous charges,  similar  to  that  shown  on  pages  900-901  of  last 
year's  hearing  record. 

[The  information  follows:] 
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Research  and  Special  Programs 


(dollars  in  thousands) 


In -house  copiers  and  graphics 

DOT  day  care  policy 

Central  Employ,  Info.  Ofc. 

Communications 

Health  &  Fitness 

Library 

Parking  Management 

Mail/Messenger 

OSHA 

Security 

Space  Consolidation  Team 

Building  Management 

Motor  Pool 

Warehouse 

Mail 

Securities  &  Investigations 

Workers  Comp/Unemployment 

Coast  Guard  Clinic 

Uniform  Payroll  System 

Employee  Counseling  Services 

Civil  Rights  Programs 

OST  Reimbursables 

DAFIS  Charges/Imprest  Fund 

Total  2,036  2.427 


FY  94 

FY  95 

Est. 

Est. 

423 

460 

3 

2 

3 

6 

607 

878 

19 

4 

122 

93 

15 

18 

28 

32 

10 

4 

53 

55 

50 

37 

71 

90 

26 

13 

15 

40 

200 

227 

45 

47 

132 

150 

27 

27 

57 

57 

18 

15 

9 

5 

46 

64 

b/ 

103 

903 
Pipeline  Safety 


(dollars  in  thousands) 


In -house  copiers  and  graphics 

DOT  day  care  policy 

Central  Employ,  Info.  Ofc. 

Communications 

Health  &  Fitness 

Library 

Parking  Management 

Mail/Messenger 

OSHA 

Security 

Space  Consolidation  Team 

Building  Management 

Motor  Pool 

Warehouse 

Mail 

Securities  &  Investigations 

Workers  Comp/Unemployment 

Coast  Guard  Clinic 

Uniform  Payroll  System 

Employee  Counseling  Services 

Civil  Rights  Programs 

OST  Reimbursables 

DAFIS  Charges/Imprest  Fund 

Total  1,274  1,143 


FY  94 

FY  95 

Est. 

Est. 

273 

278 

2 

2 

2 

2 

341 

398 

10 

2 

73 

33 

8 

10 

15 

15 

5 

2 

30 

30 

26 

26 

89 

89 

14 

4 

8 

8 

118 

125 

29 

13 

83 

9 

18 

18 

38 

10 

10 

10 

5 

5 

47 

23 

30 

33 

904 


SLUG  CHARGES 


Mr.  Coleman.  Please  update  the  data  on  field  and  headquarters 
standard  level  user  charges  shown  on  page  903  of  last  year's  hear- 
ing record. 

[The  information  follows:] 
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OTHER  SERVICES  COSTS 

Mr.  Coleman.  Please  provide  a  detailed  list  of  your  "other  serv- 
ices" costs  for  each  of  fiscal  years  1993-1995,  similar  to  the  table 
shown  on  page  905  of  last  year's  hearing  record. 

[The  information  follows:] 
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RESEARCH  AND  SPECIAL  PROGRAMS  ADMINISTRATION 

(dollars  in  thousands) 


Hazardous  Materials    Safety 

Information  Systems 

Research  and  Analysis 

Inspection  and  Enforcement 

Rulemaking  Support 

Hazmat  Training 

Information  Dissemination 

Emergency  Preparedness 

Sanitary  Food  Safety 

International  Standards 

Registration  Program 

Research  and  Development 
Aviation  Information   Wanajgpipnf: 

Research/Systems  Analysis 

Enforcement 

Data  Services  Consultation 

Information  Processing 

Electronic  Tariffs** 
Bnergpncy  Transportation 

Operational  Readiness 

Transportation  Resource  Mgmt 

Crisis  Management 

Research  and  Development 
Research  and  Tfchnology 

Research  and  Development 
PT-ojr-jjffi  Support 

Policy  and  Program  Support 

Civil  Rights  &  Special  Programs: 

Program  Mgmt  and  Administration: 
Pipeline  Safety 

Information  Systems 

Risk  Assessment  &  Tech  Studies 

Compliance 

Training  &  Info.  Dissemination 

Emergency  Notification 

Implementation  of  Oil  Pollution  Act 

Research  and  Development 


FY  1993 

FY 

1994 

FY  1995 

Enacted* 

Enacted 

Request 

1,000 

950 

1,000 

300 

300 

300 

140 

220 

230 

550 

550 

550 

350 

350 

350 

170 

170 

170 

250 

250 

370 

150 

75 

0 

0 

140 

140 

1,232 

1 

,000 

1,050 

1,334 

1 

,364 

1,400 

18 

18 

18 

30 

30 

30 

24 

24 

24 

228 

217 

217 

1,000 

1 

000 

1,000 

38 

80 

80 

50 

0 

50 

0 

85 

454 

0 

0 

50 

350 


500 


1,390 


0 

0 

50 

9 

9 

74 

178 

427 

623 

402 

402 

752 

97 

355 

250 

76 

76 

375 

855 

925 

871 

100 

100 

100 

0 

2,268 

2 

520 

500 

875 

1 

123 

*  Includes  Congressional  reprogramming . 

**  Electronic  Tariffs  $1  million  contract  program  is  fully  funded 
by  a  credit  in  the  appropriation  language,  which  is  treated  as  an 
offsetting  collection. 
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RSPA  TRAINING  EXPENSES 


Mr,  Coleman.  Please  provide  a  breakdown  of  training  expenses 
(e.g.,  in-house,  external,  interagency,  etc.)  for  fiscal  years  1993  and 
1994,  and  estimated  for  fiscal  year  1995. 

[The  information  follows:] 


RESEARCH  &  SPECIAL  PROGRAMS  ADMINISTRATION 

Fiscal  year— 

1993  actual 

1994  estimate 

1995  estimate 

Training  expense: 

External  

56  926 

29,586 
22,622 

45  000 

Interagency 

19,253 

58,000 

PROGRAM  SUPPORT  SALARIES 

Mr.  Coleman.  For  each  of  the  45  positions  shown  on  page  99  of 
your  justifications  under  "program  and  administrative  support," 
please  list  their  title  and  salary  level,  similar  to  the  data  shown  on 
page  418  of  last  year's  hearing  record. 

[The  information  follows:] 
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Base  salary  figures  do  not  include  Washington,  DC  locality  pay. 

EXECUTIVE  DIRECTION 


Administrator 
Deputy  Administrator 
Special  Assistant 
Secretary 
Secretary 


123,100 

107,300 

66,609 

36,986 

39,783 


POLICY  AND  PROGRAMS 


Director  of  Policy  and  Program  Support 
Program  Analyst 
Program  Analyst 
Writer/Editor 


CIVIL  RIGHTS 


Equal  Opportunity  Specialist 
Equal  Opportunity  Specialist 


CHIEF  COUNSEL 


Chief  Counsel 

Supervisory  Attorney-Advisor 

Supervisory  Attorney-Advisor 

Attorney -Advisor 

Attorney- Advisor 

Attorney- Advisor 

Attorney -Advisor 

Attorney- Advisor 

Attorney- Advisor 

Attorney- Advisor 

Attorney -Advisor 

Attorney- Advisor 

Administrative  Assistant 

Secretary 

Clerk-Typist 


92,900 
71,456 
60,403 
44,327 


66,899 
33,623 


92,900 
82,474 
81,796 
76,144 
67,919 
58,515 
53,510 
49,517 
47,013 
47,013 
40,298 
38,107 
36,723 
28,016 
19,669 


MANAGEMENT  AND  ADMINISTRATION 


Associate  Administrator 

Resource  Management  Officer 

Personnel  Officer 

Contract  Officer 

Assistant  Personnel  Officer 

Management  Analyst 

Financial  Manager 

Computer  Specialist 

Administrative  Services  Manager 

Assistant  Contract  Officer 

Personnel  Management  Specialist 


111, 

,800 

78, 

,919 

75, 

,799 

71, 

,049 

70, 

,965 

70, 

,477 

69, 

842 

66, 

974 

60, 

403 

60, 

301 

51. 

114 

910 


Budget  Analyst  49,517 

Support  Services  Specialist  49,517 

Contract  Specialist  47,920 

Contract  Specialist  40,298 

Program  Analyst  38,107 

Personnel  Management  Specialist  34,744 

Accountant  30,567 

Secretary  30,287 
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RSPA  POSITIONS  AND  FTE'S 

Mr.  Coleman.  Please  provide  a  table  that  provides  positions  and 
full-time-equivalent  employees  by  major  organizational  unit  for 
each  of  fiscal  years  1993  through  1995. 

[The  information  follows:] 
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RESEARCH  AND  SPECIAL  PROGRAMS  ADMINISTRATION 
Full  Time  Permanent  Positions  and  Full  Time  Equivalent  Workyears 


FY 
FTP 

1993 
FTE 

FY  ; 
FTP 

L994 
FTE 

FY  : 
FTP 

L995 
FTE 

Hazardous  Materials  Safety 

118 

113 

116 

111 

111 

107 

Aviation  Information  Manaqement 

35 

34 

35 

33 

29 

27 

Emerqencv  Transportation 

7 

7 

7 

7 

7 

7 

Research  and  Technoloqv 

13 

13 

13 

13 

13 

13 

Proqram   Support* 

42 

51 

45 

53 

45 

53 

Transportation  Safety  Institute 

9 

P, 

P 

P 

37 

37 

Pipeline   Safety 

72 

69 

72 

72 

75 

75 

The  Volpe  Center 

515 

576 

515 

576 

515 

576 

RSPA  Total 


802 


863 


803 


865 


832 


895 


Includes  a  RSPA-wide  pool  of  10  FTE. 
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PERSONNEL  SAVINGS 

Mr.  Coleman.  The  National  Performance  Review  included  rec- 
ommendations to  streamline  agency  administration  operations,  in- 
cluding personnel  and  procurement  procedures.  In  light  of  these 
"reinventing  government"  proposals,  why  doesn't  the  fiscal  year 
1995  RSPA  request  include  personnel  savings  under  program  and 
administrative  support? 

[The  information  follows:] 

RSPA  continually  reviews  its  operations  to  ensure  support  functions  are  optimized 
and  that  existing  resources  are  utilized  efficiently.  Currently,  our  support  operation 
is  very  lean,  having  one  of  the  lowest  support  staff  to  full  staff  ratios  in  DOT.  There- 
fore, though  reducing  support  personnel  can  be  damaging  to  agency  operations,  we 
believe  the  benefits  of  the  NPR  will  be  in  keeping  previously  anticipated  increases 
minimized  in  future  years. 

RSPA  UNOBLIGATED  BALANCES 

Mr.  Coleman.  Please  provide  a  breakdown  of  any  unobligated 
balances  carried  forward  into  fiscal  year  1994  by  type  or  source  of 
the  balance. 

[The  information  follows:] 

[In  millions  of  dollars] 
Funding  source  Amount  unobligated 

Volpe  Center: 

Non-DOT  79.6 

FAA 45.6 

Other  DOT  24.7 

USCG 17.5 

SBIRPgm 9.0 

FTA 7.4 

Subtotal  183.8 

Research  &  Special  Programs  1.7 

Pipeline  Safety  .5 

Alaska  PipeUne  Task  Force  .5 

Total  186.5 

ACCOUNTING  SERVICES 

Mr.  Coleman.  You  are  asking  for  $138,000  to  pay  for  accounting 
services  provided  by  the  Departmental  Accounting  and  Financial 
Information  System  (DAFIS)  operated  by  the  Federal  Aviation  Ad- 
ministration. RSPA  also  operates  its  own  accounting  system  to 
track  funds.  Why  do  you  still  need  a  separate  system? 

[The  information  follows:] 

The  $138,000  requested  is  to  pay  the  Federal  Aviation  Administration  (FAA)  to 
provide  accounting  services  to  RSPA.  Using  the  Departmental  Accounting  and  Fi- 
nancial Information  System  (DAFIS),  the  FAA  obligates  and  pays  RSPA  invoices; 
collects  RSPA's  receipts;  prepares  reports  to  Treasury  and  0MB;  and  interfaces  with 
vendors. 

RSPA  does  not  operate  its  own  accounting  system.  Rather,  RSPA's  internal  sys- 
tem, which  is  used  to  track  commitments  and  obligations  only,  allows  senior  man- 
agement the  tools  they  need  to  have  immediate  access  to  financial  data  which  is  not 
available  through  DAFIS. 

Mr.  Coleman.  What  is  the  estimated  cost  of  operating  your  in- 
ternal system? 

[The  information  follows:] 

The  estimated  cost  is  approximately  $7,000.  These  funds  are  used  to  pay  a  con- 
tractor for  improvements  to  the  RSPA  system. 
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Mr.  Coleman.  What  would  be  the  impact  if  the  subcommittee 
stipulated  that  its  approval  of  these  payments  for  accounting  serv- 
ices to  DAFIS  was  conditional  on  RSPA  ceasing  to  operate  its  own 
system? 

[The  information  follows:] 

Since  RSPA  does  not  perform  its  own  accounting  function,  the  funds  to  pay  the 
FAA  to  provide  accounting  services  to  RSPA  is  a  necessity.  If  the  Subcommittee 
does  not  provide  the  funds  for  RSPA  to  operate  its  internal  tracking  system,  man- 
agement would  not  have  the  tools  it  needs  to  be  able  to  make  informed  financial 
decisions  in  a  timely  manner.  This  could  lead  to  possible  anti-deficiency  violations. 

AIRLINE  STATISTICS — ^MECHANICAL  DELAYS 

Mr.  DeLay.  With  regards  to  airline  statistics,  it  is  my  under- 
standing that  weather  is  included  when  determining  on-time  statis- 
tics for  the  traveling  public.  This  is  logical  since  weather  dictates 
the  ability  of  air  carriers  to  operate. 

This  past  winter,  for  example,  was  particularly  hard  on  those 
carriers  that  primarily  operate  in  the  northern  part  of  the  country 
because  of  all  of  the  storms.  It  has  come  to  my  attention,  however, 
that  RSPA  is  currently  considering  mechanical  delays  as  part  of 
the  "on  time"  statistics.  If  this  is  true,  I  feel  that  this  creates  a 
whole  new  dilemma  for  the  airlines. 

If  mechanical  delays  are  factored  into  on-time  statistics,  air  car- 
riers may  be  more  inclined  to  rush  mechanical  maintenance  and  re- 
pair to  get  a  plane  back  in  service  rather  than  to  postpone  a  fight 
in  order  to  perform  complete,  proper  and  timely  mechanical  service. 
It  is  obvious  to  me  that  air  carriers  want  to  stay  in  business  and 
want  to  keep  their  aircraft  in  top  mechanical  condition.  I  also  be- 
lieve that  the  flying  public  is  best  served  by  air  carriers  that  per- 
form mechanical  service  as  necessary  rather  than  under  the  pres- 
sure of  a  time  constraint,  which  is  what  inclusion  of  mechanical 
delays  would  cause. 

Why  is  RSPA  considering  mechanical  delays  as  part  of  the  on- 
time  statistics? 

[The  information  follows:] 

The  Inspector  General  performed  an  audit  on  the  air  carriers  on-time  performance 
reports  and  concluded  that  the  department  was  overly  relying  on  the  integrity  of 
reporting  air  carriers.  The  department  had  no  readily  available  means  to  verify  that 
a  flight  not  reported  because  of  a  mechanical  actually  experienced  a  mechanical 
delay.  This  significant  rule  is  still  in  DOT  clearance.  No  final  decisions  have  been 
made. 

AIM — STATUS  OF  PROPOSED  RULE 

Mr.  DeLay.  You  stated  last  year  that  the  proposed  rulemaking 
would  be  finalized  by  the  end  of  fiscal  year  1993.  Where  in  the 
process  is  the  rulemaking  today? 

[The  information  follows:] 

RSPA  anticipates  that  the  rule  will  be  issued  by  the  end  of  July  1994. 

Mr.  DeLay.  Last  year,  the  Chairman  asked  a  question  for  the 
record  regarding  the  air  carriers'  opinion  on  the  possible  inclusion 
of  mechanical  delays.  Out  of  the  six  carriers  polled,  and  the  Air 
Transport  Association,  many  of  the  carriers  expressed  serious  safe- 
ty concerns  and  others  expressed  confidentially  of  statistics  re- 
ported. 


915 

Isn't  this  another  form  of  micro-managing  the  afTairs  of  the  air 
carriers? 
[The  information  follows:] 

Based  on  safety  concerns  Northwest,  Southwest  and  America  West  filled  com- 
ments opposing  tiie  department's  proposed  to  eliminate  the  mechanical  exclusion. 
The  Air  Transport  Association  of  America  (ATA)  which  represents  17  air  carriers, 
American  and  Delta  filed  comments  in  support  of  including  flights  impacted  by  me- 
chanical delays  in  the  carriers'  on-time  flight  performance.  They  contend  the  elimi- 
nation of  the  exclusion  would  not  compromise  safety. 

ATA  said  that  it  does  not  believe  the  elimination  of  the  exclusion  will  adversely 
affect  reporting  air  carriers  or  the  travelling  public.  The  inclusion  of  mechanical- 
delay  and  mechanical-cancellation  information  will  give  those  interested  in  air  car- 
rier flight  performance  a  better  picture  of  flight  delay  and  cancellation  activity.  The 
safety  of  passengers  and  crew  is  the  most  important  responsibility  of  air  carriers. 
ATA  states  that  carriers  devote  enormous  resources  and  attention  to  fulfilling  that 
responsibility.  ATA  does  not  believe  the  elimination  of  the  mechanical-delay  and  me- 
chanical-cancellation exclusion  will  induce  ATA  members  to  dispatch  aircraft;  that 
are  not  air  worthy,  or  have  any  other  adverse  effect  upon  aviation  safety. 

American  said  it  believes  carriers  would  not  risk  safety  for  competitive  reasons. 
Reporting  all  flights  would  "provide  consumers  with  a  more  accurate  picture  of  a 
carrier's  overall  on-time  record,  which  is  the  reason  for  the  rule  in  the  first  place. 

Delta  stated  that  it  has  incurred  considerable  unnecessary  expense  to  exclude  the 
mechanical  delays  and  mechanical  cancellations,  and  argues  that  their  inclusion  will 
not  have  a  negative  effect  on  the  safety  of  airline  operations. 

Under  the  department's  proposal  all  delays  would  be  treated  and  reported  alike. 
There  are  no  concerns  over  the  confidentiality  of  mechanical-delay  information  be- 
cause no  one  could  distinguish  a  mechanical  delayed  flight  from  another  delayed 
flight. 

The  intent  of  the  on-time  performance  rule  is  to  provide  consumers  with  informa- 
tion on  which  to  make  flight  and  carrier  selections.  The  added  reporting  will  provide 
the  consumer  with  more  reliable  data  on  which  to  make  these  selections.  It  is  not 
micro-managing  the  air  carrier,  since  the  carriers'  still  decide  their  own  flight  sched- 
uling. 

PIPELI^fE  SAFETY  OFFICE — TEXAS 

Mr.  DeLay.  It  is  my  understanding  that  the  Pipeline  Safety  Of- 
fice in  Houston,  Texas,  has  not  come  on  line  yet  and  has  experi- 
enced delays.  Could  you  comment  on  the  status  and  future  respon- 
sibility of  this  office? 

[The  information  follows:] 

The  RSPA  pipeline  safety  office  in  Houston  has  been  operational  for  a  number  of 
years.  The  new  office  in  the  RSPA  hazardous  materials  enforcement  program's 
Southwest  Region  office,  which  is  co-located  with  the  pipeline  safety  office.  The  of- 
fice began  operations  in  late  September  1993.  Staffed  with  two  inspectors,  the  office 
conducts  compliance  inspections  of  hazardous  materials  packaging  manufacturers 
and  shippers,  cylinder  retesters,  drum  reconditioners,  exemption  holders,  non-ves- 
sel-operating common  carriers,  and  shipment  observation  inspections  in  the  ports  of 
Houston,  Mobile,  and  New  Orleans.  The  office  covers  Alabama,  Arkansas,  Louisiana, 
Mississippi,  New  Mexico,  Oklahoma,  Tennessee,  and  Texas.  It  also  acts  as  RSPA  li- 
aison with  hazardous  materials  enforcement  agencies  in  those  states,  providing  in- 
formation dissemination,  limited  training,  and  other  assistance. 

NTSB  RECOMMENDATIONS 

Mr.  Price.  The  National  Transportation  Safety  Board  included  in 
the  Most  Wanted  Transportation  Safety  Improvements  requiring 
excess  flow  valves  for  high  pressure  residential  natural  gas  dis- 
tribution systems.  Following  up  on  the  list,  the  NTSB  wrote  RSPA 
a  February  7,  1994  letter  about  RSPA's  NPRM,  Crashworthiness 
Protection  for  Tank  Cars,  and  a  March  17,  1994  letter  about 
RSPA's  NPRM,  Detection  and  Repair  of  Cracks,  Pits,  Corrosion, 
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Lining  Flaws,  Thermal  Protection  Flaws,  and  other  Defects  of  Tank 
Car  Tanks. 

Would  you  tell  the  Subcommittee  how  you  responded  to  the 
NTSB  recommendations? 

[The  information  follows:] 

In  letters  dated  February  7  and  March  17,  1994,  the  National  Transportation 
Safety  Board  (NTSB)  provided  comments  to  the  Research  and  Special  Programs  Ad- 
ministration's (RSPA's)  notices  of  proposed  rulemaking  (NPRM)  which  address 
"Crash worthiness  Protection  Requirements  for  Tank  Cars",  Docket  No.  HM-175A, 
and  "Detection  and  Repair  of  Cracks,  Pits,  Corrosion,  Lining  Flaws,  Thermal  Protec- 
tion Flaws,  and  other  Defects  of  Tank  Car  Tanks"  Docket  HM-201.  In  both  letters, 
NTSB  supported  the  goals  of  the  NPRMs  and  offered  specific  comments  on  sections 
of  the  rulemakings. 

The  comment  period  for  both  NPRMs  closed  on  March  16,  1994.  RSPA  and  the 
Federal  Railroad  Administration  are  evaluating  all  comments,  and  will  develop  a 
course  of  action  based  on  the  results  of  that  review. 

Mr.  PRICE.  In  its  Most  Wanted  List,  the  NTSB  encouraged  RSPA 
to  work  with  the  American  Gas  Association  to  make  sure  excess 
flow  valves  are  installed  in  high-pressure  residential  natural  gas 
distribution  systems.  Will  you  tell  the  Subcommittee  if  you  share 
the  NTSB's  belief  in  excess  flow  valves,  and  if  so,  how  you  are  im- 
plementing the  recommendation? 

[The  information  follows:] 

In  the  past,  RSPA  has  not  been  in  favor  of  instaUing  excess  flow  valves  because 
the  valves  have  not  always  worked  reliably.  Instead,  RSPA  has  preferred  other  safe- 
ty alternatives,  such  as  one-call  damage  prevention  programs. 

However,  under  the  mandate  in  the  1992  Pipeline  Safety  Act,  RSPA  is  now  acting 
as  an  "honest  broker"  by  bringing  all  interested  parties  together  to  determine  if  ex- 
cess flow  valves  should  be  required  and,  if  so,  under  what  conditions.  Toward  this 
end,  RSPA  published  an  NPRM  (April  21,  1993;  58  FR  21524)  proposing  cir- 
cumstances under  which  excess  flow  valves  may  be  required.  Because  of  the  extent 
of  comments,  we  are  preparing  a  Supplemental  Notice  of  Proposed  Rulemaking. 
Concurrently,  two  industry  safety  committees  are  preparing  standards  for  testing, 
fabricating,  and  using  excess  flow  valves.  The  American  Gas  Association  member- 
ship is  involved  in  preparing  these  standards.  RSPA  beheves  such  standards  should 
be  completed  before  excess  flow  valve  installation  is  required. 

Mr.  Price.  On  page  3  of  your  written  testimony,  you  refer  to  the 
Colonial  pipeline  spill  in  Reston,  Virginia.  The  spills  in  Reston  and 
Pasadena,  Texas  were  both  in  residential  areas  but  the  public  reac- 
tion differed  dramatically.  Does  public  tolerance  of  spills  vary  by 
geographical  region?  Are  you  addressing  this  issue  in  the  analysis 
in  which  you  balance  environmental  and  public  safety? 

Reaction  does  vary,  and  while  it  may  appear  that  the  variance  does  break  down 
along  geographical  lines,  in  fact  it  is  more  likely  due  to  the  fact  that  in  some  parts 
of  the  country,  pipelines  and  the  products  they  carry  are  more  critical  to  the  eco- 
nomic viability  of  the  area.  For  example,  there  have  been  accidents  in  both  Texas 
and  Oklahoma  which  were  as  potentially  damaging  as  the  Colonial  spill,  but  the 
people  most  affected  by  the  spills  derived  their  livelihood  from  the  oil  and  pipeline 
industry.  In  addition,  the  political  leadership  of  these  regions  are  more  aware  of  the 
operations  of  pipelines  and  the  value  they  bring  to  the  local  economies;  in  Northern 
Virginia  the  political  leadership  represents  citizens  who  are  more  concerned  about 
pipeline  safety  and  environmental  integrity  because  they  are  not  as  well  versed  in 
pipeUne  operations  and  the  contribution  they  make  to  the  national  economy,  and 
they  do  not  benefit  directly  from  the  business  of  pipelines. 

In  developing  our  risk  assessment  prioritization  model  by  which  we  will  identify 
all  pipeline  risks,  their  solutions,  and  the  costs  to  implement  solutions,  we  will  in- 
clude what  some  risk  assessment  experts  call  the  "outrage  factor."  Looking  at  risk 
as  a  function  of  probability  and  consequence,  it  is  clear  that  one  of  the  consequences 
of  a  risk  becoming  reality  is  the  degree  of  outcry  that  comes  from  citizens,  their  rep- 
resentatives in  Congress  and  in  state  legislatiires,  and  the  media.  There  is  value 
in  avoiding  this  consequence  because  time  spent  on  communicating  on  what  we  are 
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doing  and  why  following  an  accident,  detracts  from  our  primary  role  which  is  to  take 
all  steps  necessary  to  remediate  the  failed  pipeline  and  assure  its  future  safe  oper- 
ation. 

OFFSHORE  PIPELINE  INSPECTIONS 

Mr.  Price.  The  Pipeline  Safety  Act  of  1992  requires  pipeline  op- 
erators to  inspect  offshore  pipelines  and  pipelines  in  environ- 
mentally sensitive  areas.  Will  you  tell  the  Subcommittee  what  the 
Office  of  Pipeline  Safety  and  oil  and  gas  pipeline  companies  have 
learned  from  the  companies'  pipeline  inspections? 

What  percentage  of  pipelines  was  exposed  or  a  hazard  to  naviga- 
tion? Has  all  the  hazardous  pipeline  been  re-buried? 

[The  information  follows:] 

OPS  has  learned  that  only  one  and  a  half  percent  of  offshore  gas  transmission 
and  hazardous  liquid  pipelines  were  exposed  or  a  hazard  to  navigation.  At  this  time, 
about  one  mile  of  pipeUne  is  not  yet  sufficiently  buried,  but  it  is  not  in  an  area 
where  it  could  be  a  hazard  to  navigation. 

PRIVATE  CONTRACTORS — CONFLICT  OF  INTEREST 

Mr.  Price.  On  page  8  of  your  written  testimony,  you  ask  for 
funds  to  hire  private  contractors  to  watch  remedial  tests  that  com- 
pliance requires  including  hazardous  facility  orders  and  new  con- 
struction inspections. 

Will  you  respond  to  the  concern  that  private  contractors  may 
have  a  conflict  of  interest  between  contracts  with  RSPA  and  with 
private  transportation  companies? 

[TTie  information  follows:] 

Restrictions  would  be  included  in  the  contract  to  avoid  any  conflict  of  interest  that 
a  contractor  might  have  between  working  for  RSPA  and  working  for  private  trans- 
portation companies.  The  need  for  having  contractor  personnel  available  is  sporadic, 
depending  on  the  phase  of  new  construction,  the  timing  of  remedial  testing,  and  the 
occturence  of  accidents.  Further,  a  contract  will  provide  RSPA  with  flexibility  in  ob- 
taining specific  expertise  (which  may  not  be  available  inhouse)  on  an  as-needed 
basis. 

Mr.  Price.  Is  it  more  or  less  expensive  in  the  long  run  to  have 
RSPA  employees  do  this  work? 
[The  information  follows:] 

In  the  long  run,  it  is  likely  to  be  less  expensive  using  contractor  personnel  rather 
than  fiill-time  RSPA  inspectors  to  perform  the  majority  of  new  construction  inspec- 
tions, witness  certain  remedial  testing,  and  assist  in  accident  investigations. 

Mr.  Price.  Are  private  contractors  hired  to  inspect  other  trans- 
portation modes? 
[The  information  follows:] 

We  are  presently  aware  that  RSPA's  Office  of  Hazardous  Materials  Safety  and 
Federal  Hi^way  Administration's  Office  of  Motor  Carriers  use  contract  services  in 
support  of  their  inspection  functions. 

FUNDING  FOR  PUBLIC  SERVANTS 

Mr.  Price.  Could  the  money  needed  to  hire  public  servants  be 
taken  from  the  increases  in  fimds  requested  for  research  and  devel- 
opment and  information  gathering  and  management? 

[The  information  follows:] 

Diverting  funds  from  research  and  development  and  information  gathering  and 
management  to  hire  additional  inspectors  would  only  delay  our  ability  to  success- 
fully achieve  tiiese  multi-year  goals. 
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ONE-CALL  DEVELOPMENT 

Mr.  Price.  On  page  4  of  your  written  testimony,  you  discuss  the 
need  to  promote  comprehensive  one-call  systems.  Given  the  fact 
that  excavators  may  cause  up  to  40  percent  of  the  fatalities,  inju- 
ries, and  property  damage  in  incidents  involving  pipelines,  do  you 
think  $100,000  is  enough  to  help  States  develop  the  systems? 

[The  information  follows:] 

The  $100,000  earmarked  for  spedal  projects  would  be  used  as  start-up  funding 
just  to  help  states  develop  these  projects.  Once  underway,  we  would  hope  that  states 
woiild  seek  partner^ps  with  industry  and  among  state  agencies  to  increase  pubUc 
awareness  of  the  one-call  system  and  its  value. 

HAZMAT  FEES 

Mr.  Price.  On  page  three  of  your  written  testimony,  you  mention 
the  $8  million  for  pipeline  grant  funds  to  support  State  programs 
that  user  fees  offset. 

Do  you  think  it  is  fair  or  advisable  for  major  companies  and 
small  businesses  transporting  certain  amounts  of  hazardous  mate- 
rial to  pay  a  flat  $300  fee? 

Wouldn't  it  make  sense  to  use  the  authority  under  the  Hazard- 
ous Materials  Transportation  Act  to  assess  up  to  $5000  for  compa- 
nies transporting  the  largest  quantities  of  hazardous  material? 

[The  information  follows:] 

During  the  initial  phase  of  the  registration  program  we  believed  a  flat  fee  of  $300 
for  all  registrants  would  be  sufficient  to  fiilly  fiind  the  grant  program.  We  currently 
have  26,000  entities  registered,  which  is  less  than  originally  anticipated.  With  these 
data,  we  are  now  considering  different  options  for  increasing  fees  in  a  equitable 
manner.  Increasing  the  fee  of  $5,000,  as  provided  in  the  HMTA,  will  be  considered 
for  some  registrants. 

Mr.  Price.  Can  you  tell  the  Subcommittee  why  you  did  not  take 
the  Hazardous  Materials  Office's  recommendation  to  replace  the 
$300  fee  with  a  graduated  system  based  on  the  amount  of  hazard- 
ous material  carried?  Doesn't  it  make  sense  to  have  the  largest 
hazardous  material  carriers  bear  the  greatest  financial  burden? 

[The  information  follows:] 

As  stated  above,  consideration  is  being  given  to  a  range  of  options  including  a 
graduated  system  of  fees.  RSPA  believes  that  there  should  be  a  relationship  be- 
tween the  burdens  placed  on  tiie  emergency  response  system  and  the  fees  charged. 
This  will  be  considered  as  we  proceed  with  the  program. 

Mr.  Price.  Wouldn't  the  graduated  system  pay  for  the  training 
States  and  local  governments  desperately  need  for  their  fire  fight- 
ers and  police  forces?  Doesn't  the  30  percent  shortfall  in  training 
fiinds  hurt  the  States'  and  local  governments'  ability  to  respond  to 
spills? 

[The  information  follows:] 

The  DOT  planning  and  training  grants  are  intended  to  augment  the  state's  and 
local  government's  emergency  preparedness  efforts.  We  will  review  the  program  to 
see  if  additional  ^nds  can  be  allocated.  A  notice  of  proposed  rulemaking  was  pub- 
Ushed  on  April  1,  1994,  to  improve  compUance  with  the  registration  requirements. 

COMMUNICATIONS — ^RSPA/USCG/FAA 

Mr.  Price.  On  page  11  of  your  written  testimony,  you  refer  to  in- 
tegrating RSPA,  Coast  Guard,  and  Federal  Aviation  Administra- 
tion communications.  I  understand  that  RSPA  works  closely  with 
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the  Coast  Guard  in  protecting  human  lives,  the  environment,  and 
property. 

Will  you  tell  the  Subcommittee  how  the  two  agencies  divide  re- 
sponsibilities, if  your  relationship  has  improved  over  the  last  few 
years,  and  the  lessons  RSPA  and  the  Coast  Guard  have  learned 
from  and  taught  each  other? 

[The  information  follows:] 

The  reference  in  the  testimony  refers  to  fully  integrating  the  capabilities  of  RSPA, 
FAA,  and  USCG  into  the  DOT  Headquarters  Crisis  Management  Center  to  insiu« 
that  the  Secretary  and  other  key  officials  are  notified  of  emergencies  promptly  and 
can  communicate  in  a  disaster.  In  this  narrow  context,  RSPA  reUes  upon  the  Com- 
mand Center  in  Coast  Guard  Headquarters  to  monitor  the  news  media  and  field  re- 
ports on  a  24  hour  basis.  The  Command  Center  notifies  the  DOT  Emergency  Coordi- 
nator of  actual  or  impending  emergencies  that  could  adversely  affect  transportation. 
We  have  always  enjoyed  a  very  cooperative  relationship  with  Coast  Guard  and  gen- 
erally receive  the  first  notice  of  most  emergencies  from  their  Command  Center.  In 
regard  to  what  we  have  learned  from  Coast  Guard,  we  are  using  the  Coast  Guard 
operations  center  as  one  model  for  our  modernization  of  the  Crisis  Management 
Center  in  DOT  Headquarters  and  for  development  of  an  automated  geographic 
based  Emergency  Information  System.  In  turn,  the  Secretary's  emphasis  on  robust, 
proactive  emergency  response,  as  implemented  through  RSPA,  has  served  to  ener- 
gize the  Coast  Guard's  own  crisis  management  programs,  bringing  more  top  level 
executive  support  for  communications,  emergency  notification,  response  teams, 
training  and  exercises,  and  other  vital  elements  of  emergency  preparedness. 

INDUSTRY  ROLE  IN  REGULATION  DEVELOPMENT 

Mr.  Price.  One  definition  of  economics  is  allocating  scarce  re- 
sources. On  page  10  of  your  written  testimony,  you  state  the  com- 
mitment to  transfer  research  results  to  users,  to  increase  outreach, 
and  to  share  information  with  the  transportation  industry. 

Not  only  in  R&D,  but  across  your  missions,  how  do  you  work 
with  the  industries  you  oversee  to  make  sure  they  play  an  integral 
role  in  developing  and  implementing  regulations  that  protect  the 
environment  and  human  life? 

[The  information  follows:] 

RSPA  puts  a  great  deal  of  emphasis  on  continued  two-way  interactions  with  the 
transportation  and  manufacturing  industries.  We  try  to  reflect  their  needs  in  devel- 
opment of  our  programs  and  regulations,  and  to  make  information  about  regulations 
and  programs  which  affect  them  available  quickly,  and  in  a  form  they  can  under- 
stand. 

As  an  example,  the  centralized  Technology  Sharing  Activities  which  RSPA  admin- 
isters have  been  operating  for  more  than  twenty  years.  The  program  queries  the  full 
range  of  transportation  users  about  their  needs  and  concerns,  and  tries  to  reflect 
them  in  the  formulation  of  DOT's  R&D  projects.  Likewise,  Technology  Sharing  pack- 
ages the  results  of  selected  DOT  research  projects  which  address  the  concerns 
raised,  and  then  disseminates  this  material  to  state  and  local  officials,  transpor- 
tation operators,  the  supplier  industry,  and  other  members  of  the  user  community. 

There  have  been  a  series  of  outreach  seminars  to  the  user  community  on  proposed 
Departmental  initiatives.  Recent  topics  covered  have  been  the  prospects  for  defense 
conversion,  and  needed  research  priorities  for  the  transportation  sector  as  a  whole. 
The  proposed  outreach  activities  in  this  year's  budget  will  build  on  this  tradition, 
and  will  include  a  national  symposium  specifically  dedicated  to  transportation  tech- 
nology. 

In  RSPA's  regulatory  activities,  we  make  it  a  point  to  involve  industry  in  the  de- 
velopment of  regulations,  to  give  them  ample  opportunity  to  comment  on  the  draft 
regulations,  and  to  broadly  promulgate  the  completed  regulations  in  their  final  form. 

USE  OF  RESOURCES  OUTSIDE  RSPA 

Mr.  Price.  We  talked  about  your  work  with  the  Coast  Guard  ear- 
lier. What  steps  have  you  taken  to  use  the  Volpe  Center,  the  De- 
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fense  Department,  and  other  Federal  agency  resources  to  further 
your  work  most  effectively? 
[The  information  follows:] 

As  part  of  the  activities  of  the  National  Council  for  Science  and  Technology,  an 
Interagency  Coordinating  Committee  on  Transportation  R&D  has  been  created. 
Chaired  by  DOT,  this  group  has  oversight  of  transportation-related  research 
throughout  the  Executive  Branch. 

Much  of  the  analytical  support  of  this  effort  has  originated  from  various  sources 
within  RSPA,  including  the  Volpe  Center.  One  particular  highhght  occurred  this 
February  the  Committee  sponsored  a  workshop  through  the  Volpe  Center  to  estab- 
hsh  priorities  for  transportation  R&D  throughout  the  Federal  Government.  The  re- 
sults of  this  workshop  will  be  used  by  the  Office  of  Management  and  Budget  and 
the  Office  of  Science  and  Technology  Policy  in  developing  R&D  program  budget 
guidance  for  all  Federal  executive  agencies. 

A  particular  emphasis  of  recent  RSPA  activities  has  been  defense  conversion. 
RSPA  has  been  working  closely  with  ARPA  on  its  Technology  Reinvestment  Pro- 
gram, and  with  NIST  on  its  Advanced  Technology  Program.  DOT's  program  goal  has 
been  to  "steer  and  guide"  funding  under  these  activities  to  address  important  trans- 
portation problems.  The  strategy  has  proven  quite  successful.  In  the  first  three  an- 
nouncements of  awards  under  the  TRP  program,  over  $400  million  in  project  activi- 
ties have  been  transportation-related. 

EDISON  ACCIDENT 

Mr.  Price.  I  understand  Texas  Eastern  Transmission  Corpora- 
tion, the  operator  of  the  natural  gas  pipeline  that  exploded  last 
month,  asked  a  Federal  judge  to  dissolve  a  State  court  order  pro- 
hibiting the  company  from  restarting  the  repair  line. 

Will  you  tell  the  Subcommittee  what  lessons  we  can  learn  about 
pipeline  safety  from  the  incident? 

['Die  information  follows:] 

The  incident  is  cxurently  being  investigated  by  OPS  and  NTSB  and  is  not  com- 
plete. Therefore,  not  all  the  lessons  we  can  learn  are  complete.  However,  based  on 
the  preliminary  results,  this  accident  reaffirmed  the  necessity  for  OPS  to  complete 
its  studies  for  the  need  of  additional  inspection  requirements  for  high  population 
density  areas,  the  need  for  improved  state  legislation  for  underground  damage  pre- 
vention, and  to  look  more  closely  at  transmission  valve  requirements.  In  addition, 
the  necessity  and  value  of  complete  and  accurate  maps  has  been  demonstrated  by 
this  accident,  both  with  respect  to  the  effective  application  of  local  land  use  controls, 
but  also  for  informing  citizens  of  the  potential  risks  they  face  in  Uving  close  by  a 
pipeline. 

Mr.  Price.  Will  you  characterize  the  operator's  response? 
[The  information  follows:] 

At  this  time,  OPS  and  NTSB  are  still  reviewing  the  operator's  response  to  the  ac- 
cident. OPS  is  concerned  that  it  took  nearly  3  hours  to  completely  close  the  valves 
to  shut  off"  gas  at  tiie  accident  site.  This  remains  an  ongoing  focus  of  the  investiga- 
tion. 

Mr.  Price.  How  will  the  Office  of  Pipeline  Safety  respond  if  the 
mayor  of  Edison,  New  Jersey,  asks  you  to  help  persuade  the  pipe- 
line company  not  to  restart  the  pipeline? 

[The  information  follows:] 

OPS  was  in  contact  with  the  Mayor's  office  or  other  city  officials  on  almost  a  daily 
basis  for  the  first  3  weeks  after  the  accident.  Texas  Eastern  and  the  Mayor  of  Edi- 
son ultimately  reached  an  out  of  coiu-t  settlement  concerning  several  issues,  includ- 
ing restart  of  the  Une.  The  Mayor  did  not  request  OPS  to  intercede  in  the  negotia- 
tions between  the  township  and  Texas  Eastern  or  the  court  proceeding. 

Mr.  Wolf.  About  one  year  ago,  the  Colonial  pipeline  accident  in 
Reston,  Virginia,  spilled  over  400,000  gallons  of  diesel  fuel  into 
Sugarland  Run  and  the  Potomac  River  in  Northern  Virginia. 
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With  over  1.8  million  miles  of  natural  gas  and  hazardous  liquid 
pipelines  in  this  country,  this  accident  raised  critical  safety  and  en- 
vironmental concerns.  The  explosion  of  a  gas  pipeline  in  New  Jer- 
sey last  month  renewed  safety  concerns. 

The  National  Transportation  Safety  Board's  metallurgical  report 
on  the  Colonial  spill  suggested  that  mechanical  damage  was  the 
cause  of  the  pipeline  failure.  Are  you  aware  whether  or  not  this  has 
been  attributed  to  third  party  damage? 

[The  information  follows:] 

NTSB  has  not  attributed  the  mechanical  damage  to  a  particular  category  of  activ- 
ity. However,  in  its  own  analysis  of  observations  at  the  failure  site,  OPS  believes 
that  there  is  sufficient  evidence  of  damage  to  the  pipeline  at  locations  where  storm 
drainage  was  installed  over  the  pipeline  to  conclude  that  the  damage  that  caused 
the  failure  occurred  during  operation  of  heavy  mechanical  equipment  for  the  instal- 
lation of  the  storm  drainage  in  the  mid-1980's. 

Mr.  Wolf.  The  initial  reports  from  the  New  Jersey  explosion  in- 
dicate that  the  cause  may  be  a  small  gouge  in  the  pipe  caused  by 
construction  activity  in  the  area.  From  your  preliminary  investiga- 
tion, do  you  have  any  reason  to  doubt  this  assessment? 

[The  information  follows:] 

The  preliminary  investigation  by  OPS  confirms  that  the  origin  of  the  failure  was 
a  gouge  created  by  contact  with  the  pipe  by  heavy  mechanical  equipment.  There  is 
insufficient  evidence  to  ascribe  the  damage  to  construction  activity  because  routine 
operations  at  the  site,  an  asphalt  plant,  involve  the  use  of  heavy  mechanical  equip- 
ment. At  this  time,  the  cause  of  the  failure  at  the  gouge  is  undetermined. 

PIPELINE  SAFETY — EXCAVATION  DAMAGE 

Mr.  Wolf.  During  testimony  at  our  hearing  last  year,  RSPA  indi- 
cated that  the  single  leading  cause  of  pipeline  failure  in  the  U.S. 
is  somebody  hitting  the  pipeline.  There  are  obviously  inherent  dan- 
gers that  accompany  the  use  of  pipelines,  but  that  does  not  seem 
to  be  what  is  bedeviling  us.  Our  safety  problems  seem  to  be  coming 
from  carelessness. 

You  indicated  in  your  testimony  that  RSPA  is  focusing  on  pipe- 
line safety,  and  I  wonder  what  you  are  doing  to  prioritize  this  issue 
of  excavation  damage  which  is  the  number-one  cause  of  our  prob- 
lems. 

[The  information  follows:] 

OPS  has  launched  a  nation£tl  campaign  to  encourage  states  to  adopt  improved 
one-call  notification  systems  and  has  hired  a  consultant  to  coordinate  start-up  of  the 
camp£dgn.  A  major  component  of  the  campaign  is  working  with  other  interested  par- 
ties to  marshal  available  resources  and  gamer  support  for  strengthening  one-call 
systems.  The  campaign  is  being  given  priority  attention  as  an  initiative  in  the  De- 
partment's Strategic  Plan  under  Goal  4,  to  promote  safe  and  secure  transportation. 
Of  all  the  pipeline  safety  initiatives  in  the  Strategic  Plan,  improving  one-call  sys- 
tems may  potentially  have  the  highest  payoff  in  terms  of  reducing  pipeline  fatalities, 
injuries,  and  property  damage. 

ONE-CALL  SYSTEMS  AND  CIVIL  PENALTIES 

Mr.  Wolf.  Your  budget  justifications  indicate  that  seven  States 
do  not  have  one-call  systems  and  30  States  do  not  have  the  level 
of  civil  penalty  authority  mandated  by  the  statute.  Wouldn't  this 
be  a  good  place  to  start  in  attacking  the  problem?  And  shouldn't 
both  pipeline  operators  and  construction  contractors  be  required  to 
participate? 

[The  information  follows:] 
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As  part  of  the  national  campaign  to  improve  one-call  notification  systems,  OPS 
will  be  targeting  selected  states  to  "attack  the  problem"  based  on  the  need  to 
strengthen  one  call  in  the  state,  the  prospect  of  receptivity  in  the  state  to  outside 
assistance,  and  the  likelihood  of  being  able  to  effect  some  improvement.  The  OPS 
Regional  Directors  have  already  preliminarily  identified  ten  states,  and  we  are  in 
the  process  of  refining  the  list. 

OPS  has  identified  a  model  state  one-call  system  as  having  the  following  four  key 
features:  mandatory  participation  by  all  underground  facility  operators  in  the  state; 
no  exceptions  for  any  tjrpe  or  class  of  excavators;  meaningful,  easily  enforced  sanc- 
tions against  violators;  and  aggressive  promotion  of  public  awareness  of  the  benefits 
of  "calling  before  you  dig." 

Ultimately,  one-call  systems  must  include  not  only  pipelines,  but  all  underground 
facilities.  Of  all  industries  with  underground  facilities,  only  pipeline  operators  have 
fiiUy  supported  one-call  nationwide  and  worked  for  its  establishment  and  expansion. 
In  fact,  what  is  lacking  in  one-call  today,  does  not  involve  pipeline  operations,  and 
the  national  focus  must  recognize  this  fact. 

Mr.  Wolf.  It  would  seem  that  what  is  needed  is  universal  par- 
ticipation and  violation  penalties.  Are  you  contemplating  legislation 
to  address  this  problem,  which  could  put  some  teeth  into  compli- 
ance by  perhaps  assessing  civil  penalties  whenever  negligence  is 
determined? 

[The  information  follows:] 

We  agree  that  universal  participation  and  violation  penalties  are  critical  to  our 
fight  against  the  excavation  damage  problem.  We  are  working  toward  that  end  with 
the  states  in  setting  broad  goals  but  providing  states  latitude  to  develop  such  pro- 
grams without  constricting  regulations  or  legislation. 

Using  our  present  legislative  authority,  we  have  issued  regulations  (49  CFR  Part 
198)  that  require  states  participating  in  liie  Department's  pipeline  safety  grant  pro- 
gram to  have  one-call  damage  prevention  programs  that  are  enforced  against  exca- 
vators by  civil  penalties  and  injiinctions.  This  year  we  plan  to  propose  additional 
regulations  to  ensure  that  interstate  and  intrastate  pipelines  participate  in  one-call 
systems  that  cover  the  areas  where  their  pipelines  are  located. 

With  regard  to  legislation,  we  are  examining  existing  legislation  to  determine 
whether  it  is  effective.  We  will  likely  include  one-call  legislative  initiatives  in  the 
Departmental  legislative  package  being  developed  for  the  next  pipeline  safety  reau- 
thorization due  for  FY  1995. 

COSTS  OF  COLONIAL  ACCIDENT 

Mr.  Wolf.  What  has  been  the  cost  of  the  government's  response 
to  the  Colonial  spill,  including  the  investigative  work  of  both  NTSB 
and  RSPA?  Should  the  pipeline  operator  and/or  the  construction 
contractor  be  held  accountable  for  these  costs? 

[The  information  follows:] 

It  is  estimated  that  $250,000,  for  salaries  and  administrative  expenses,  has  been 
spent  on  the  post  Colonial  investigations.  RSPA  does  not  have  the  authority  to  seek 
reimbursement  for  its  costs.  A  method  to  account  for  and  recover  the  extraordinary 
costs  of  major  accident  investigations  is  among  the  issues  RSPA  is  considering  fol- 
lowing the  Colonial  and  Texas  Eastern  accidents.  The  investigation  is  not  closed  and 
additional  costs  will  continue  to  be  incurred.  In  addition  to  the  costs,  the  time  de- 
voted to  these  major  investigations  prevents  OPS  with  the  existing  available  staff" 
to  fiilly  carry  out  its  risk  based  inspection  program  and  congressionally  mandated 
rules  and  studies  on  schedule. 

Mr.  Wolf.  In  testimony  last  year,  RSPA  estimated  that  the  cost 
of  the  Colonial  cleanup  will  amount  to  about  $10  million.  Is  that 
still  your  best  estimate? 

[The  information  follows:] 

Yes,  based  upon  the  latest  analysis,  and  in  consultation  with  Colonial,  we  believe 
that  the  $10  million  estimate  is  acciu-ate. 
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SPILL  LIABILITY 

Mr.  Wolf.  In  those  cases  where  third-party  responsibility  is  de- 
termined, should  those  companies  or  individuals  be  held  financially 
liable? 

[The  information  follows:] 

Presentiy,  civil  tort  liability  veiries  from  state  to  state  but  it  can  be  an  effective 
motivator  for  compliance.  The  level  of  contractor  liability  depends  on  a  number  of 
factors  including  whether  the  underground  facility  operator  properly  marked  its  line 
and  whether  ttie  contractor  exercised  due  caution  in  excavating.  As  part  of  our  na- 
tional campaign  to  strengthen  one-call  systems,  we  will  assess  the  various  one-call 
enforcement  and  compliance  measvu^s  currently  being  used  in  the  states  to  deter- 
mine their  effectiveness.  That  assessment  will  provide  a  determine  their  effective- 
ness. That  assessment  will  provide  a  basis  for  making  any  recommendations  regard- 
ing Liability. 

PIPELINE  INSPECTOR  STAFF 

Mr.  Wolf.  Last  year  we  had  a  discussion  about  three  pipeline  in- 
spector positions  which  were  not  included  in  your  budget,  and 
which  you  were  subsequently  directed  by  the  fiscal  year  1994  con- 
ference committee  to  fill.  We  also  had  a  discussion  about  the  review 
of  pipeline  operators'  emergency  response  plans. 

What  is  the  status  of  the  three  pipeline  inspectors  which  were 
the  subject  of  the  debate  last  year?  Have  those  positions  been 
filled?  If  not,  why  not? 

[The  information  follows:] 

OPS  issued  vacancy  announcements  for  all  three  positions  earlier  this  year  but 
did  not  receive  submissions  from  suitable  candidates.  OPS  is  currently  readvertising 
the  three  positions  and  expects  to  fill  them  in  fiscal  year  1994. 

STATUS  OF  OPA  PLANS 

Mr.  Wolf.  What  is  the  status  of  the  review  operators  for  the 
emergency  response  plans?  Last  year  you  indicated  that  you  in- 
tended to  carry  out  this  review  primarily  with  contractual  support. 
How  is  that  being  handled?  If  you  are  primarily  contracting  out 
this  responsibility,  how  is  the  work  being  monitored  by  RSPA? 

[The  information  follows:] 

The  review  of  the  oil  spill  response  plans  mandated  by  the  Oil  Pollution  Act  of 
1990  (OPA)  is  proceeding  on  schedule.  RSPA  has  confirmed  that  all  operators  sub- 
mitting plans  have  acceptable  certification  of  adequate  spill  response  resources.  We 
have  checked  all  plans  to  confirm  minimum  completeness  in  accordance  with  the  In- 
terim Final  Rule.  Operators  responded  to  deficiencies  noted  diuing  the  completeness 
check. 

We  are  now  performing  the  more  substantive  compliance  review  to  determine  if 
a  plan  indicates  an  adequate  level  of  spill  preparedness.  To  be  approved,  a  plan 
must  meet  regulation-based  review  protocols  developed  by  RSPA  in  cooperation  with 
other  Federal  and  state  agencies  having  plan  review  authority. 

RSPA  is  on  schedule  to  transmit  the  results  of  the  compliance  review  by  the  end 
of  fiscal  year  1994  thereby  leaving  several  months  for  operators  to  correct  any  plan- 
ning deficiencies  by  the  February  18,  1995  statutory  deadline.  As  reviews  are  com- 
pleted, the  results  will  be  provided  to  operators  so  that  they  can  respond  to  any 
planning  deficiencies. 

RSPA  utilizes  the  contractor  to  assess  functional  aspects  of  emergency  response 
planning  and  environmental  risk  analysis  in  each  plan.  The  contractor  is  comparing 
the  operators'  facihty  response  plans  with  the  Area  Contingency  Plans,  as  reqviired 
by  statute.  The  contractor  facilities  information  exchange  between  the  States,  Fed- 
eral agencies,  and  the  industry  and  collects  data  from  other  agencies  regarding  their 
views  on  planning  requirements  in  specific  areas. 

RSPA  monitors  the  contractor  in  accordance  with  the  Federal  Acquisition  Regula- 
tions. RSPA's  Office  of  Contracts  and  the  Contracting  Officer's  Representative  have 
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provided  supervision  through  clear  technical  director  and  detailed  contract  monitor- 
ing. We  regularly  coordinate  all  matters  affecting  the  work  to  be  performed  under 
the  contract  through  weekly  meetings  and  concise  written  technical  direction.  Mon- 
itoring includes  frequent  periodic  inspections  of  work  completed  to  ensure  its  accu- 
racy, verification  of  the  contractor's  invoices  for  payment  each  month,  and  comple- 
tion of  quarterly  program  review  meetings  for  senior  management. 

DISCLOSURE  OF  FOIA  END  USERS 

Mr.  Wolf.  In  last  year's  hearing  we  had  a  discussion  about  the 
potential  loss  of  research  and  technology  offshore  due  to  requests 
made  under  the  Freedom  of  Information  Act.  You  indicated  that 
RSPA  handled  400  FOIA  requests  in  1991,  and  that  the  majority 
of  those  requests  came  from  law  firms  and  consultants  and  that  the 
client  and/or  use  of  the  information  was  not  identified.  Such  disclo- 
sure is  not  currently  required  under  the  law. 

In  response  to  my  question,  RSPA  further  testified  for  the  record 
that  neither  Japan  nor  Grermany  have  FOIA  laws,  which  would 
suggest  that  information  is  much  harder  to  come  by  in  those  coun- 
tries, especially  when  it  comes  to  foreign  requests. 

I  am  very  concerned  about  so-called  "friendly  espionage"  and  I 
have  contemplated  legislation  to  change  FOIA. 

What  would  be  wrong  with  requiring  such  disclosure  of  the  end 
use  or  end  user  of  the  information  requested  under  FOIA? 

[The  information  follows:] 

The  CUnton  administration  favors  broad  disclosru-e  of  information  under  FOIA, 
but  withholds  certain  information  if  its  release  would  be  harmful  to  the  government 
or  to  the  party  fix)m  which  it  was  obtained.  Anv  additional  conditions  or  quahfica- 
tions  that  woiild  be  reqviired  of  a  requestor,  such  as  identifying  the  end-use  or  end- 
user  of  the  requested  information,  would  run  contrary  to  the  poUcy.  As  a  practical 
matter,  legislation  requiring  the  disclosure  of  the  end-use  or  end-user  of  information 
requested  under  FOIA  may  not  have  the  desired  resiilts.  Those  individuals  or  com- 
panies intent  on  maintaining  their  anonymity  need  merely  create  "straw-men"  to  act 
as  requestors,  thereby  frustrating  the  goal  of  the  legislation. 

PROHIBITING  FOIA  TO  FOREIGN  REQUESTORS 

Mr.  Wolf.  And  further,  with  that  disclosure  in  hand,  what  would 
be  wrong  with  prohibiting  the  release  of  information  under  FOIA 
to  foreign  requesters? 

[The  information  follows:] 

As  already  stated,  the  Clinton  administration  favors  broad  disclosure  of  informa- 
tion under  FOIA.  Withholding  requires  a  showing  of  foreseeable  harm  to  the  govern- 
ment or  to  the  party  which  submitted  the  information  to  the  government.  In  addi- 
tion to  this  policy  consideration,  in  practice,  such  a  provision  may  be  ineffective.  A 
foreign  requestor  need  only  find  a  wiUing  American  host  to  request  the  desired  in- 
formation. Once  that  information  is  released,  it  is  in  the  pubUc  domain  and  avail- 
able to  anyone. 

HAZMAT — ^NAS  STUDY 

Mr.  Wolf.  In  your  budget  justifications,  you  indicate  the  Na- 
tional Academy  of  Sciences  study  on  the  feasibility  of  a  centralized 
hazardous  materials  reporting  system  and  computerized  monitor- 
ing of  hazardous  materials  shipments  will  be  submitted  to  Con- 
gress. When  will  this  study  be  completed? 

[The  information  follows:] 

The  study  was  completed  on  April  29,  1993,  when  the  National  Academy  of 
Sciences  (NAS)  transmitted  its  report,  "Hazardous  Materials  Shipment  Information 
for  Emergency  Response",  to  Congress  and  the  Department.  On  February  15,  1994, 
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the  Department  submitted  its  report  to  Congress,  "Improvements  to  Hazardous  Ma- 
terials Identification  Systems,"  which  addresses  recommendations  made  by  NAS  in 
its  report,  and  presents  the  results  of  the  Department's  rulemaking  proceeding  on 
improving  the  hazardous  materials  identification  system.  The  Department  noted 
that  FHWA  will  explore  additional  technology  which  could  improve  hazard  commu- 
nication for  emergency  responders. 

Mr.  Wolf.  What  technology  will  this  involve,  and  will  the  track- 
ing of  HAZMAT  shipments  be  tied  into  the  Global  Position  System 
(GPS)? 

[The  information  follows:] 

Technology  that  may  have  hazardous  materials  transportation  applications  in- 
cludes electronic  data  interchange  (EDI),  automatic  electronic  identification  (AEI)  of 
vehicles,  containers,  or  packages,  and  shipment-tracking  systems  including  the 
Global  Positioning  System. 

CLOSING  REMARKS 

Mr.  Coleman.  Let  me  thank  you  for  your  testimony  today.  I  ap- 
preciate your  candor  and  your  appearance  here. 
Ms.  Gutierrez.  Thank  you. 
Mr.  Coleman.  The  hearing  stands  adjourned. 
[The  justifications  follow:] 


US.  Department  of 
Transportation 
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RESEARCH  MID  SPECIAL  PROGRAMS  ADMINISTRATION 

FY  1995  BUDGET  SUBMISSION 

TO  THE 

COMMITTEES  ON  APPROPRIATIONS 


GENERAL  STATEMENT 

The  Research  and  Special  Progreuns  Administration  (RSPA)  presents 
a  budget  request  of  $60  million  for  FY  1995,  an  increase  in 
overall  budget  authority  of  $5.2  million  over  the  FY  1994  enacted 
level.  RSPA  has  given  considerable  attention  to  the  priorities  of 
the  Administration  and  Congress  and  has  targeted  specific 
programs  for  emphasis.   These  include  an  accelerated  focus  on 
environmental  protection  and  programs  to  revitalize  the  economy 
through  defense  conversion  efforts  and  technology  enhancement. 
At  the  seune  time,  RSPA  has  tedcen  seriously  the  President's 
request  to  carefully  review  all  progreuns  to  ensure  they  are 
effective  and  necessary.   Based  upon  the  results  of  RSPA's 
review,  we  are  recommending  elimination  of  one  program  and  a 
significant  downsizing  of  another.   Legislation  will  be 
introduced  supporting  both  proposals. 

This  budget  reflects  RSPA's  various  emphases  and  its  ability  to 
deliver  critical  transportation  safety  and  research  programs. 
Still,  RSPA's  total  FY  1995  budget  authority  request  is  less  than 
two  tenths  of  one  percent  of  the  Department's  total  budget 
request,  and  is  offset  55  percent  by  user  fee  collections. 

The  budget  addresses  several  RSPA  priorities.   Foremost  is  the 
request  for  $21.2  million  for  pipeline  safety  which  builds  on  the 
Administration's  emphasis  on  safety  and  environmental  protection 
from  oil  and  natural  gas  in  transit.   Of  this  amount,  $8  million 
is  for  pipeline  grants  to  the  States.   Also  important  are  the 
following  increases  to  support  two  programs  of  interest  to  the 
Administration:  $.7  million  to  strengthen  Departmental  management 
of  research  and  development  and  $.4  million  to  improve  and 
modernize  Departmental  emergency  transportation  response 
capabilities. 

RSPA's  Achievements  in  FY  1993 

RSPA  was  involved  in  several  activities  during  FY  1993  that  have 
helped  to  shape  our  program  for  the  future. 

Pipeline  Safety:   In  FY  1993,  RSPA  completed  an  in-depth  internal 
analysis  of  its  pipeline  safety  program  in  the  wake  of  pipeline 
spills  which  raised  concerns  about  damage  to  the  environment. 
Most  notable  of  the  spills  resulted  from  the  rupture  of  a 
Colonial  Pipeline  Company  line  near  Reston,  Virginia.   As  a 
result,  this  Administration  has  directed  that  the  pipeline 
program  reach  a  balance  in  its  efforts  between  its  historical 
public  safety  perspective  and  its  strengthened  environmental 
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safety  mandate.  This  is  a  timely  follow  up  to  the  Oil  Pollution 
Act  of  1990  and  the  Pipeline  Safety  Act  of  1992  which  are  two  key 
pieces  of  environmental  protection  legislation.  The  centerpiece 
of  RSPA's  redirection,  the  Pipeline  Safety  Environmental  Program 
Review,  is  a  wide-ranging  initiative  which  includes 
1)  accelerated  rulemeJcings,  2)  promotion  of  comprehensive  one- 
call  programs,  3)  increased  liquid  pipeline  inspections,  and 
4)  other  proactive  activities  designed  to  increase  state 
participation  in  pipeline  environmental  protection  activities. 

Research  and  Technology:  Research  and  Development  efforts  in 
FY  1993  focused  largely  on  planning  and  preparing  for  defense 
conversion  activities  to  transportation  applications.   A  major 
effort  included  increased  activity  in  the  Department's  Navigation 
Council  to  assure  that  the  Federal  Government's  investment  in 
radionavigation  systems  reaches  application  in  the  civil  sector. 

Emergency  Transportation:  As  a  result  of  the  Mid-west  flood, 
RSPA's  small  emergency  staff  directed  a  massive  Departmental 
response  effort  to  assist  communities  and  citizens  whose 
transportation  systems  were  affected  by  these  catastrophic 
events.   Through  close  and  constant  coordination  with  DOT 
Operating  Administrations,  the  Federal  Emergency  Management 
Agency,  and  the  many  other  involved  organizations,  RSPA  was  able 
to  accelerate  information  exchange  to  government  agencies, 
affected  communities  and  individuals  on  transportation  activities 
related  to  flood  response. 

Hazardous  Materials  Transportation:   FY  1993  was  the  inaugural 
year  for  disbursements  of  emergency  preparedness  planning  and 
training  grant  funds,  within  the  Office  of  Hazardous  Materials 
Safety.   These  grants  are  a  major  step  in  an  effort  to  assist 
States,  Territories  and  Indian  Tribes  in  being  better  prepared  to 
respond  to  accidents  involving  hazardous  materials. 

RSPA's  Plans  for  FY  1994 

In  FY  1994,  RSPA  will  continue  to  implement  and  strengthen 
activities  begun  or  accelerated  in  FY  1993. 

Pipeline  Safety:   Pipeline  activity  will  focus  on  1)  executing 
action  items  in  the  Environmental  Program  Review,  2)  implementing 
requirements  of  the  Oil  Pollution  Act  (OPA)  of  1990,  and 
3)  publishing  the  Office  of  Pipeline  Safety  (OPS)  risk-based 
prioritization  plan.   OPS  will  address  compliance  attention  to 
the  estimated  2,000  new  low  stress  pipeline  inspection  units 
coming  under  regulation  along  with  other  high  risk  hazardous 
liquid  pipeline  facilities.   For  the  OPA  plan  review  process,  OPS 
will  be  collecting  data  from  other  agencies  to  identify  and 
prioritize  geographical  areas  of  environmental  sensitivity. 

Research  and  Technology:   Research  efforts  will  include 
activities  to  produce  the  FY  1994  Radionavigation  Plan  and 
development  of  recommendations  to  promote  joint  management  of  the 
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Global  Positioning  System  between  DOD  and  DOT.   Increased 
outreach  efforts  with  DOD  and  the  transportation  industry  will 
strengthen  DOT  ties  for  defense  conversion  projects. 

Hazardous  Materials  Transportation:   Distribution  of  emergency 
response  grant  funds  will  continue  in  the  hazardous  materials 
program  in  FY  1994.   In  addition,  final  recommendations  will  be 
submitted  to  Congress  on  provisions  of  the  National  Academy  of 
Sciences  study  on  the  feasibility  of  a  centralized  hazardous 
materials  reporting  system  and  computerized  monitoring  of 
hazardous  materials  shipments. 

RSPA^s  FY  1995  Agenda 

Following  a  review  of  the  effectiveness  of  RSPA  programs,  one  has 
been  identified  for  downsizing  and  one  for  elimination.  RSPA 
intends  to  restructure  and  downsize  its  Office  of  Automated 
Tariffs  and  abolish  program  activities  supporting  sanitary  food 
safety  (Sanitary  Food  Transportation  Act  of  1990) .   Both 
proposals  are  reflected  in  the  FY  1995  budget  request.   In 
addition  to  the  decreases,  we  are  requesting  modest  increases  for 
Pipeline  Safety  grants,  research  planning  and  monitoring,  and 
emergency  preparedness  activities. 

Program  Reductions:   Two  DOT/RSPA  review  teams  analyzing  the 
airline  tariff  filing  program  concluded  that  current  operations 
were  inefficient  and  a  major  downsizing  of  the  office  was 
possible  without  sacrificing  the  programs 's  primary  mission  -  the 
review  and  approval  of  international  tariff  rate  changes.   Using 
current  technology  and  maximizing  automation  to  the  greatest 
extent  possible,  the  program  will  operate  with  one  program 
manager  (from  a  current  total  of  12  staff)  augmented  by  contract 
support.   We  propose  to  implement  this  program  change  over  a  two 
year  period,  beginning  in  FY  1995. 

In  addition,  we  are  recommending  the  elimination  of  all  program 
activities  associated  with  the  Sanitary  Food  Transportation  Act 
of  1990.   We  believe  the  program  can  be  abolished  in  the 
Department  of  Transportation  based  upon  the  lack  of  records  or 
other  evidence  documenting  the  incidence  of  food  transported  by 
contaminated  carriers.   Further,  implementing  the  Act  duplicates 
the  Department  of  Health  and  Human  Services  expertise  in  this 
area.   Before  the  1990  Act,  RSPA  had  never  regulated  the  safe 
transportation  of  food. 

Pipeline  Safety:   RSPA  is  requesting  a  $1.8  million  increase  in 
the  pipeline  safety  program  (including  grants)  for  FY  1995.   The 
requested  funds  will  enhance  the  public  and  environmental  safety 
aspects  of  the  pipeline  safety  program. 
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Of  this  increase,  $.5  million  is  for  State  pipeline  safety  grants 
authorized  under  the  Natural  Gas  Pipeline  Safety  Act  and 
Hazardous  Liquid  Pipeline  Safety  Act.   These  Acts  allow  the 
Federal  Government  to  reimburse  up  to  50%  of  the  costs  incurred 
by  State  pipeline  safety  programs.  Appropriated  eunovints  for 
these  grants  have  never  been  sufficient  to  reimburse  the  States 
the  full  50%.   Many  States  have  difficulty  implementing  a 
complete  program  due  to  lack  of  the  full  Federal  contribution. 
In  exchange  for  this  incentive  of  increased  funding  to  States, 
RSPA  is  stressing  and  expecting  States  to  improve  program 
performance  through  adoption  of  federal  regulations  and  to  take 
over  safety  jurisdiction  of  intrastate  pipelines. 

Funds  are  also  requested  for  1)  hiring  three  FTP/FTE  for 
inspectors  as  part  of  RSPA's  new  responsibility  to  oversee  low- 
stress  hazardous  liquid  pipelines,  2)  automating  risk-related 
information  systems  and  developing  a  risk-related  data  base,  and 
3)  contracting  for  witnessing  of  remedial  tests  required  as  part 
of  compliance  actions,  such  as  hazardous  facility  orders  and  new 
construction  inspections.  As  we  move  to  increase  our  inspection 
efforts,  these  resources  become  critical. 

Management  of  Transportation  Research  and  Development;  An 

increase  of  $.7  million  is  requested  to  be  directed  to  defense 
conversion,  outreach,  coordination,  and  intermodal  studies.  To 
further  the  Administration's  commitment  that  technology  be  a  key 
to  this  country's  economic  growth,  the  Department  must  be  a 
leader  in  tapping  the  defense  industry's  wealth  of  research  and 
technology  transfer  potential,  and  solutions  to  transportation 
problems.   RSPA  will  examine  the  most  promising  commercial 
applications  of  current  military  projects,  analyze  the  barriers 
to  cooperative  R&D,  and  assess  the  role  of  universities, 
laboratories,  etc.  in  these  efforts.   In  support  of  the 
President's  technology  policy,  coordination  efforts  will  be 
expanded  to  ensure  that  the  Department's  R&D  is  focused  on  the 
highest  priority  and  most  productive  areas  as  identified  by  the 
President,  that  research  results  are  easily  transferred  to 
ultimate  users,  and  that  outreach  activities  will  be  increased 
and  data-gathering  and  sharing  with  key  components  of  the 
transportation  industry  become  an  integral  part  of  our  work. 

Emergency  Preparedness  Grant  Program:   We  are  proposing  a 
limitation  on  the  amounts  available  in  FY  1995  for  emergency 
preparedness  grant  and  support  activities.   A  total  of  $11.75 
million  is  requested  for  obligation  from  the  cunounts  made 
available  for  planning  and  training  grants,  state  monitoring, 
administration  and  curriculum  development. 

Emergency  Transportation:  Disasters  have  increased  over  the  past 
decade,  with  the  most  costly  natural  disasters  in  American 
history  in  the  last  two  years  alone.   The  Los  Angeles  earthquake 
of  January  1994,  the  Mid-west  flood  of  1993,  Hurricane  Andrew  and 
other  disasters  brought  to  a  standstill  nearly  every 
transportation  system  in  the  affected  areas.   RSPA  is  the 
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Secretary  of  Transportation's  crises  coordinator  and,  as  such, 
is  responsible  for  the  management  of  multi-modal  transportation 
crises  activities.   In  performing  this  job,  emergency 
coordination  has  been  made  especially  difficult  due  to  the  dated 
capability  of  the  equipment  in  the  main  Crisis  Management  Center 
(CMC)  located  in  the  DOT  Headquarters  Building.   To  ensure  an 
aggressive  emergency  response  capability,  we  are  requesting  an 
increase  of  $.4  million  to  upgrade  the  voice  communications  and 
information  systems  of  the  CMC.   Included  in  this  upgrade  will  be 
an  evaluation  of  ways  to  better  integrate  into  the  CMC  the 
communication  capabilities  of  the  United  States  Coast  Guard  and 
the  Federal  Aviation  Administration.   The  upgrade  will  provide 
better  and  faster  access  to  critical  information  on  the  status  of 
transportation  systems  and  relief  requirements,  thereby  improving 
decision  making  by  the  Secretary  and  crisis  managers  charged  with 
serving  the  needs  of  those  touched  by  the  emergency. 

Program  and  Administrative  Support:   Program  Support  finances 
common  administrative  services  centrally  funded  through  the 
Office  of  the  Secretary's  (OST)  Working  Capital  Fund  (WCF) .   Each 
Operating  Administration  is  charged  services  based  on  a  usage 
formula.   RSPA's  estimated  charges  from  the  WCF  for  fiscal  years 
1994  and  1995  are  $2.9  million  and  $3.1  million,  respectively. 

Summary 

RSPA  has  been  mindful  during  the  preparation  of  this  budget  to 
respond  to  the  clear  priorities  of  the  Administration  and 
Congress,  and  to  build  a  budget  which  reflects  the 
Administration's  policies,  yet  recognizes  the  restraint  and 
limitation  of  the  government's  role  envisioned  by  the  President. 
Although  our  funding  levels  make  RSPA  one  of  the  smallest 
agencies  in  DOT,  we  are  nonetheless  proposing  to  downsize  and 
eliminate  two  of  four  DOT  programs  identified  by  the  Secretary 
for  reduction.   We  are  requesting  modest  increases  only  in  high 
priority  areas  affecting  safety  issues,  technology  or  the 
environment.   We  believe  our  requests  are  modest  yet  vital  to  the 
continued  success  of  those  priority  programs.   We  have  made  ' 
difficult  decisions  in  other  programs  to  demonstrate  our 
commitment  for  these  priorities.   We  believe  this  budget  will 
provide  us  with  the  resources  necessary  to  support  our  programs 
and  their  missions. 
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DEPARTMEMT  Or  TRAM8PORTATZOM 

RESEARCH  AND  SPECIAL  PROGRAMS  ADMIMISTRATIOH 

SUMMARY  OF  POSITIONS  AMD  BUDGET  AUTHORITY  (BA) 

FY  1993  FY  1994  FY  1995 

Enacted  Actual  Request 

BUDGET  AUTHORITY  ($000)  

Research  and  Special  Progreuns       23,504  24,008  26,982 

Emergency  Preparedness  Grants       11,000  11,400  11,750 

Pipeline  Safety                   15,050  16,927  18,539 

Trust  Fund  Share  of  Pipeline  Safety     —  2,449  2,685 
Alaska  Pipeline  Task  Force            550 

Totals,  Budget  Authority                50,104  54,784  59,956 

OBLIGATIONS  ($000) 

Research  and  Special  Programs       22,307  25,691  26,982 

Emergency  Preparedness  Grants       10,442  11,450  11,750 

Pipeline  Safety                    14,905  17,474  18,539 

Trust  Fund  Share  of  Pipeline  Safety     —  2,449  2,685 

Alaska  Pipeline  Task  Force              3  547  0 
Volpe  National  Transportation 

Systems  Center                   225,263  228,000  238,000 

Totals,  Obligations                    272,920  285,611  297,956 

OUTLAYS  ($000) 

Research  and  Special  Programs       25,526  19,574  22,070 

Emergency  Preparedness  Grants         638  11,939  12,622 

Pipeline  Safety                    13,569  15,306  17,050 

Trust  Fund  Share  of  Pipeline  Safety     —  2,449  2,685 

Alaska  Pipeline  Task  Force             3  438  109 
Volpe  National  Transportation 

Systems  Center                    (4,833)  0  0 

Totals,  Outlays                         34,903  49,706  54,536 

POSITIONS  (FTP) 
Direct: 

Research  and  Special  Progreuns         215  216  205 

Pipeline  Safety                       72  72  75 

Allocations/Reimbursements : 

Volpe  National  Transportation 

Systems  Center                      515  515  515 

Transportation  Safety  Institute        —  —  37 

Totals,  Positions                         802  803  832 
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SUMMMIY  (cont.) 


FY  1993    FY  1994    FY  1995 
Enacted    Actual   Request 


WORKYEARS  (FTE) 

Research  and  Special  Programs 
Pipeline  Safety 

Allocations/Reimbursements : 

Volpe  National  Transportation 

Systems  Center 
Transportation  Safety  Institute 

Total,  All  FTE 

RSPA  RECEIPTS  ($000) 

Pipeline  Safety  Fund 
Emergency  Preparedness  Fund 
HazMat  Registration  Program 

Total,  General  Offsetting  Receipts 

OTHER  FEES  ($000) 

Electronic  Tariff  Filing  Fees 
Credited  to  RSP  Account  in 
Appropriations  Language 


218 
60 


597 


875 


217 
72 


576 


865 


4,602 

17,683 

9,550 

15,000 

0 

3,000 

207 
75 


576 
37 

895 


19,343 

15,000 

3,000 


24,152     35,683     37,343 


1,000 


1,000 


1,000 
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DEPARTMEMT  OF  TRAN8PORTATIOH 

RESEARCH  AHD  SPECIAL  PROGRAMS  ADMIHISTRATIOH 

FBderal  Funds 

General  and  Special  Funds: 

RESEARCH  AND  SPECIAL  PROGRAMS 

[HAZARDOUS  MATERIALS  SAFETY] 

For  expenses  necessary  to  discharge  the  functions  of  [Hazardous 
Materials  Safety  and  for  conducting  research  and  development, 
$12,600,000,]  the  Research  and  Special  Programs  Administration, 
$26,982,000,  of  which  $185,000  shall  be  derived  from  the  Pipeline 
Safety  Fund,  and  of  which  [$1,364,000]  $2,810,000  shall  remain 
available  \intil  expended:  Provided,  that  up  to  [$1,000,000] 
$1,050,000  in  fees  collected  vinder  section  106(c)  (11)  of  the 
Hazardous  Materials  Transportation  Act  (49  U.S.C.  App.  1805(c)  (11)) 
shall  be  deposited  in  the  general  fund  of  the  Treasury  as 
offsetting  receipts:  [Provided ,  that  there  may  be  credited  to  this 
appropriation  funds  received  from  States,  counties,  municipalities, 
other  public  authorities,  and  private  sources  for  expenses  incurred 
for  training,  and  for  reports  publication  and  dissemination.] 

[AVIATIOH  IHFORMATIOH  MANAGEMENT] 

[For  expenses  necessary  to  discharge  the  functions  of  Aviation 
Information  Management,  $2,521,000]  Provided  further,  That  there 
may  be  credited  to  this  appropriation  funds  received  from  States, 
counties,  municipalities,  other  public  authorities,  and  private 
sources  for  expenses  incurred  for  training,  for  reports  publication 
and  dissemination,  and  for  aviation  information  management: 
Provided  further.  That,  notwithstanding  any  other  provision  of  law, 
there  may  be  credited  to  this  a;,  propriation  up  to  $1,000,000  in 
funds  received  from  user  fees  established  to  support  the  electronic 
tariff  filing  system:  Provided  further,  That  there  may  be  credited 
to  this  appropriation  funds  received  from  user  fees  established  to 
defray  the  costs  of  obtaining,  preparing,  and  publishing  in 
automatic  data  processing  tape  format  the  United  States 
International  Air  Travel  Statistics  data  base  published  by  the 
Department. 

[Emergency  Transportation] 

[For  expenses  necessary  to  discharge  the  functions  of  Emergency 
Transportation  and  for  expenses  for  conducting  research  and 
development,  $842,000:  Provided,  That  there  may  be  credited  to  this 
appropriation  funds  received  from  States,  counties,  municipalities, 
other  public  authorities,  and  private  sources  for  expenses  incurred 
for  training,  and  for  reports  publication  and  dissemination.] 
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[Research  and  Technology] 

[For  expenses  necessary  to  discharge  the  fiinctions  of  Research  and 
Technology  and  for  expenses  for  conducting  research  and 
development,  $1,766,000,  of  which  $585,000  shall  remain  available 
until  expended:  Provided,  That  there  may  be  credited  to  this 
appropriation  funds  received  from  States,  counties  municipalities, 
other  public  authorities,  and  private  sources  for  expenses  incurred 
for  training,  and  for  reports  publication  and  dissemination.] 

[Program  and  Administration  Support] 

[For  expenses  necessary  to  discharge  the  functions  of  Program  and 
Administrative  Support,  $6,279,000,  of  which  $185,000  shall  be 
derived  from  the  Pipeline  Safety  Fund:  Provided,  That  there  may  be 
credited  to  this  appropriation  funds  received  from  States,  counties 
municipalities,  other  public  authorities,  and  private  sources  for 
expenses  incurred  for  training,  and  for  reports  publication  and 
dissemination:  Provided  further,  That  no  employees  other  than  those 
compensated  under  this  appropriation  shall  serve  in  the  Office  of 
the  Administrator,  the  Office  of  Policy  and  Programs,  the  Office  of 
Civil  Rights,  the  Office  of  Management  and  Administration,  and  the 
Office  of  the  Chief  Counsel.]  (Department  of  Transportation  and 
Related  Agencies  Appropriations  Act,    1994) . 
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DEPJUtmBMT  OF   XWUISPORXASZOIf 

RESEARCa   JUn>    SPECIAL  PROORJUfS   ADNim  STRATI  ON 

RESEARCH  AMD   SPECIAL  PROORANS 

PROGRAM  AMD  PIMAHCnra   (in  thousands  of  dollars) 

Identification  code  69-0104-0-1-407 

FY   1993        FY   1994        FY   199S 
ACTUAL        ENACTED        REQUEST 

Program  by  activities: 
Direct  progrcun: 

00.01        Hazardous  materials  safety 11,497  14,283  12,999 

00.02        Airline   statistics 2,553  2,521  2,454 

00.03        Emergency  transportation 859  842  1,327 

00.04       Research  and  technology 1,512  1,766  2,801 

00.05        Program  support 5,886  6,279  7,401 


00.91            Total  direct  program 22,307          25,691          26,982 

01.01     Reimbursable  program 16,888          29,000          37,104 

10.00             Total   obligations 39,195           54,691           64,086 

Financing: 
21.40       Unobligated  balance  available, 

start  of  year (769)         (1,683) 

24.40   Unobligated  balance  availeUjle, 

end  of  year 1,683 

25.00   Unobligated  balance  expiring 283 


39.00      Budget  authority  (gross) 40,392     53,008     64,086 

Budget  authority: 
Current : 

40.00   Appropriation 23,329    23,828    26,797 

40.20   Appropriation  (special  fund) 175       180       185 

43.00      Appropriation  (total) 23,504    24,008    26,982 

68.00      Spending  authority  from 

offsetting  collections  16,888     29,000     37,104 

Relation  of  obligations  to  outlays: 

71.00    Total  obligations 39,195     54,691     64,086 

72.40   Obligated  balance,  start  of  yeeu: 6,883     2,618     8,735 

74.40   Obligated  balance,  end  of  year (2,618)    (8,735)   (13,647) 

77.00   Adjustments  in  expired  accounts (1,046) 


87.00     Outlays  (gross) 42,414     48,574     59,174 

Adjustment  to  budget  authority  and  outlays: 
Deductions  for  offsetting  collections: 
88.00   Federal  funds (16,888)   (29,000)   (37,104) 


89.00   Budget  authority  (net) 23,504    24,008    26,982 

90.00    Outlays  25,526     19,574     22,070 
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DEPARTMEKT  OF  TRANSPORTATION 

RESEARCH  AND  SPECIAL  PROGRAMS  ADMINISTRATION 

RESEARCH  AND  SPECIAL  PROGRAMS 

OBJECT  CLASSIFICATION  (in  thousands  of  dollars) 

Identification  code  69-0104-0-1-407 
Direct  Obligations: 

FY  1993   FY  1994   FY  1995 
ACTUAL   ENACTED   REQUEST 


Personnel  Compensation: 

11.1  Full-time  permanent 10,051   10,964    11,401 

11.3   Other  than  full-time 

permanent 554 

11.5  Other  personnel  compensation...  341 

11.9    Total  personnel  

compensation 10,946 

12.1  Civilian  personnel  benefits....  2,156 
21.0  Travel  and  transportation 

of  persons 566 

22.0  Transportation  of  things 26 

23.3  Communications,  utilities, 

and  miscellaneous  charges 513 

24.0  Printing  and  reproduction 174 

25.2  Other  services 7,414 

26.0  Supplies  and  materials 107 

31.0   Equipment 405 

99.0     Subtotal,  

direct  obligations 22,307   25,691   26,982 


Continued  next  page. 


610 

619 

40 

30 

1,614 

12,050 

2,904 

2,966 

507 

484 

50 

50 

391 

284 

335 

322 

9,529 

10,439 

146 

138 

215 

249 
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Reimbursable  Obligations: 

Personnel  Compensation: 

11.1  Full-time  permanent 2,321 

11.3   Other  than  full-time 

permanent 116 

11.5  Other  personnel  compensation...  50 

11.9    Total  personnel  

compensation 2 ,  487 

12.1  Civilian  personnel  benefits....  529 
21.0  Travel  and  transportation 

of  persons 1,746 

22  .  0  Transportation  of  things 22 

23.3   Communications,  utilities, 

and  miscellaneous  charges 427 

24.0  Printing  and  reproduction 380 

25.2  Other  services 16,888    29,000    31,081 

2  6.0  Supplies  and  materials 302 

31.0  Equipment 130 

99.0     Subtotal,  

reimbursable  obligations....  16,888    29,000    37,104 

99.9     Total  obligations 39,195    54,691    64,086 


PERSONNEL  SUMMARY 

Direct  Civilian: 

Full  Time  Equivalent  Employment       218      217      207 
Full  Time  Equivalent  of  Overtime 
and  Holiday  Hours  (Non-Add)  1        1        1 

Reimbursable  Civilian: 

Full  Time  Equivalent  Employment        —       —       37 

Total  FTE  218      217       244 
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RESEARCH  AND  SPECIAL  PROGRAMS  ADMINISTRATION 
Summary  of  Requirements  -  Budget  Authority 
RESEARCH  AND  SPECIAL  PROGRAMS  -  SUMMARY 


FY  1994 
Estimate 


FY  1995 
Request 


Full  Time  Permanent  (FTP)  Positions 
Full  Time  Equivalent  (FTE)  Workyears 

($000) 
Personnel  Compensation 
and  Benefits 

Operating  Expenses 

Program  Activities 

Registration  Program 

Research  and  Development 


216 

205 

217 

207 

14,048 

14,608 

3,201 

3,754 

3,895 

4,730 

1,000 

1,050 

1,864 

2,840 

24,008 

26,982 

14 


RSPA  FY  1995  BUDGET  SUBMISSION 


942 


APPROPRIATIOH  SUMMMtY 

RESEARCH  AMD  SPECIAL  PROGRAMS 

EXPLANATION  OF  ADMINISTRATIVE  EXPENSES 

(in  thousands  of  dollars) 

Total  Personnel  CoMpsnsation  $14,608         +560 

Based  on  an  analysis  of  FY  1994  pay  data,  we  have  utilized  a 
refined  pay  model  to  accurately  project  our  needs  for  FY  1995. 

FY  1995  Raise  +210 

The  requested  increase  is  to  fund  a  1.6  percent  pay  raise 
beginning  in  January,  1995. 

Locality  Pav  +162 

The  requested  increase  is  to  annualize  the  locality  pay 
authorized  in  FY  1994. 

Within-Grade  Increases  +361 

The  requested  increase  includes  costs  associated  with 
mandatory  increases  required  for  those  employees  who  have 
met  the  required  criteria. 

Program  Eliminations/Reductions  -173 

The  decrease  represents  the  net  aunount  from  staff  reduction 
savings  and  termination  costs  for  the  SFTA  Program 
elimination  and  the  Automated  Tariffs  Program  reduction. 

Operating  Expenses  $3,754         +553 

This  request  for  operating  expenses  includes  a  reduction  of  $46 
thousand,  which  reflects  an  effort  to  reduce  administrative  costs 
where  practical. 

Travel  and  Transportation  $482     -10 

The  request  includes  increases  for  inflation  along  with 
reductions  which  reflect  an  effort  to  reduce  administrative 
costs  where  practical. 

Working  Capital  Fund  fWCF^  $2,105     +460 

Our  request  reflects  the  Office  of  the  Secretary's  WCF 
budget  estimate  for  FY  1995. 
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Communications.  Utilities  &  Miscellaneous       $322     -69 

The  request  includes  reductions  for  costs  associated  with 
communications,  utilities,  and  miscellaneous  charges  not 
covered  under  the  working  capital  fund.  These  charges 
include:  local  phone  charges;  long-distance  phone  calls 
made  under  C&P  or  AT&T;  workers  compensation;  etc. 

Printing  $270       0 

Printing  costs  are  held  to  the  FY  1994  enacted  level. 

Training  $74       2 

The  request  includes  a  slight  increase  to  reflect  training 
needs . 

Accounting  $138    +138 

The  request  represents  RSP's  prorated  cost  of  RSPA 
accounting  services  contracted  through  the  FAA.  The  total 
RSPA  cost  for  Accounting  services  is  $189  thousand,  which 
is  a  $10  thousand  decrease  from  FY  1994.  Funding  for  this 
activity  appeared  as  a  contract  prograun  in  FY  1994. 

Supplies  &  Materials  $138      -8 

The  request  includes  reductions  which  reflect  an  effort  to 
reduce  administrative  costs  where  practical. 

Equipment  $225      +40 

The  request  includes  increases  for  the  cost  of  systems 
furniture  and  the  replacement  of  equipment  to  maintain 
office  productivity. 
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RESEARCH  AMD  SPECIAL  PROGRAMS  ADMIHISTRATION 

Summary  of  Requirements  -  Budget  Authority 

RESEARCH  AND  SPECIAL  PROGRAMS 
Element:   Hazardous  Materials  Safety 


FY  1994     FY  1995 
Enacted    Request 


Full  Time  Permanent  (FTP)  Positions 
Full  Time  Equivalent  (FTE)  Workyears 

($000) 
Personnel  Compensation 
and  Benefits  (PC&B) 

Operating  Expenses 

Total  Contract  Programs 
Breakdown  of  programs: 
Information  Systems 
Research  and  Analysis 
Inspection  and  Enforcement 
Rulemaking  Support 
Hazmat  Training 
Information  Dissemination 
Emergency  Preparedness 
Sanitary  Food  Safety 
International  Standards 

Registration  Program 

Research  and  Development 


Additional  funds  allocated  from  the 
Program  Support  activity  for 
communications,  utilities,  WCF 
and  misc.  costs:  1,078      1,314 


116 

111 

111 

107 

6,506 

6,725 

725 

714 

3,005 

3,110 

950 

1,000 

300 

300 

220 

230 

550 

550 

350 

350 

170 

170 

250 

370 

75 

0 

140 

140 

1,000 

1,050 

1,364 

1,400 

12,600 

12,999 

13,678      14,313 


HMTUSA  Emergency  Preparedness  Grants 

Administrative  Expenses*  500        600 

(Includes  PC&B  and  Administrative  Costs) 

*  Offsetting  collections  finance  this  activity. 
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HAZARDOUS  MATERIALS  SATBTY 
FY  1995  BnPGET  REOUEST 
MISSION 

Hazardous  Materials  Safety  (HMS)  administers  a  comprehensive 
nationwide  safety  program  to  protect  the  Nation  from  the  risks  to 
life,  health,  property,  and  the  environment  inherent  in  the 
transportation  of  hazardous  materials  by  water,  air,  highway,  and 
railroad,  to  protect  the  environment  from  damage  by  oil  and  other 
pollutants,  and  to  ensure  the  safe  transportation  of  food. 

HMS  plans,  implements,  and  manages  hazardous  materials  (HM)  , 
pollution  control  (PC)  and  food  safety  (FS)  transportation  programs 
in  the  following  functional  areas: 

Information  Systems  —  Maintains  and  operates  automated  data 
systems  in  support  of  all  program  activities. 

Research  and  Analysis  —  Analyzes,  monitors,  and  integrates  HM,  PC, 
and  FS  transportation  issues  requiring  high  level  policy  surveil- 
lance; develops  regulatory  actions  and  analyzes  costs,  benefits, 
and  other  impacts  associated  with  current  and  planned  rulemaking 
projects;  develops  countermeasures  for  safety  problems;  and 
evaluates  factors  impacting  current  and  proposed  regulations. 

Inspection  and  Enforcement  —  Plans  and  manages  a  national  program 
of  safety  inspection  and  enforcement  to  determine  compliance  with 
the  Hazardous  Materials  Regulations  (HMR) ;  establishes  and 
maintains  cooperative  relationships  with  State  and  local  govern- 
ments, other  modal  administrations,  and  industry  concerning 
inspection  and  enforcement  matters;  and  provides  comments  or 
feedback  concerning  enforceability  of  proposed  or  existing 
regulations. 

Rulemaking  Support  —  Promulgates  and  maintains  HM,  PC,  and  FS 
transportation  safety  standards;  participates  in  the  development  of 
international  safety  standards;  and  maintains  a  system  for 
providing  regulatory  relief  through  exemptions  and  approvals. 

Hazmat  Training  —  Provides  formal  training  and  internships  and 
develops  educational  materials  using  various  media  to  enhance 
compliance. 

Information  Dissemination  —  Disseminates  educational  materials  and 
descriptive  literature  concerning  specific  requirements  of  the  HMR 
to  enhance  compliance. 

Emergency  Preparedness  —  Provides  emergency  response  support  and 
information  to  mitigate  the  consequences  of  HM  incidents. 
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Sanitary  Pood  Safety  —  Implements  the  Sanitary  Food  Transportation 
Act  (SFTA)  of  1990  to  safeguard  the  public  health  and  environment 
by  regulating  the  safe  transportation  of  food  and  other  consumer 
products . 

Registration  Program  —  Registers  and  maintains  a  database  of 
certain  shippers  and  carriers  of  HM  and  collects  fees  to  support 
emergency  preparedness  programs  and  activities. 

International  Standards  —  Represents  the  United  States  in  the 
development  of  international  standards  for  HM  transportation  to 
protect  the  public,  environment,  and  economic  interests. 

Emergency  Preparedness  Grants  —  Implements  a  national  grant  and 
technical  assistance  program  to  increase  public  capability  to  plan 
for  and  respond  to  HM  incidents. 

Hazardous  Materials  Safety  transfers  funds  from  the  Emergency 
Preparedness  Grants  appropriation  to  offset  Personnel  Compensation 
and  Benefits  and  operating  expenses  necessary  to  conduct  the 
Emergency  Preparedness  Grants  program.  The  costs  allowed  to  be 
transferred  for  this  activity  are  as  follows: 


FY  1993 

FY  1994 

FY  1995 

Enacted 

Enacted 

Request 

500 

500 

600 

Accordingly,  these  funds  are  not  included  in  the  HMS  appropriation 
request,  but  are  counted  in  the  Emergency  Preparedness  Grants 
Appropriation . 

POSITIONS 

Five  positions  under  the  Food  Safety  Program  have  been  eliminated. 

New:   0 
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PRPgRAM; IMFORMATIOM  SYSTEMfl 

ACTIVITY  (in  thousands) :  Hazardous  Materials  Information  Systems 

FY  1993         FY  1994        FY  1995 

Enacted        ppact^q       Request       Difference 

1,000  950  1,000  +50 

PROBLEM  STATEMENT; 

The  Secretary  of  Transportation  is  recpiired  by  the  Hazardous 
Materials  Transportation  Act  (HMTA)  to  establish  and  maintain  a 
central  reporting  system  and  data  center  to  provide  technical  and 
other  information  to  Federal,  State,  and  local  government  agencies 
that  respond  to  HM  transportation  emergencies.  The  Secretary  is 
also  required  to  submit  an  annual  report  to  Congress  on  HM 
transportation  including  a  thorough  statistical  compilation  of 
accidents  and  casualties  as  well  as  a  list  of  exemptions  in  effect 
and  their  basis.  HMS  information  is  collected  and  maintained  on 
the  Hazardous  Materials  Information  System  (HMIS) . 

HMS  uses  HMIS  data  to  support  its  mission  activities,  develop 
regulations;  issue  exemptions,  approvals,  and  interpretations; 
oversee  radioactive  material  routing;  and  enforce  safety 
regulations.  This  function  is  even  more  critical  as  the  Department 
of  Transportation  (DOT)  monitors  the  transition  to  performance 
based  packaging  brought  about  under  HM-181. 

Amendments  to  the  HMTA  expanded  the  scope  of  HMIS  by  requiring  the 
Department  to  collect  information  not  previously  available, 
including  intrastate  highway  incident  reports  and  certain  other 
information  on  carriers  and  shippers  of  HM. 

ACCOMPLISHMENTS ; 

As  recommended  by  the  General  Accounting  Office  (GAO) ,  HMS 
implemented  a  policy  of  correlating  HMIS  reports  with  the  RSPA 
telephonic  database  and  the  Federal  Railroad  Administration's 
written  reports  to  ensure  compliance  with  reporting  requirements. 
The  Volpe  National  Transportation  Systems  Center  (VNTSC)  completed 
a  pilot  study  of  the  possible  benefits  of  correlating  HMIS  data 
with  incident  data  collected  by  State  agencies  using  California, 
New  Jersey,  and  New  York  as  models.  Database  revisions 
necessitated  by  HM-181  have  been  accomplished. 
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WORKW)AD 

INDICATORS 

199? 

1993 

1994  * 

1995  * 

9,300 

12,000 

24,000 

24,000 

1,816 

1,700 

1,600 

1,500 

8,223 

11,000 

16,000 

20,000 

250 

300 

500 

700 

Incident  Reports 
Exemptions  Processed 
Approvals  Processed 
Competent  Authorities 

*  Estimated 

In  July  1992,  RSPA  published  the  Final  Rule  implementing  the 
shipper  and  carrier  registration  requirements,  and  registration 
data  are  integrated  into  the  HNIS  database.  An  intermodal 
inspection  and  enforcement  database  was  completed  in  the  fourth 
quarter  of  FY  1993.  In  FY  1994,  regulations  extending,  the 
reporting  requirements  to  intrastate  transportation  of  HM  will  be 
issued,  adding  approximately  10,000  incident  reports  annually  to 
the  HMIS  data  base.  These  actions  will  result  in  a  more 
comprehensive  database,  as  recommended  by  the  Office  of  Technology 
Assessment  (OTA)  and  GAO.  The  intermodal  i!:\spection  and 
enforcement  database  will  enable  RSPA  and  the  other  modes  to  more 
easily  take  prior  shipper  violations  into  consideration  when 
recommending  penalties. 

PLANNED  FOR  FY  1995; 

The  HMIS  is  operated  by  an  on-site  contractor  that  provides  data 
entry,  system  development  and  maintenance,  and  data  retrieval 
support.  HMS  oversees  improvements  to  the  system.  Contracting  out 
this  function  is  a  cost-effective  arrangement.  The  Research  and 
Special  Programs  Administration  (RSPA)  will  continue  to  build  a 
more  comprehensive  HMIS  database,  as  recoiamended  by  OTA  and  GAO,  by 
obtaining  information  on:  shippers  and  carriers  who  are  required 
to  register  and  pay  a  fee  to  support  an  emergency  preparedness 
grants  program;  interstate  and  intrastate  incidents;  and  prior 
shipper  violations.  RSPA  will  also  improve  data  quality  through 
the  use  of  additional  data  verification  audits  in  its  data  entry 
process.  New  quality  control  procedures  will  be  established, 
making  data  more  reliable.  RSPA  will  continue  to  improve  data 
retrieval  accessibility  through  modified  menu-driven  programs. 
RSPA  is  requesting  $1,000,000  to  continue  the  operation  of  the 
system. 
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PROGRAM;   RESEARCH  AMD  MJALYSIB 

ACTIVITY  (in  thousands) :  Regulatory  Analysis 

FY  1993  FY  1994       FY  1995 

Enacted         Enacted      Recfuest         Difference 

300  300  300  0 

PROBLEM  8TATEMEMT; 

HMS  is  required  to  analyze,  monitor,  and  integrate  safety  issues; 
develop  countermeasures  for  safety  problems;  develop  regulatory 
actions  and  analyze  costs,  benefits,  and  other  impacts  associated 
with  current  and  planned  rulemaking  projects;  and  evaluate  factors 
impacting  current  and  proposed  regulations. 

Each  major  rule  requires  preparation  of  a  regulatory  impact 
analysis  and  each  non-major  rule  requires  a  regulatory  evaluation. 
All  rulemzdcing  actions  must  include  an  analysis  of  costs  and 
benefits  including  an  estimate  of  the  potential  cost  savings  or 
other  benefits  to  the  economy,  in  accordance  with  the  President's 
guidelines,  applicable  Executive  Orders,  and  DOT  regulatory  policy. 
Assessments  must  also  be  made  to  ensure  that:  the  actions  are 
needed;  their  benefits  exceed  their  costs;  and  the  impact  on  small 
businesses  and  the  environment  is  minimized.  Impacts  on  Federal- 
State  relationships  must  also  be  determined.  Special  studies  are 
occasionally  needed  to  support  rulemeOcing  actions  and  preemption 
determinations  and  to  evaluate  potential  safety  problems.  In 
addition,  there  is  an  increasing  call  for  quantitative  profiles  of 
the  regulated  industry.  HM-181,  Performance-Oriented  Packaging 
Standards,  a  complex,  controversial  rulemadcing,  required  in  excess 
of  15  staff  years  to  complete.  The  regulatory  evaluation  alone 
required  a  core  staff  of  five  and  several  months  to  finish. 

ACCOMPLISHMENTS ; 

o  In  1992,  accomplishments  included  final  rules  for  training, 
marine  pollutants,  registration  and  fee  collection,  and 
emergency  response  planning  and  training  grants. 

o  In  FY  1993,  RSPA  published  an  interim  final  rule  to  implement 
provisions  of  the  Oil  Pollution  Act  (OPA) ,  pertaining  to  oil. 

o  In  FY  1994,  RSPA  is  continuing  work  on  high  priority 
rulemakings  including  OPA  (spill  response  planning  for 
hazardous  substances) ,  intrastate  transportation, 
identification  and  placarding  systems,  and  harmonizing 
domestic  and  international  requirements. 
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PLAMNED  FOR  FY  1995 t 


RSPA  Staff  provide  the  regulatory,  legal,  and  technical  expertise 
to  evaluate  rulemaking  actions  and  preemption  issues.  When  the 
Agency  does  not  have  either  the  specific  technical  skills  or 
available  staff  to  accomplish  specific  evaluations  or  studies,  HMS 
must  rely  on  technical  expertise,  most  often,  the  staff  of  VNTSC. 
Because  of  the  staff  expertise,  the  Volpe  Center  can  produce 
effective,  timely,  and  technically  accurate  analyses  and  studies. 
RSPA  currently  has  13  high  priority  rulemakings  in  progress,  many 
of  which  are  required  by  HMTA  and  OPA.  A  number  of  these 
rulemakings  will  extend  into  FY  1995  and  beyond,  and  new  issues  are 
certain  to  arise.  Ongoing  regulatory  activities  which  will 
continue  into  FY  1995  include:  adjustments  to  the  standards  adopted 
under  HM-181,  based  on  feedback  from  the  regulated  industry  and 
international  regulatory  changes;  rail  tank  car  safety  issues; 
identification  and  communication  systems;  and  revised  standards  for 
cylinder  manufacture  and  maintenance.  Several  of  the  rulemakings 
respond  to  some  of  the  40  open  National  Transportation  Safety  Board 
recommendations  addressed  to  RSPA. 
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PROGRAM;   INSPECTION  AND  EMFORCEMEKT 

ACTIVITY  (in  thousands) :  Compliance  support 

FY  1993         FY  1994        FY  1995 

Enacted        Enacted       Request       Difference 

140  220  230  +10 

PROBLEM  STATEMENT; 

The  HMS  enforcement  program  has  jurisdiction  over  7,000  packaging 
manufacturers  and  approximately  50,000  shippers.  These  numbers 
will  increase  with  the  extension  of  the  HMR  to  intrastate 
transportation  of  HM  and  implementation  of  the  OPA.  Approximately 
500,000  shipments  of  HM  move  in  the  Nation's  commerce  every  day. 
It  is  impossible  to  inspect  each  one,  but  it  is  essential  to 
encourage  and  enforce  compliance  with  the  HMR. 

ACCOMPLISHMENTS ; 


WORKT^AD  INDICATORS 

1992 

1993  * 

1994 

*     1995  * 

Inspector 
Work  Years 
Inspections 
Civil  Cases 
Cases  Closed 

17.5 

1,203 

133 

72 

17.5 

1,000 

175 

150 

18.0 

1,050 

175 

150 

18.0 

1,050 

175 

150 

Penalty 

Assessments 

$300,248 

$700,000 

$700,000 

$700,000 

*  Estimated 

In  FY  1993  RSPA: 

o  Reduced  the  Hazardous  Materials  Specialist  Program  from  12  to 
8  weeks  to  increase  participation  by  easing  State  officials' 
concerns  regarding  the  participants'  absence  from  their 
respective  jurisdictions. 

o  Modified  the  program  structure  to  enhance  direct,  first-hand 
enforcement  and  investigation  experience  with  RSPA  regional 
office  personnel. 

o  Expanded  program  criteria  and  aggressively  solicited  10 
participants  from  9  States  (2  people  from  Minnesota)  to 
participate  in  the  Hazardous  Materials  Specialist  Intern 
Program. 

o  Completed  and  distributed  150  copies  of  "The  Compliance 
Partnership"  video  series. 
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o  Sponsored  the  Cooperative  Hazardous  Materials  Enforcement 
Development  (COHMED)  program  Spring  1993  Conference  in 
Charleston,  South  Carolina  and  the  Fall  1993  Semi-Annual 
Conference  in  Portland,  Oregon. 

o  Contracted  for  the  COHMED  Quarterly  Newsletter  and  Bulletin 
and  assisted  COHMED  in  a  comprehensive  update/revision, 
printing,  and  distribution  of  the  COHMED  Workbook. 

o  Maintained  the  COHMED  mailing  list  of  more  than  3,000  Federal, 
State,  and  local  government,  industry,  and  private  sector 
participants. 

PLANNED  FOR  FY  1995; 

HMS  enhances  regulatory  compliance  through  a  three-part  strategy: 
(1)  inspections  and  enforcement  of  rec^ulations;  (2)  coordination  of 
DOT'S  overall  HM  enforcement  programs;  and  (3)  sponsorship  of 
cooperative  programs  which  provide  officials  in  State  and  local 
governments  with  an  appreciation  of  the  need  for  uniformity  in 
enforcement  efforts.  These  include  a  variety  of  individual 
initiatives: 

o  Conduct  formal  hearings.  Each  respondent  in  a  civil  penalty 
enforcement  case  has  the  right  to  request  a  formal  hearing 
before  an  administrative  law  judge.  Funding  in  the  amount  of 
$5,000  is  required  for  hearings. 

o  The  COHMED  program,  which  provides  for  the  exchange  of 
information  among  the  States,  local  governments,  and  industry 
on  compliance  and  enforcement  issues,  for  which  $100,000  is 
requested. 

o  A  Hazardous  Materials  Specialist  Internship  program,  which 
sponsors  candidates  from  State  and  local  HM  transportation 
enforcement  agencies  to  participate  in  an  eight-week  residency 
with  RSPA,  for  which  $50,000  is  requested. 

o  Continue  distribution  and  loan  of  the  four-part  video  series, 
"The  Compliance  Partnership,"  which  acquaints  officials  with 
the  benefits  of  preventing  environmental  problems  through 
inspection  and  enforcement  programs. 

o  Update  and  distribute  "The  Awareness  for  Initial  Response  to 
Hazardous  Materials  Incidents"  video,  which  assists  States, 
local  agencies,  and  industry  to  comply  with  the  HMR  training 
regulations.  The  video  is  in  great  demand  and  is  distributed 
extensively  throughout  the  United  States. 

o  Contract  for  part-time  secretarial  support  for  each  of 
the  four  regional  offices.  There  are  no  clerical 
positions  in  these  offices.  Inspectors  must  answer  the 
telephone,  prepare  correspondence,  and  handle  all  other 
administrative  matters  pertaining  to  office  operations. 
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Using  transportation  enforcement  specialists  for  these 
activities  detracts  from  the  primzury  mission  of  the 
regional  offices.  $75,000  is  requested  for  this  program. 
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PROGRAM ;   RULKKAKING  SUPPORT 

ACTIVITY  (in  thousands) :   Transportation  Safety  Standards 

FY  1993         FY  1994        FY  1995 

Enacted        Enacted       Request        Difference 

550  550  550  0 

PROBLEM  STATEMENT  NO.  1; 

To  carry  out  its  statutory  responsibilities  to  protect  the  public 
from  risks  from  the  transportation  of  HM,  HMS  is  required  to 
determine  the  need  for,  develop,  promulgate  and  maintain  national 
safety  standards  for  HM  transportation.  Regulations  cover 
requirements  for  classification  of  HM,  hazard  communication, 
packaging,  handling,  transportation,  and  incident  reporting. 
Rulemakings  are  initiated  to  address  safety  problems,  incorporate 
new  technology,  simplify  the  regulations,  delete  unnecessarily 
burdensome  requirements,  and  address  new  legislation.  In 
compliance  with  the  Administrative  Procedure  Act  and  other 
applicable  legislative  and  executive  requirements,  the  public  is 
given  an  opportunity  to  comment  on  proposed  rulemaking  actions. 
This  entails  publishing  all  proposed  and  final  actions  in  the 
Federal  Register,  including  exemptions,  formal  interpretations  and 
inconsistency  rulings;  maintaining  a  public  docket  section  and, 
when  appropriate,  holding  public  meetings;  and  annually 
republishing  the  applicable  parts  of  the  Code  of  Federal 
Regulations  (CFR) . 

PLANNED  FOR  FY  1995; 

HMS  spent  approximately  $238,500  in  FY  1993  for  Federal  Register 
printing  alone.  HMS  estimates  that  it  will  require  $245,000  in  FY 
1995  to  meet  its  obligations  for  Federal  Register  publications. 
The  Federal  Register  charges  $375  per  page.  These  publications  are 
not  discretionary.  HMS  is  also  requesting  $200,000  to  fund  the 
annual  republication  of  it's  portion  of  the  Code  of  Federal 
Regulations,  the  two  volumes  comprising  Parts  100-180  of  Title  49. 
This  also  is  not  a  discretionary  expenditure. 

To  enhance  opportunities  for  pviblic  participation  in  rulemakings, 
HMS  is  requesting  $5,000  to  fund  four  one-day  rulemaking  hearings, 
two  in  the  District  of  Colxunbia  and  two  elsewhere.  The  funding 
would  cover  room  rentals,  court  reporter  fees,  and  other  expenses 
of  such  public  meetings. 

PROBLEM  STATEMENT  NO.  2; 

HMS  has  a  continuing  need  for  short-term  technical  analysis  of  HM 
incidents  to: 
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determine  the  cause,  potential  for  additional  incidents,  and 
appropriate  countermeasvires ; 

document  the  benefits  and  costs  of  alternative  regulatory 
actions,  including  converting  into  general  regulations 
exemptions  applications  and  approval  requests  which  have  broad 
application  and  important  safety  impacts  or  sicpiificant 
economic  benefits;  and 

study  new  or  proposed  changes  to  international  transportation 
safety  regulations  which  may  affect  industry  competitiveness. 


ACCOMPLISHMEMTS ; 


WORKLOAD  INDICATORS 

1992       1993     1994  *     1995  * 


Exemptions  Processed     1,816  1,700  1,600  1,500 

Approvals  Processed      8,223  11,000  16,000  20,000 

Requests  for  Information  7,406  13,200  14,500  15,000 

Correspondence            550  700  800  900 

*  Estimated 

PLANNED  FOR  FY  1995 t 

RSPA  operates  through  contractual  arrangements  with  sources  of 
technical  expertise  such  as  the  National  Institutes  of  Standards 
and  Technology  and  the  Bureau  of  Mines.  HMS  ensures  RSPA's  ability 
to  respond  to  unanticipated  questions  on  complex  technical  issues 
raised  by  the  thousands  of  requests  for  exemptions,  approvals,  and 
certifications  received  each  year.  Many  applications  involve 
requests  to  transport  new  products  or  use  innovative  mechanisms. 
This  program  enables  industry  to  remain  on  the  cutting  edge  of 
technology  and  compete  internationally  using  the  most  advanced 
techniques  available. 

At  this  time,  RSPA  has  approximately  215  pending  exemption 
applications.  HMS  is  requesting  $100,000  to  continue  its  use  of 
task  order  contracts  and  interagency  agreements  with  organizations 
with  the  ability  to  provide  quick-turnaround  evaluations  and 
analyses  of  operational  controls,  classification  criteria,  and 
packaging  and  performance  standards.  While  specific  evaluations 
and  analyses  cannot  be  predicted,  as  industry  requests  to  transport 
new  products  or  use  innovative  advancements,  HMS  anticipates  that 
in  FY  1995  applications  will  continue  to  increase. 
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PROGRAM;   HAZARDOUS  MATERIALS  TRAINING 

ACTIVITY  (in  thousands):   Hazardous  Materials  Training 

FY  1993  FY  1994         FY  1995 

Enacted         Enacted        Request       Difference 

350*  350  350  0 

*  Note:  This  component  of  $350K  was  part  of  the  $400K  training 
and  Information  Dissemination  in  FY  1993. 

PROBLEM  STATEMENT; 

Public  safety  personnel  are  the  first  defense  for  protecting  life, 
health,  property,  and  the  environment.  Their  inspection  and 
compliance  efforts  directly  contribute  to  increased  safety  in  the 
transportation  of  HM.  The  availability  of  cost-effective 
compliance  training  and  up-to-date  educational  materials  is 
critical  to  their  ability  to  perform  their  safety  roles. 

ACCOMPLISHMENTS ; 

In  FY  1992,  we  trained  6,173  State  and  local  government  personnel 
at  the  Transportation  Safety  Institute  (TSI) .  A  similar  number 
will  be  trained  at  TSI  in  FY  1993.  In  addition,  over  1,200 
participants  were  trained  at  RSPA-sponsored  seminars  and 
conferences.  All  TSI  courses  were  updated  to  incorporate  1992 
regulatory  changes  (HM-181) .  Eighty-five  percent  of  in-house 
training  materials  were  also  updated  to  reflect  HM-181  and  other 
regulatory  changes,  such  as  hazardous  materials  employee  training 
requirements,  and  environmental  pollution  prevention  and  response 
standards.  With  the  addition  of  pollution  control  regulations,  in 
addition  to  continued  HM  regulation  changes,  RSPA  will  continue  to 
develop  and/ or  update  training  materials  to  reflect  these 
requirements.  An  estimated  60,000  persons  were  trained  using  the 
HM  transportation  training  modules  supplied  by  DOT  to  States  for 
their  use  and  loan.  Over  400,000  copies  of  HM  education  materials 
and  documents  were  distributed  to  the  public  sector  for  inclusion 
in  their  training  documents  and  for  replication  and  distribution  to 
their  employees  and  students.  In  FY  1993,  additional  training 
modules  on  cargo  tanks  and  1992  changes  to  the  HMR  were  distributed 
to  States  for  their  use  and  to  lend  to  the  public. 

PLANNED  FOR  FY  1995: 

A  total  of  $350,000  is  requested  to  continue  to  provide  compliance 
training  through  TSI.  We  anticipate  that  over  6,500  State  and 
local  government  personnel  will  be  trained  in  more  than  260 
classes.  RSPA  will  develop  and  make  greater  use  of  stand-alone 
training  materials  and  mass  communications  technology  to  reach  a 
much  wider  audience,  especially  among  those  smaller  jurisdictions 
that  cannot  afford  formal  classroom  training  for  their  officials. 
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PROGRAM;   IMFORMATIOM  DI88EMIHATI0M 

ACTIVITY  (in  thousands) t   Information  Dissemination 

FY  1993        FY  1994         FY  1995 

Enacted       Enacted        Request     Difference 

170  170  170  0 

PROBLEM  BTATKMEMTt 

Public  and  industry  personnel  need  access  to  timely  and  accurate 
information  on  requirements  for  compliance  with  the  HMR,  the 
hazards  of  certain  materials  2md  appropriate  procedures  to  manage 
emergency  situations.  Industry  also  needs  to  be  aware  of  and 
participate  in  the  development  of  proposals  affecting  the 
international  transportation  of  HM  to  sustain  the  United  States' 
$20  billion  dollar  chemical  trade  balance.  The  need  for 
information  will  increase  substantially  with  the  extension  of  the 
HMR  to  intrastate  transportation,  new  HM  employee  training 
requirements,  oil  pollution  response  plans,  medical  waste 
regulations,  and  the  North  American  Free  Trade  Agreement  (NAFTA). 
NAFTA  will  precipitate  an  increased  need  for  delivery  of  training 
materials  and  guidance  in  Spanish. 

ACCOMPLISHMENTS  t 

RSPA  has  had  great  success  in  the  operation  of  the  Hazardous 
Materials  Information  Exchange  (HMIX) .  It  is  a  widely  used,  cost- 
effective  and  up-to-date  means  of  information  dissemination. 

o    In  FY  1992,  18,000  users  made  40,000  calls  to  access  the 
bulletin  board;  and  over  22,000  calls  were  made  to  the  HMIX 
technical  assistance  numbers.   In  the  first  quarter  of 
FY  1993,  users  jumped  to  26,000,  a  44%  increase. 

o  Six  new  topics  were  added:  Fire/Emergency  Medical  Service; 
United  States  Coast  Guard  Auxiliary;  International  Activities 
Relating  to  Dangerous  Goods;  CAMEO  (Computer  Assisted 
Management  Emergency  Organizations) ;  DOE/UETC  (Department  of 
Energy/Urban  Energy  and  Transportation  Corporation) ;  and  the 
National  Task  Force. 

In  1992,  we  conducted  a  seminar  on  Hazardous  Materials  by  the 
Highway  Mode  in  conjunction  with  the  Federal  Highway  Administration 
(FHWA)  and  the  Commercial  Vehicle  Safety  Alliance  (CVSA)  and  have 
requests  for  several  more.  In  conjunction  with  the  Conference  on 
Safe  Transportation  of  Hazardous  Articles  (COSTHA) ,  we  completed  a 
series  of  three  seminars  on  regulatory  improvements.  Handout 
materials  for  seminar  distribution  were  updated  to  reflect  recent 
regulatory  changes. 


30  RSPA  FY  1995  BUDGET  SUBMISSION 


958 


In  FY  1994,  RSPA  Is  adding  additional  800  numbers  and  upgrading  the 
HMIX  software.  RSPA  is  continually  updating  existing  publications 
and  developing  new  materials  to  reflect  significant  regulatory 
changes,  particularly  HM-181  and  HM  126(F).  Training  courses, 
technical  assistance,  training  materials  and  HM  information  will  be 
provided  at  all  seminars  and  outreach  events. 

PLAKNED  FOR  FY  1995; 

The  OTA  concluded  in  1986  that  "a  national  clearinghouse  to  make 
existing  information  on  HM  training  programs  and  resources 
available  to  States  and  local  personnel  both  in  hard  copy  and  on 
line,  would  provide  an  extremely  useful  service  to  emergency 
response  forces."  (Transportation  of  Hazardous  Materials,  July 
1986.)  RSPA  responded  with  the  creation  of  the  HMIX,  a  computer 
bulletin  board  and  information  transfer  system.  A  clearinghouse 
for  all  types  of  HM  information,  including  planning,  preparedness, 
training,  regulations,  enforcement,  and  emergency  response,  the 
system  provides  two-way  communication  between  users  and  can  be 
accessed  by  calling  a  toll-free  number.  Many  materials  that  RSPA 
publishes  are  made  available  for  electronic  downloading  through 
HMIX. 

RSPA  also  produces  and  distributes  more  than  700,000  HM  information 
publications  annually  to  industry,  the  public,  and  emergency 
responders.  We  conduct  HM  awareness  seminars  with  the  assistance 
of  the  modal  administrations  and  with  the  CVSA  and  the  COSTHA. 
These  seminars  help  Federal,  State  and  local  government  and 
industry  personnel  understand  the  HMR  and  their  importance  in 
response  communication. 

RSPA  is  requesting  a  total  of  $80,000  to  continue  outreach  and 
information  dissemination  efforts  through  the  HMIX,  interagency 
agreements  and  by  direct  contact  with  the  public  and  private  safety 
and  emergency  response  personnel.  On-site  training  by  TSI  meets 
only  part  of  the  demand  for  hazardous  materials  transportation, 
compliance,  and  enforcement  training.  It  is  extremely  important 
for  RSPA  to  develop  self-study  and  off-site  learning  materials  and 
training  programs  for  the  multifaceted  audience  it  serves, 
particularly  people  who  are  unable  to  obtain  institutional 
training.  A  total  of  $40,000  is  requested  to  develop  and  produce 
an  Awareness/Familiarization  videotape  to  enhance  compliance  with 
the  HMR  and  to  revise  and  update  the  modular  training  series. 

We  are  also  requesting  $50,000  to  develop,  for  multimedia 
dissemination,  new  and  revised  informational  materials  which 
address  new  or  changed  training,  packaging,  hazard  communication 
requirements  of  the  HMR,  and  oil  as  a  regulated  material. 
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PROGRMl;   EMERGEMCY  PREPAREDNESS 


ACTIVITY  (in  thousands) :   Emergency  Response  Support 

FY  1993  FY  1994        FY  1995 

Enacted         Enacted       Request       Difference 

250  250  370  +120 

PROBLEM  STATEMENT; 

The  HMTA  requires  RSPA  to  establish  and  maintain  a  central 
reporting  system  and  data  center  to  provide  the  law  enforcement  and 
fire  fighting  personnel,  government  officers  and  other  interested 
persons,  with  technical  and  other  information  and  advice  for 
meeting  emergencies  connected  with  the  transportation  of  HM.  RSPA 
is  also  required  to  annually  submit  to  the  President  a 
comprehensive  report  on  the  transportation  of  HM,  including  a 
statistical  compilation  of  accidents  and  casualties. 

ACCOMPLISHMENTS ; 

The  National  Response  Center  (NRC)  has  supported  HMS  through  the 
receipt  of  hundreds  of  reports  of  transportation  incidents 
involving  HM.  Because  of  extensive  efforts  to  inform  the 
transportation  industry  of  revised  reporting  requirements, 
reporting  of  incidents  is  expected  to  increase,  as  shown  in  the 
following  table: 

WORKLOAD  INDICATORS 

1992       1993  *      1994  *     1995  * 

Incident  Reports 

Submitted  to  RSPA       9,300      12,000     24,000     24,000 

*  Estimated 

PLANNED  FOR  FY  1995; 

HMS  has  had  a  reimbursable  agreement  for  12  years  with  the  Coast 
Guard's  NRC  to  receive  incident  reports  from  carriers.  The  NRC 
provides  callers  with  immediate  technical  advice  on  responding  to 
incidents  through  telephone  links  with  the  Chemical  Transportation 
Emergency  Center,  a  service  of  the  Chemical  Manufacturers 
Association.  The  NRC  also  notifies  either  an  Environmental 
Protection  Agency  (EPA)  or  Coast  Guard  on-scene  coordinator,  if 
warranted.  RSPA  receives  immediate  notice  of  major  incidents,  such 
as  the  closing  of  a  major  transportation  artery.  A  permanent 
record  of  telephonic  reports  is  established  and  integrated  within 
the  HMIS  data  system. 

The  HMTA  requires  the  Secretary  of  Transportation  to  issue 
regulations  for  the  safe  transportation  of  HM  in  intrastate, 
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interstate,  and  foreign  commerce.  In  FY  1994,  RSPA  plans  to  extend 
the  reporting  requirements  to  intrastate  transportation  of  HM  to 
build  a  more  comprehensive  dat2ibase,  as  recommended  by  OTA  and  GAO. 
This  extension  will  substantially  increase  the  number  of  both 
written  and  telephonic  incidents  received.  The  NRC  currently 
collects  over  9,000  telephone  reports  annually  on  hazardous 
materials  spills.  It  is  expected  that  this  number  will  double  in 
FY  1995.   We  are  requesting  $370,000  for  telephonic  support. 

CONSBOUENCB8  OP  NOT  FPNDINQ: 

If  these  activities  are  not  funded,  the  Secretary  would  be  in 
violation  of  the  central  reporting  system  and  data  center 
requirements  of  the  HHTA.  Not  funding  the  NRC's  support  would 
prevent  RSPA  from  furnishing  emergency  response  personnel  and  other 
interested  persons  with  technical  and  other  information  and  advice 
for  meeting  emergencies  connected  with  the  transportation  of  HM. 
The  additional  $120,000  is  required  to  sustain  the  increase  in 
telephonic  reports  expected  due  to  the  extended  reporting 
requirements  for  intrastate  carriers. 
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PROGRAM;   SANITARY  POOD  SAFETY 

ACTIVITY;  (in  thousands);  Implementation  and  Enforcement  of  Food 

Safety  Regulations 

FY  1993  FY  1994        FY  1995 

Enacted         Enacted       Request       Difference 

150  75  0  -75 

o  In  1990,  the  President  signed  the  Sanitary  Food  Transportation 
Act  (SFTA)  into  law. 

o  RSPA  proposes  to  abolish  the  progreuo.  Legislation  would  be 
required  to  do  this. 

o  SFTA  is  outside  RSPA's  core  mission.  RSPA  has  no  prior 
history  in  regulating  the  transportation  of  food. 

o  The  Department  of  Health  and  Human  Services  (HHS)  has  in  place 
the  necessary  regulatory  authority  and  operational  structure 
to  address  SFTA  mandates. 

o  In  1991,  RSPA  drafted  legislation  to  transfer  authority  for 
the  Act  to  HHS,  but  took  no  action  pending  discussions  with 
HHS.  In  1992,  the  Secretary  of  HHS  agreed  to  pursue  the 
concept  of  transferring  the  program  to  HHS,  but  expressed 
concern  regarding  resources  to  implement  it.  No  further 
action  in  this  regard  has  been  taken. 

o  Although  the  Vice-President  supported  SFTA,  his  Report  of  the 
National  Performance  Review  recommends  consolidating 
responsibility  for  food  safety  into  a  single  agency. 

o  Implementing  the  Act  would  duplicate  HHS's  expertise  in  this 
area.  It  would  also  be  costly  both  to  industry  and  to  the 
Federal  government.  The  Act  requires  record  keeping, 
cleaning,  marking  and  identification  of  vehicles,  insurance, 
and  a  regulatory  compliance  and  enforcement  program. 

o  A  regulatory  evaluation  was  conducted  by  the  Volpe  National 
Transportation  System  Center  in  Cambridge,  Massachusetts.  The 
evaluation  found  implementation  of  SFTA  would  be  cost 
beneficial  but  the  annual  regulatory  cost  to  both  the  highway 
and  rail  industry  is  estimated  to  range  from  $5.3  million  to 
$126.5  million. 
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PROGRJtftt  IMTBRHATIOKAL  STANDARDS 

ACTIVITY  (in  thousands):  Advocate  United  States  Position  on 

International  Standards 

FY  1993  FY  1994        FY  1995 

Enacted         Enacted       Request       Difference 

0  140  140  0 

PROBLEM  8TATEMEMT; 

The  formulation  and  advocacy  of  United  States  policies  with  respect 
to  international  HM  safety  standards  is  critical  to  public  safety 
and  United  States  business  interests.  Our  objective  is  to  promote 
a  worldwide  system  that  provides  consistency  between  modes  and 
regions  sufficient  to  guarantee  the  free  movement  of  HM. 
Consistency  improves  safety  and  compliance  with  the  United  States 
regulations;  reduces  the  need  for  enforcing  United  States  domestic 
regulations  on  import  shipments;  and  is  advantageous  to  the  United 
States  favorable  balance  of  trade  in  hazardous  chemicals  ($20 
billion  in  1992) . 

ACCOMPLISHMENTS ; 

International  regulations  require  continual  updating  to  respond  to 
changes  in  technology,  new  and  unique  HM,  and  concerns  for  safety. 
Each  year,  RSPA  represents  the  United  States  in  12  international 
meetings,  hosts  public  meetings  and  maintains  a  computer  bulletin 
board  to  keep  the  public  informed.  RSPA  staff  prepare  over  100 
official  United  States  position  papers.  RSPA  also  meets  with  other 
government  agencies  to  formulate  United  States  positions.  RSPA 
reaches  out  to  industry  and  public  interest  groups  by  participating 
in  four  conferences  each  year. 

RSPA  published  regulations  consistent  with  international 
performance-based  regulations,  giving  industry  greater  flexibility 
in  selecting  the  most  suitable  packaging  and  greater  possibilities 
for  packaging  innovation.  Well-defined  criteria  for  the  hazards 
regulated  were  also  included.  These  changes  will  further 
facilitate  the  United  States  foreign  trade  in  HM. 

Mexico  is  developing  detailed  regulations  on  the  transportation  of 
HM.  It  is  important  for  both  countries  that  these  regulations  are 
consistent  with  the  United  Nations  (U.N.)  and  the  United  States 
regulations.  A  number  of  discussions  between  the  United  States  and 
Mexican  officials  have  taken  place,  and  a  timetable  is  being 
developed  to  complete  Mexican  regulations.  Mexican  officials  are 
receptive  to  the  United  States  assistance,  but  lack  of  a  Spanish 
translation  of  our  HMR  creates  difficulties  in  making  satisfactory 
progress  in  this  work. 
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PLANKED  FOR  1995; 

RSPA  participates  in  five  international  organizations:  the  U.N. 
Economic  and  Social  Council  Committee  of  Experts  on  the  Transport 
of  Dangerous  Goods,  the  Working  Party  on  the  Transport  of  Dangerous 
Goods  of  the  U.  N.  Economic  Commission  for  Exirope,  the 
International  Civil  Aviation  Organization  Dangerous  Goods  Panel, 
the  International  Atomic  Energy  Agency,  and  the  International 
Maritime  Organization  Carriage  of  Dangerous  Goods  Sub-Committee. 

RSPA  will  continue  to  represent  the  interests  of  the  United  States 
before  bodies  formulating  international  regulations  and  support  the 
Mexican  Government's  development  of  regulations  which  are 
consistent  with  the  United  States  regulations.  We  will  continue  to 
use  funding  to  translate  portions  of  the  United  States  HMR  into 
Spanish;  translation  of  the  total  HMR  would  be  cost  prohibitive. 
A  Spanish  translation  of  the  United  States  HMR  would  also  prove 
useful  to  the  Spanish  speaking  population  in  the  United  States, 
located  predominately  in  Puerto  Rico  and  the  southern  part  of  the 
contiguous  United  States. 
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PROQRMl;  SHIPPER  AMP  CARRIER  REGISTRATION 

ACTIVITY  (in  thousands):   Registration  System 

FY  1993  FY  1994        FY  1995 

Enacted         Enacted       Recmest       Difference 

1,232  1,000  1,050  +50 

NOTE:  These  appropriated  funds  will  be  offset  by  collections 
received  from  shippers/carriers  who  register  annually. 

PROBLEM  STATEMENT; 

The  HMTA  requires  the  Secretary  of  Transportation  to  register 
certain  shippers  and  carriers  of  HM  and  to  required  to  collect  an 
annual  fee  of  not  less  than  $250  nor  more  than  $5,000  from  the 
shippers  and  carriers  to  support  an  emergency  response  program. 
Funds  are  also  collected,  and  must  be  appropriated,  to  administer 
the  registration  program. 

ACCOMPLISHMENTS ; 

The  Final  Rule  was  published  July  1992.  Although  RSPA  administers 
the  program,  processing  thousands  of  registration  statements 
requires  the  resources  and  coordinated  efforts  of  seven  major  work 
units:  RSPA;  HMS;  a  Data  Manager  contracted  by  RSPA  to  process  the 
registration  statements,  issue  certificates  of  registration,  and 
maintain  and  manage  the  registration  data  file;  an  on-site 
contractor  to  provide  programming  support,  data  analysis,  and 
public  infomnation;  the  United  States  Treasury;  and  two  banks 
selected  by  Treasury  to  collect  the  fees  and  provide  other  banking 
services.  RSPA  worked  with  the  Treasury  to  design  a  registration 
and  fee  collection  system  to  expedite  deposits  of  money  into  the 
Treasury,  capture  required  data,  ensure  financial  accountability, 
and  promptly  issue  Certificates  of  Registration.  RSPA  implemented 
an  extensive  outreach  program  to  inform  industry  of  the 
requirements  of  the  program.  In  FY  1994,  RSPA  will  continue  to 
refine  the  administration  of  the  program  based  on  experience  gained 
in  FY  1993. 

PLANNED  FOR  FY  1995; 

Congress  required  RSPA  to  charge  shippers,  carriers,  and  other 
persons  subject  to  registration  for  the  cost  of  administering  the 
registration  program  and  for  processing  the  registration 
statements.  Unlike  the  funding  mechanism  for  the  grant  program, 
the  administrative  costs  of  the  registration  program  require  an 
annual  appropriation.  These  funds  must  be  available  prior  to  each 
registration  year  to  enable  RSPA  to  enter  into  contracts  to  process 
the  registration  statements.  FY  1995  will  be  the  third  full  year 
of  operation.  We  will  require  an  FY  1995  appropriation  of  $1,050 
to  continue  to  contract  for  the  collection  and  processing  of  data 
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and  fees  required  by  the  HMTA,  for  administrative  costs  to  maintain 
a  record  keeping  system,  to  provide  accountability  for  the 
information  and  funds,  to  provide  Federal,  State  and  local 
governmental  agencies  and  industiry  and  public  representatives  with 
data  collected  by  the  program,  and  to  issue  Certificates  of 
Registration.  An  equal  amount  of  money  will  be  returned  to  the 
United  States  Treasxiry  upon  receipt  of  the  fees  within  the  same 
year.  RSPA  will  also  continue  an  aggressive  industry  outreach 
program . 
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RESEARCH  AMP  DEVELOPMEMT 
MIB8IOM  t    OVERVIEW 


The  Hazardous  Materials  Technology  Program  is  mandated  by  the 
Transportation  Safety  Act  of  1974  and  other  legislation.  This 
program  provides  the  technical  and  analytical  foundation  necessary 
to  support  the  DOT'S  regulatory  enforcement  and  emergency  response 
activities  in  the  area  of  HM  transportation  safety. 

(in  thousands  of  dollars) 


R&D  Program 
Totals: 
Breakdown: 

Information 
Systems 

Research  & 
Analysis 

Regulation 
Compliance 


FY  1993 
Enacted 

1,334 


300 


684 


300 


FY  1994 
Enacted 

1,364 


300 


714 


350 


FY  1995 
Recmest 

1,400 


300 


714 


386 


Difference 
+36 


+36 


Emergency 

Preparedness 


50 


0* 


*    Funded  by  the  Training  Curriculum  section  of  the  Emergency 
Preparedness  Grants  appropriation 
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PROGRAM;   RESEARCH  AKD  DEVELOPMEWT 

ACTIVITY  (in  thousands):   Information  Systems 

FY  1993  FY  1994        FY  1995 

Enacted         Enacted       Request       Difference 

300  300  300  0 

PROBLEM  STATEMEMT; 

New  legislative  requirements  of  HMTA  and  evolving  programmatic 
goals  require  studies  and  software  to  facilitate  the  analysis  and 
use  of  collected  information. 

ACCOMPLISHMENTS  t 

Graphic  and  geographic  representations  of  incident  data  have  been 
developed.  File  structures  and  data  coding  schema  have  been 
revised  to  conform  the  database  with  regulatory  changes.  Access  to 
the  HMIS  has  been  provided  to  53  State  and  local  government 
agencies  and  to  more  than  50  Federal  offices.  Incident  data  have 
been  used  at  the  State  level  to  support  legislative  and  regulatory 
actions,  prioritize  enforcement  efforts,  allocate  emergency 
response  training  resources,  conduct  research  studies,  and  assist 
in  planning  and  implementing  HM  programs.  RSPA  uses  the  HMIS  to 
develop  information  to  plan  inspections.  The  enforcement  program 
has  an  internal  tracking  system  in  the  HMIS  which  contains  many 
types  of  data  on  enforcement  activities. 

In  addition,  a  multimodal  group  under  the  leadership  of  HMS  has 
been  established  to  coordinate  intermodal  HM  enforcement  efforts. 
This  group  developed  a  shared  intermodal  database  of  inspection  and 
enforcement  data  relating  to  shippers  of  HM.  In  late  FY  1992,  RSPA 
began  receiving  data  on  shippers  and  carriers  subject  to 
registration.  In  FY  1992  and  FY  1993,  those  data  were  integrated 
into  the  HMIS  and  were  available  for  HM  transportation  studies. 

PLANNED  FOR  FY  1995; 

RSPA  utilizes  two  sources  for  developing  means  to  use  HMIS  data: 

o    A  contract  that  provides  system  development  services.  The 
contractor  provides  software  that  enables  RSPA  to  access 
and  efficiently  use  HMIS  data  and  prepare  specialized 
presentations  of  HMIS  data;  and 

o    VNTSC,  which  provides  research  and  development  services 
related  to  data  collection. 

A  total  of  $300,000  is  requested  for  system  development  and 
analytical  services,  to: 
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o  Continue  to  refine  the  intermodal  database.  This  will  enhance 
RSPA's  ability  to  implement  a  risk-based  approach  to  planning 
inspection  activities  and  to  obtain  more  information  on 
previous  shipper  violations  to  consider  when  penalties  are 
recommended . 

o  Continue  to  integrate  registration  data  into  the  HMIS,  improve 
the  linking  of  various  data  files  and  improve  methods  of 
relating  these  files  with  data  systems  maintained  by  other  DOT 
elements  and  outside  sources. 

o  Continue  to  develop  user-access  assistance  programs  for  the 
HHIS  and  registration  data. 

Registration  information  will  provide  the  capability  to  correlate 
HM  activity  to  geographic  locations  and  to  interrelate  RSPA  data 
with  other  Federal,  State,  and  local  government  information  systems 
for  emergency  preparedness  and  enforcement  purposes. 
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PROGRAM;   RESEARCH  AND  DEVELOPMEMT 

ACTIVITY  (in  thousands) :   Research  and  Analysis 

FY  1993  FY  1994         FY  1995 

Enacted         Enacted        Request       Difference 

684  714  714  0 

PROBLEM  8TATEMEMT  HO.  ll 

Research  on  HM  safety  problems,  packaging  and  operational  controls 
is  critical  to  support  regulatory  development  and  analysis, 
international  standards-setting  activities,  and  the  evaluation  of 
exemptions.  The  knowledge  gained  is  essential  to  develop  safety 
standards  that  minimize  the  risk  of  HM  transportation  and  the 
burden  on  industry,  allow  maximum  operational  flexibility,  and 
enhance  international  competitiveness. 

ACCOMPLISHMENTS : 

The  research  and  analysis  program  has  produced: 

o  "Hazardous  Materials  Shipment  Information  For  Emergency 
Response."  This  recently  completed  study  focused  on  the 
feasibility  and  necessity  of  establishing  and  operating  a 
central  reporting  system  to  enhance  nation-wide  emergency 
response  capabilities.  The  research  effort  was  required  by 
The  Hazardous  Materials  Transportation  Uniform  Safety  Act 
(HMTUSA)  and  was  conducted  under  the  auspices  of  the  National 
Academy  of  Sciences. 

o  "Analysis  of  Hazardous  Materials  Cargo  Tanks."  The  focus  of 
this  research  is  on  the  nature  of  and  variation  in  cargo  tank 
truck  accident  rates  as  a  function  of  various  highway 
characteristics  (e.g.,  number  of  lanes,  divided/undivided 
highways)  and  carrier  type.  The  analysis  was  conducted  by  the 
Center  for  National  Truck  Statistics,  University  of  Michigan 
Transportation  Research  Institute. 

o  "Support  For  the  United  States  Department  of  Transportation 
Response  in  the  New  York  City  Radioactive  Materials  Routing 
Case."  This  study:  (1)  evaluated  the  highway  routing  risk 
analysis  provided  by  the  City  of  New  York  in  support  of  its 
ordinance  banning  the  shipment  of  certain  radioactive 
materials  through  its  jurisdiction;  2)  provided  an  independent 
routing  risk  analysis  of  three  alternative  highway  routes;  and 
3)  examined  whether  the  New  York  City  ordinance  poses  an 
unreasonable  burden  on  commerce. 

o  "A  Comparison  of  Transportation  Hazardous  Materials  Release 
Incident  Reports  Submitted  to  DOT/RSPA's  HMIS  With  Incident 
Reports  Submitted  to  the  States  of  New  Jersey,  New  York  and 
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California."  This  study  evaluated  the  extent  to  which 
incidents  should  have  been  reported  to  RSPA,  but  were  not,  and 
the  potential  increase  in  the  number  of  reports  that  would 
occur  from  extending  the  hazardous  materials  reporting 
requirements  to  intrastate  carriers  of  hazardous  materials. 

o  "Development  of  Test  Methods  to  Determine  the  Compatibility  of 
Liquid  Hazardous  Materials  with  Polyethylene  Packagings . "  The 
analysis  was  conducted  by  the  National  Institute  of  Standards 
and  Technology,  United  States  Department  of  Commerce. 

o  "Thermally  Unstable  and  Self-reactive  Materials."  The 
analysis  was  conducted  by  the  Bureau  of  Mines,  United  States 
Department  of  the  Interior. 

PLANNED  FOR  FY  199S; 

A  coordinated  research,  development,  and  data  integration  effort  is 
required  to  fulfill  the  potential  of  ongoing  projects,  including: 

o  identification  of  significant  HM  shippers  by  highway  and  by 
rail; 

o  scope  and  nature  of  the  safety  problem  represented  by  low 
volume/ infrequent  shippers  of  HM; 

o  feasibility  and  use  of  bulk  package  tracking  systems  to 
monitor  HM  container  integrity  and  the  scope  and  nature  of  the 
shippers  involved  in  this  activity; 

o  technology-based  options  for  tracking,  identifying,  and 
monitoring  HM  shipments; 

o  costs  and  effectiveness  of  the  c\irrent  HM  communication 
requirements,  and  technology  options;  and 

o  validation  and  development  work  on  methodologies  for  analyzing 
HM  transportation  patterns. 

Anticipated  benefits  include  HMS'  ability  to:  maintain 
surveillance  over  the  complexities  of  the  HM  transportation  system 
to  detect  emerging  issues  for  informed  legislative  and  regulatory 
attention;  enhance  HM  transportation  safety  in  an  efficient  and 
cost  effective  manner;  and  enhance  the  ability  of  State  and  local 
governments  to  deal  with  HM  transportation  issues  in  partnership 
with  the  Federal  government. 

Funding  of  $289,000,  the  same  amount  as  FY  1994,  is  requested  to 
support  ongoing  and  research  projects.  HMS  will  continue  to  study 
the  safety  benefits  of  intermodal  tracking  technologies  and  will 
examine  computerized  risk  assessment  and  management  techniques  to 
streamline  its  own  regulatory  development  and  analytical  process. 
HMS  will  complete  a  technical  guide  for  State  and  local  governments 
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on  whether  and  how  to  conduct  commodity  flow  analyses.  HMS  will 
also  analyze  the  information  to  be  derived  from  the  registration 
progreun  and  effectively  integrate  these  data  with  the  HHIS  and 
FHWA's  Office  of  Highway  Safety's  policy  and  planning  process.  HMS 
will  begin  evaluating  the  HM  information  collected  through  the  1993 
Commodity  Flow  Survey  and  Truck  Inventory  and  Use  Survey.  Studies 
to  identify  significant  shipper  volumes,  highway  and  rail  accident 
rates,  and  methods  for  analyzing  hazardous  materials  transportation 
patterns  will  be  completed. 

PROBLEM  STATEMENT  MO.  2; 

The  HMR  affect  most  technology-based  industries.  Through  the 
development  of  new  products  and  more  competitive  operations,  these 
industries  create  new  HM,  new  ways  to  package  and  transport  HM,  and 
technologies  to  inspect  and  test  current  transportation  equipment. 
Implementing  these  concepts  often  requires  rulemakings  or  approvals 
or  exemptions,  which  in  turn  are  dependent  on  technical  knowledge 
and  analysis  for  their  development.  A  continuing  reevaluation  of 
the  HMR  is  required  to  keep  pace  with  new  developments. 

ACCOMPLISHMENTS : 

Based  on  technical  research,  RSPA  adopted  new  requirements  for 
cargo  tanks  used  to  transport  HM  (HM-183)  and  performance-oriented 
packaging  (HM-181) .  HM-183  is  the  first  comprehensive  revision  of 
cargo  tank  regulations  in  over  20  years  and  is  a  significant  safety 
initiative.  HM-181  makes  major  changes  to  HM  classification, 
hazard  communication,  packaging,  and  handling  requirements.  It 
contains  many  safety  improvements,  simplifies  the  regulations,  and 
brings  the  United  States  regulations  into  harmony  with 
international  regulations.  Research  has  also  provided  the 
information  necessary  to  develop  and  support  the  United  States 
positions  before  international  standards  setting  organizations  such 
as  the  United  Nations,  and  the  International  Atomic  Energy  Agency. 
It  has  been  used  to  support  the  U.N.  classification  of  poisonous 
materials,  organic  peroxides,  and  explosives. 

In  FY  1993,  RSPA  has  performed  immediate  evaluations  and  analyses 
of  operational  controls,  classification  criteria,  and  packaging  and 
performance  standards.  RSPA  initiated  the  development  of  a  test 
method  to  determine  self-accelerated  decomposition  temperatures  for 
thermally  unstable  materials  based  on  Accelerating  Rate 
Calorimetry.  In  addition,  a  multi-year  project  at  the  Sandia 
National  Laboratory  on  the  development  of  specific  accident 
survival  performance  criteria  for  the  packaging  of  bulk  quantities 
.of  highly  toxic  HM  and  an  evaluation  of  the  integrity  of  certain 
DOT  specification  packaging  for  radioactive  materials  will  be 
completed. 

PLANNED  FOR  FY  1995; 

HMS   contracts   for   studies   that   use   accident   experience, 
information,  science,  and  engineering  to  identify  specific  safety 
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problems  and  to  develop  countermeasures  and  regulatory 
requirements.  This  diverse  technical  progrzun  is  divided  into  three 
broad  areas:  packaging  technology,  hazard  classification,  emd 
operational  controls. 

HMS  is  requesting  $425,000  to  perform  evaluations  and  analyses  of 
operational  controls,  classification  criteria,  and  packaging  and 
performance  standards.  In  addition  to  continuing  ongoing  projects, 
several  new  projects  will  be  initiated  in  FY  1995. 

Molibdium-99  shipments  account  for  over  75%  of  all  radiation 
exposure  received  due  to  transport  of  radioactive  materials. 
Current  practice  for  these  shipments  is  to  use  lead  shielding 
material.  If  depleted  uranium  were  used  instead  of  lead  for  the 
shielding,  exposures  could  possibly  be  significantly  reduced.  The 
purpose  of  this  project  would  be  to  determine  the  eunount  of 
reduction  in  exposure  and  the  impact  it  would  have  on  the  industry. 

Shippers  are  continually  seeking  stronger  and  lighter  weight 
packaging  for  improved  efficiency  and  productivity  in  the 
transportation  of  gases  and  pressurized  liquids.  High  strength 
metals  and  composite  material  make  such  efficiency  and  productivity 
improvements  possible,  but  these  materials  have  failure  modes  not 
fully  addressed  by  current  acceptance  and  requalif ication 
regulations.  One  project  will  address  a  lifetime  assessment  for 
composite  cylinders.  The  presently  used  composite  fiberglass 
wrapped-metal  cylinders  made  under  DOT  exemptions  are  limited  to  a 
15  year  lifetime  due  to  the  possibility  of  failure  by  static- 
fatigue/creep  rupture.  At  the  present  time,  there  is  no 
established  procedure  used  to  determine  the  safe  lifetime  for 
cylinders  produced  under  DOT  exemptions.  The  objectives  of  this 
project  will  be  to:  measure  or  obtain  the  required  properties  of 
the  filament  materials  expected  to  be  used  in  DOT  cylinders;  and 
develop  an  acceptable  analysis  procedure  to  reliably  predict  the 
lifetime  of  composite  cylinders. 

Another  project  will  address  retest  methods  for  composite 
cylinders.  The  present  method  (hydrostatic  testing  and  visual 
examination)  for  retesting  composites  may  not  be  adequate  to 
determine  if  a  composite  cylinder  has  undergone  degradation  during 
service  that  will  result  in  a  loss  of  structural  integrity.  The 
present  retest  procedure  may  not  find  defects  that  can  occur  in  the 
composite  and  may  not  determine  if  the  strength  of  the  filament  or 
resin  has  decreased  in  service.  This  project  will  develop  suitable 
nondestructive  testing  procedures  to  be  used  at  the  time  of 
cylinder  retest  to  properly  assess  the  structural  integrity  of  the 
cylinder.  ^ 

In  the  area  of  classification,  we  plan  to  continue  our  work  to 
revise  the  test  methods  and  packing  group  criteria  for  oxidizers  in 
support  of  the  United  States  position  at  meetings  of  the  United 
Nations  Group  of  Experts  on  the  Transport  of  Dangerous  Goods.  In 
the  area  of  operational  controls,  we  plan  to  continue  to  evaluate 
the  current  transportation  index  system  for  radioactive  materials 
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and  consider  improvements  to  provide  greater  information  to 
emergency  responders.  The  current  system  is  used  worldwide  to 
facilitate  the  control  of  radiation  exposure  to  transportation 
workers  and  criticality  for  multiple  packaging.  Emergency 
responders  need  additional  information  to  indicate  the  level  of 
exposure  risk  they  face.  In  most  cases,  the  perceived  risk  is 
substantially  greater  than  the  actual  risk,  which  delays  medical 
help  for  injured  persons  and  resumption  of  normal  transportation 
operations. 
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PROGRAM:   RESEARCH  AHP  DEVELOPMgNT 

ACTIVITY  (in  thousands) :  Regulation  Compliance  (Testing) 

FY  1993         FY  1994        FY  1995 

Enacted        Enacted       Request        Difference 

300  350  386  +36 

PROBLEM  STATEMENT; 

Packagings  are  critical  to  the  safe  transportation  of  HM.  HMS 
needs  to  determine  the  extent  of  manufacturer  compliance  with  the 
HMR  to  protect  the  public  and  the  environment  from  unintentional 
release  of  HM. 

ACCOMPLISHMEMTS ; 

RSPA  has  contracted  with  a  private  entity  which  purchases 
packagings  and  tests  them  based  on  procedures  developed  for  RSPA. 
The  contractor  has  provided  RSPA  with  preliminary  reports  on 
failures  of  steel  drums  and  both  low  and  high  pressure  cylinders. 
This  information,  furnished  prior  to  the  official  test  reports,  has 
enabled  the  enforcement  program  to  plan  its  strategy  for  dealing 
with  noncompliance.  The  contractor  also  identified  a  manufacturer 
of  drums  of  which  RSPA  was  previously  unaware. 

PLANNED  FOR  FY  199S; 

Packagings  can  now  be  manufactured  in  any  number  of  ways,  as  long 
as  they  can  meet  the  performance  testing  requirements.  Testing  is, 
therefore,  a  much  more  crucial  part  of  the  enforcement  program.  In 
fact,  the  amount  of  testing  will  increase  dramatically  from  the 
present  level,  since  testing  may  be  the  only  means  of  gathering 
evidence  to  support  civil  penalty  enforcement  actions.  RSPA's  HM 
enforcement  program  is  focused  principally  on  packaging:  how  it  is 
made,  how  it  is  tested,  how  it  is  used,  and  how  it  is  requalified. 
Testing  performed  by  contractors  assists  HMS  in  identifying 
manufacturers  who  are  not  in  compliance  so  that  appropriate 
enforcement  action  can  be  taken  to  gain  compliance. 
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RESEARCH.  TECHNOLOGY  AND  AMALYSIS  PROGRAM 
FY  1995  BnPGET  RBOnEST 


MISSION 


RSPA's  Research,  Technology  and  Analysis  (RT&A)  progreun  pursues  a 
crosscutting  systems  approach  to  transportation  issues.  This 
approach  provides  the  Secretary  with  a  critical  counterbalance  to 
the  nodal  perspective  prevalent  in  the  combined  multimillion  dollar 
research,  information  and  emergency  preparedness  programs  of  DOT'S 
operating  administrations.  RT&A  program  efforts  are  focused  in  the 
following  five  distinct  areas: 

Aviation  Information  Management  -  Provides  consistent  and 
comprehensive  financial  and  statistical  economic  data  on  individual 
air  carrier  operations  and  the  air  transportation  industry. 
Approves  and  disapproves  tariff  applications  by  international  air 
carriers. 

Emergency  Transportation  -  Serves  as  DOT'S  manager  for  the 
Departmental  civil  emergency  preparedness  programs  which  direct  the 
transportation  response  to  national  and  regional  emergencies 
arising  from  natural  and  technological  disasters,  economic 
disruptions  and  national  security  crises. 

Research  and  Technology  -  Provides  extensive  technical  support  for 
the  Administrator  in  his/her  dual  capacity  as  Chairman  of  DOT'S  R&D 
Coordinating  Council  and  Chief  Science  Advisor  to  the  Secretary.  On 
behalf  of  the  Secretary,  operates  a  system  which  ensures 
Department-wide  coordination  of  R&D,  university  research, 
technology  transfer,  and  radionavigation  and  telecommunication 
systems . 

The  RT&A  program  also  encompasses  two  special  facilities,  VNTSC  and 
TSI,  which  impact  all  three  areas  of  the  RT&A  program,  but  receive 
no  direct  appropriations. 

The  John  A.  Volpe  National  Transportation  Systems  Center  (VNTSC)  in 
Cambridge,  Massachusetts  is  a  national  center  of  transportation  and 
logistics  expertise.  In  support  of  Departmental  policy  objectives 
it  anticipates  future  national,  state,  local,  and  international 
transportation  and  logistics  issues  and  requirements,  and  responds 
to  current  needs  and  priorities. 

The  Transportation  Safety  Institute  (TSI)  in  Oklahoma  City, 
Oklahoma,  is  a  national  center  of  educational  and  technical 
assistance  in  transportation  safety  and  security.  It  is  DOT'S  only 
intermodal  training  institute  with  responsibility  for  all 
categories  of  users:  federal,  state,  and  local  governments, 
private  sector  organizations  and  international  agencies. 


RSPA  FY  199S  BODGET  SUBMISSION  49 


976 

TRANSPORTATION  SAFETY  INSTITUTE 
REQUEST  FOR  REIMBURSABLE  AUTHORITY 

The  Transportation  Safety  Institute  was  formed  in  1971  to  provide 
centralized  safety  and  security  training  and  technical  assistance 
for  all  modes.  It  was  established  under  the  Assistant  Secretary 
for  Safety  and  Consumer  Affairs  with  executive  direction  of  the 
Institute  assigned  to  the  Federal  Aviation  Administration  (FAA) 
which  administered  the  employment  ceiling  spaces  used  by  the 
Institute  as  allocated  to  the  FAA.  The  FAA's  Mike  Monroney 
Aeronautical  Center  also  provided  budgeting,  accounting  and 
payroll,  personnel  logistics,  and  other  required  support  on  a 
reimbursable  basis. 

In  1976,  executive  direction  of  the  Institute  was  transferred  from 
the  Office  of  the  Secretary  to  the  Research  and  Special  Programs 
Administration.  The  FAA  Aeronautical  Center  continued  to  provide 
reimbursable  services  on  an  overhead  cost  recovery  basis.  In  1986, 
the  FAA  Aeronautical  Center  evaluated  the  cost  to  support  TSI  and 
concluded  they  were  not  fully  recovering  costs  with  the  flat 
overhead  rates.  Costs  for  some  services  were  accrued  and  billed  to 
reimbursable  programs  as  a  direct  expense.  The  costs  were 
monitored  and  adjusted  as  direct  charges  for  additional  expenses  in 
1988  and  1990. 

Effective  October  1,  1993,  the  budget  function  was  moved  to  the 
Research  and  Special  Programs  Administration,  but  the  agencies 
agreed  to  delay  the  move  of  positions  until  FY  1995  to  facilitate 
the  budget  move.  The  FY  1995  budget  request  includes  authority  for 
those  reimbursable  positions  which  have  previously  been  included  in 
FAA's  employment  ceiling  request.  Since  the  RSPA  is  providing  for 
budget  activities  of  TSI,  it  is  more  efficient  for  those  positions 
to  be  reported  and  managed  through  RSPA. 

The  FY  1995  spending  authority  reflects  TSI's  anticipated 
reimbursable  program  activity  for  that  year.  As  of  Oct.  1,  1993, 
the  FAA  moved  their  Aviation  Security  training  program  and  a 
reimbursable  anti-terrorism  training  program  funded  by  the 
Department  of  State  from  TSI  and  located  it  at  the  FAA  Academy  in 
Oklahoma  City.  The  reduced  spending  levels  for  FY  1994  reflect 
that  reduction.  The  FY  1995  budget  request  reflects  TSI's  planned 
program  levels  as  a  result  of  new  training  programs  and  technical 
assistance  activities  and  anticipated  modest  increases  in  programs 
currently  at  the  Institute. 
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RESEARCH  AMD  SPECIAL  PROGRAMS  ADMIHISTRATIOM 

Smmnary  of  RequiraaantB  -  Budgat  Authority 

RESEARCH  AHD  SPECIAL  PROGRAMS 
Element:   Aviation  Information  Management 


Full  Time  Permanent  (FTP)  Positions 
Full  Time  Equivalent  (FTE)  Workyears 

($000) 
Personnel  Compensation 
and  Benefits  (PC&B) 

Operating  Expenses 

Total  Contract  Programs 
Breeikdown  of  progreuns: 

Research/ Systems  Analysis 

Enforcement 

Data  Services  Consultation 

Information  Processing 


Additional  funds  allocated  from  the 
Program  Support  activity  for 
communications,  utilities,  WCF 
and  misc.  costs:  329        343 

2,850       2,797 
Electronic  Tariffs*  1,000      1,000 


*  Electronic  Tariffs  $1  million  contract  program  is  fully 
funded  by  a  credit  in  the  appropriation  language,  which  is 
treated  as  an  offsetting  collection. 


FY  1994 

FY  1995 

Enacted 

Request 

35 

29 

33 

27 

2,150 

2,079 

82 

86 

289 

289 

18 

18 

30 

30 

24 

24 

217 

217 

2,521 

2,454 
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AVIATION  INFORMATION  MAMAGEMEKT 
FY  1995  BUDGET  REQUEST 


MISSION 

Aviation  Information  Management  comprises  two  major  progreuns: 
Airline  Statistics  and  Airline  Tariffs. 

The  Airline  Statistics  (AS)  program^ s  mission  is  to  provide  the 
U.S.  government  with  uniform  and  comprehensive  financial  and 
market/traffic  statistical  economic  data  on  individual  air  carrier 
(airline)  operations  and  the  air  transportation  industry.  This 
currently  encompasses  over  200  U.S.  airlines  and  about  200  foreign 
(non-U. S.)  airlines.  The  AS  program  also  provides  computer-based 
special  data  project  support  services  to  DOT  users. 

DOT  uses  the  airline  economic  data  and  special  computer  project 
services  to  support  policy  initiatives,  to  accomplish  safety  and 
international  air  travel  responsibilities,  and  to  meet 
international  treaty  obligations.  The  airline  data  are  a 
significant  component  in  DOT'S  intermodal  data  banks  because  most 
interstate  and  international  commercial  passengers  travel  by  air. 
Other  U.S.  government  agencies  use  DOT'S  airline  economic  data. 
For  example.  Environmental  Protection  Agency  uses  the  data  for 
environmental  impact  studies.  Department  of  Commerce  uses  the  data 
to  facilitate  international  commerce  and  tourism.  Department  of 
Labor  uses  it  to  compute  productivity  and  consvimer  price  indexes, 
U.S.  Air  Force  utilizes  the  data  to  conduct  its  military  charter 
programs,  and  Department  of  Justice  uses  the  data  to  manage  its 
customs  operations  and  to  make  anti-trust  decisions. 

The  U.S.  Aerospace  Industry,  one  of  the  few  U.S.  Industries  with  a 
positive  trade  balance  uses  the  AS  data  to  develop  and  market  new 
aircraft.  State  and  local  governments  use  the  data  for 
environmental  impact  studies  and  to  market  new  air  services  and 
facilities.  Airlines,  financial  institutions  and  academia  also 
depend  on  the  AS  data  to  underpin  various  aviation  related 
projects. 

The  amended  Federal  Aviation  Act  of  1958  (FAAct)  and  DOT 
legislation  provide  perpetual  authority  for  the  AS  program  to 
require  airlines  to  comply  with  its  accounting,  reporting,  and 
record  retention  requirements.  The  FAAct  allows  civil  penalties  to 
be  assessed  for  failure  to  comply. 

The  AS  program  resources  are  located  at  DOT  headquarters  in 
Washington,  D.C.  with  a  field  office  in  Anchorage,  Alaska.  In  FY 
1995  the  Alaska  Field  Office  will  perform  the  data  administration 
work  (receiving  reports,  editing,  etc.)  for  the  small  Alaska 
carriers  (approximately  40)  filing  the  Form  298-C  report  . 
This  local  interface  with  these  carriers  will  provide  more  reliable 
and  timely  data  for  the  Department's  essential  air  service  and 
intra-Alaskan  mail  rates. 
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The  Airline  Tariffs  fATl  program^ s  mission  is  to  administer  the 
Department's  progreun  of  air  carrier  tariff  filings.  Tariffs  are 
filed  in  accordance  with  the  Federal  Aviation  Act  of  1958,  as 
amended,  and  14  CFR  Part  221  of  the  Department's  regulations.  U.S. 
and  foreign  air  carriers  must  file  the  tariffs  setting  passenger 
fares,  cargo  rates,  additional  charges,  and  the  rules  related  to 
the  application  of  the  fares  and  rates,  where  the  tariffs  are 
applicable  to  international  air  transportation. 

POSITIONS 

New:   0 

Six  positions  are  eliminated  under  the  AT  program  in  FY  1995. 

In  Fiscal  Year  1993,  RSPA  conducted  a  zero-based  examination  of  the 
AT  program's  mission  and  functions.  A  concurrent  evaluation  of  the 
program's  effectiveness  and  efficiency  was  performed  in  conjunction 
with  the  Vice  President's  National  Performance  Review.  The  two 
analyses  reached  virtually  identical  conclusions.  From  these,  RSPA 
developed  and  coordinated  several  management  proposals  which,  when 
implemented,  will  yield  significant  productivity  improvements.  The 
resource  impacts  of  these  proposals  are  reflected  in  the  budget 
estimates  for  Fiscal  Years  1995  and  1996. 
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PROGRAM;   AIRLINE  STATISTICS 


ACTIVITY  (in  tbousands) :   Research  and  Systems  Analysis 


FY  1993 
Enacted 

18 


FY  1994 
Enacted 

18 


FY  1995 
Request 

18 


Difference 
0 


PROBLEM  BTATEMEKT; 

A  critical  objective  of  the  Research  and  Systems  Analysis  activity 
is  to  understand  and  reconcile  the  airlines,  especially  new 
airlines,  their  responsibilities  and  obligations  with  respect  to 
airline  data  accounting,  reporting  and  record  retention 
requirements.  AS  conducts  an  on-going  educational  process  with  the 
industry  through  one-on-one  meetings,  regional  meetings, 
instructional  pamphlets,  directives  and  letters  to  better 
understand  the  prevailing  dynamic  industry  changes. 

The  challenge  for  activity  is:  to  assist  the  DOT  in  determining 
what  data  the  DOT  needs  to  fulfill  its  air  transportation  program 
and  advocacy  roles;  to  decide  whether  to  obtain  the  data  from 
existing  sources,  if  any,  or  whether  to  burden  air  carriers  with 
additional  data  submissions;  and  to  develop  and  maintain 
appropriate  systems  based  upon  these  decisions. 

The  AS  Research  and  Systems  Analysis  Activity  reviews,  evaluates 
and  analyzes  the  air  transportation  industry's  operations, 
practices,  and  procedures  in  order  to  align  DOT  information 
regulations  with  the  industry's  regular  and  ongoing  business 
activities.  The  objective  is  to  minimize  government  intrusion  on 
business  and  eliminate  unnecessary  reporting  burdens. 

Although  the  total  industry  reporting  burden  has  increased  with  the 
increase  in  number  of  carriers,  the  average  reporting  burden  per 
carrier  has  remained  constant,  because  of  innovative  AS  reporting 
practices  and  accounting  directives  (see  Table  A  and  B)  . 


Table  A 

AS  Program  Burdens 

FY1991 

FY1992 

FY1993 

FY1994 
Est. 

Fn995 
Est. 

Industry  Burden  Hours 
Number  of  Air  Carriers 
Burden  Hrs/Air  Carrier 

76000 
407 
187 

86000 
425 
202 

90300 
430 
210 

94700 
450 
210 

99800 
475 
210 

AS  analyzes  the  airlines'  existing  accounting  and  reporting  systems 
and  explores  alternative,  less  burdensome  systems  which  will 
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26 

26 

120 

135 

160 

10 

12 

12 

12 

12 

22 

25 

33 

26 

30 

50 

31 

50 

65 

65 

13 

8 

10 

12 

12 

219 

95 

120 

145 

150 

121 

162 

160 

198 

200 
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provide  the  needed  data.  Typical  products  of  this  work  include  new 
accounting,  reporting,  or  record  retention  regulations,  or 
revisions  of  existing  rules. 

ACCOMPI.I8HMEMT8 1 

In  FY  1994,  the  number  (as  shown  in  Table  B)  of  instructional 
materials,  access  reguests,  and  recjuests  for  confidential  treatment 
of  submitted  reports  substantially  increased.  Because  foreign 
carriers  do  not  file  financial  data,  U.S.  carriers  are  filing  more 
requests  for  confidentiality  treatment  to  preclude  any  competitive 
disadvantage  in  the  international  community. 

Table  B 


System  Administration     FY91     FY92     FY93     FY94   FY95 

Est.    Est. 

Airline  Instructions 

Industry  Directives 

Waivers 

Due  Date  Extensions 

Special  Reports 

Misc.  Del-Auth.  Action 

Confidentiality  Req. 

Access  Restricted  Data     190      102      200      200    250 

Total  651      461      705      793     879 

The  increase  in  instructional  letters  coincides  with  the  AS 
programs 's  increased  enforcement  efforts  in  FY  1994.  Carriers  must 
file  timely  and  accxirate  data  or  face  a  civil  penalty.  Restricted 
data  access  requests  increased  because  AS  provided  data  to  support 
for  high  priority  DOT  progreuns  (magnetic-levitation  and  high  speed 
rail  ground  transportation  studies  and  FAA  tilt  rotor  research 
program)  ,  airline  industry  marketing  and  academia  research  studies. 
A  rulemaking  in  FY  1994  will  have  incorporate  the  small 
certificated  and  commuter  carriers  into  the  T-lOO  Reporting  System. 
This  change  will  provide  the  DOT  with  more  accurate  data  and  with 
one  data  system  (T-lOO)  that  will  cover  all  traffic  reporting. 

A  notice  of  proposed  rulemaking  (NPRM)  to  add  three  data  items  to 
the  On-time  Flight  Performance  Reporting  System  will  have  been 
finalized  in  FY  1994.  The  additional  data  will  enable  the  FAA  to 
model  programs  to  reduce  air  traffic  delays  which  are  costing  the 
airline  and  consumer  an  estimated  $8.5  billion  annually. 

A  NPRM  will  have  been  issued  in  FY  1994,  to  make  the  reporting  of 
financial  data  in  ADP  format  mandatory.  This  initiative  supports 
the  AS  program  to  eliminate  paper  reporting  which  is  labor 
intensive. 
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In  FY  1994,  AS  will  have  issued  a  notice  proposing  to  modify  and 
modernize  the  Passenger  O&D  Data  Base.  This  data  base  is  critical 
to  the  Department's  programs  and  must  be  modernized  to  keep  pace 
with  changes  taking  place  in  the  Airline  Industry,  such  as  code 
sharing  and  cooperative  agreements  (Northwest's  and  KLM's  on  major 
routes) . 

The  AS  prograun  used  6  of  its  23  positions  in  research  and  systems 
analysis  activities  in  FY  1994.  Three  are  required  for 
communicating  with  air  carriers  on  their  information  obligations, 
essential  air  servicing  intra-Alaska  mail  rules,  and  for  handling 
waivers,  extensions,  other  exceptions  work  (see  Table  B) .  Three 
positions  were  used  for  conducting  system  reviews,  rulemaking 
activities,  and  other  regulatory  functions. 

PLANNED  FOR  FY  1995; 

Work  will  begin  in  FY  1995  to  modernize  the  Passenger  Origin- 
Destination  Survey  which  is  :\  very  complex  data  base  and  covers 
industry  innovations  such  as  open  skies  and  cooperative  working 
agreements  eg. ,  British  Airways  and  USAir  engage  in  code  sharing  on 
a  great  number  of  routes.  These  airline  working  arrangements  are 
expected  to  increase  in  number  and  diversity  among  U.S.  and  foreign 
carriers  in  FY  1995.  The  challenge  will  be  to  modernize  the  AS 
data  systems  to  handle  all  the  -idiosyncrasies  of  all  agreements. 

In  FY  1995,  two  rulemaking  initiatives  begun  in  FY  1994  will  be 
finalized,  in  order  to  implement  DOT  progreim  requirements  for 
economic  information.  The  AS  program  will  conduct  a  zero-based 
analysis  of  the  accounting,  reporting  and  record  retention 
regulations  to  determine  costs  and  benefits,  specific  data  needs, 
and  to  examine  alternative  data  sources  versus  direct  collection 
from  the  air  carrier. 

Accompanying  work  includes  overall  data  systems  design,  and 
rulemaking,  review  of  air  carrier  practices,  and  procedures  to 
assure  compliance.  Development  of  imaginative,  alternative,  less 
costly  sources  of  quality  AS  data  will  be  explored. 

The  conversion  to  metric  measurement,  information  reporting  in  the 
intermodal  environment  and  AS'  interface  with  the  DOT's  new  Bureau 
of  Transportation  Statistics  are  other  work  efforts  planned  for  FY 
1995.  This  workload  would  primarily  be  supported  with  the  new 
accountant  position. 
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PROGRAM;   AIRLINE  STATISTICS 

ACTIVITY  (in  thousands) :   Enforcement 

FY  1993  FY  1994        FY  1995 

Enacted         Enacted       Reqyest       Difference 

30  30  30  0 

PROBLEM  8TATEMEMT; 

Airlines  do  not  always  comply  with  target  dates  and  quality 
guidelines  when  they  submit  reports.  The  primary  objectives  of  the 
enforcement  activity  are  to:  determine  whether  airlines  are  in 
compliance  through  the  receipt,  logging,  copying  and  filing  of 
airline  reports;  monitor  the  timeliness  of  the  airlines'  reports; 
and  establish  formal  communication  with  airlines  to  resolve 
delinquent  reporting. 

Identification  of  inconsistencies  and  inaccuracies  in  airlines' 
reports  and  promptly  obtaining  associated  corrections  are  critical 
in  maintaining  DOT  confidence  in  the  AS  progreun  data  bases. 

These  inconsistencies  and  inaccuracies  are  not  mathematical  errors, 
which  are  usually  identified  and  corrected  during  routine 
information  processing.  They  are  problems  that  show  up  among 
schedules  and  data  sets  for  one  period  or  over  time  that  suggest 
the  need  for  further  investigation. 

Compliance  investigations  and  desk  reviews  help  resolve  these  data 
problems.  However,  the  systems  used  by  airlines  for  gathering  and 
accumulating  source  data  can  only  be  checked  in  the  field,  by 
audits  at  air  carrier  offices.  This  field  work  is  necessary  to 
ensure  the  xiniformity  of  the  airline  statistics  reported. 

ACCOMPLISHMEMTS ; 

Four  of  the  23  AS  program  positions  were  used  to  address  the 
enforcement  problems  in  FY  1994.  Two  positions  were  used  for 
enforcement  activities  involving  receipt  and  control  of  reports. 
The  reports  receipt  and  control  workload  follows  in  Table  C. 
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Tabl*  C 


Reports  Handling  FY91     FY92     FY93     FY94    FY95 

Est.    Est. 


Paper  Reports  Per  Year     8412      8833      9275     9740     10275 
Computer  Media  Rpts/Yr    1740     1825     1915    2010     2125 


Total  Reports/Yr 

10152 

10658 

11190 

11750 

12400 

U.S.  Reporting  Carriers 
Foreign  Reptg.  Carriers 

213 
194 

229 

196 

230 
200 

240 
210 

260 
215 

Total  Reptg  Carriers 

407 

425 

430 

450 

475 

The  FY  1994  expenses  for  the  ALICE  system  which  monitors  and  tracks 
each  air  carrier's  reporting  status  were  constrained  to  $30,000. 
A  profile  of  each  air  carrier's  reporting  obligations  was  entered 
into  the  ALICE  system.  A  punctuality  report  was  issued  each 
quarter  to  show  air  carriers  how  they  did  in  comparison  with  their 
competitors  during  the  most  recent  six  months.  Use  of  the  ALICE 
system  and  immediate  follow-up  with  delinquent  air  carriers  helped 
to  reduce  the  FY  1994  average  number  of  days  late  for  reporting 
(refer  to  Table  D) . 

Table  D 

Avg.  Days  Late/Report     FY91     FY92      FY93     FY94     FY95 

Est.     Est. 


U.S.  Majors 
U.S.  Nationals 
U.S.  Regional 
Others 
Foreign 


1.0 

0.5 

0.4 

0.4 

0.4 

4.4 

3.7 

3.5 

3.0 

3.0 

5.4 

8.2 

8.0 

7.5 

6.0 

9.7 

9.3 

8.5 

8.0 

6.0 

25.3 

14.0 

13.0 

12.0 

10.0 

During  FY  1994,  48  carriers  were  referred  for  enforcement,  of  which 
24  were  foreign  airlines  with  T-lOO(f)  reporting  problems.  Because 
of  the  increase  in  new  carriers  (See  Table  C)  and  the 
implementation  of  merging  small  certificated  and  commuter  airlines 
(298-C)  into  the  T-lOO  reporting  system,  referrals  in  FY  1994 
exceed  FY  1993  referrals  by  10%  and  approximately  $175,000  in 
penalties  were  assesses  (Refer  to  Table  E) . 
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Tabl*  B 


Enforcement  Activity 

FY91 

FY92 

FY93 

FY94 
Est. 

FY95 
Est. 

Total  Carriers  Referred 

42 

45 

50 

55 

65 

Total  Carriers  Enforced 
Total  Civil  Penalties 
($000) 

7 
164 

10 
200 

9 

165 

11 
175 

12 
250 

One  of  the  four  enforcement  positions  referred  air  carriers  for 
formal  action  to  the  DOT  General  Counsel,  provided  coordination  as 
enforcement  was  pursued  and  for  compliance  investigation  follow- 
ups. 

The  fourth  position  was  used  for  enforcement  activities  related  to 
the  audit  program,  to  help  plan  and  coordinate,  and  to  facilitate 
the  work.  It  takes  extensive  enforcement  support  to  assist  IG  on- 
site  auditors,  to  explore  their  findings,  and  to  implement  their 
recommendations.  The  IG  plans  to  increase  its  audit  support  by 
auditing  at  least  one  large  carrier  in  each  group,  each  year,  over 
the  next  three  years. 

PLANNED  FOR  FY  1995; 

Untimely  reporting  problems  will  be  addressed  by  gradual  escalation 
of  pressure  on  airlines  for  timely  data  submissions.  This  begins 
with  cordial  follow-up  letters  ten  days  after  reports  are  due,  and 
following-up  later  with  warning  letters  and  civil  penalties. 

Data  quality  problems  will  be  addressed  by  special  assignment  of 
existing  staff  to  accommodate  critical  compliance  investigations 
and  requests  for  audits  by  the  Inspector  Qeneral's  (IG)  Office. 
Desk  reviews  will  be  used  as  an  effective  strategy  for  improving 
the  quality  of  an  airline's  statistical  data. 

Compliance  reviews  will  be  initiated  to  identify  changes,  and  the 
impact  of  changes,  on  the  air  transportation  industry.  These 
reviews  can  supplement  on-site  audit  work  by  identifying 
problematic  areas  for  possible  audit  by  the  IG's  staff. 

The  IG  began  a  program  in  late  FY  1993,  for  on-site  audits,  to  look 
at  key  and  critical  data  items  produced  by  the  airlines'  ongoing 
financial  and  statistical  systems.  The  enforcement  activity  will 
spend  extensive  time  supporting  these  on-site  auditors,  reviewing 
their  findings,  and  finally  implementing  or  pursuing  their 
recommendations  in  FY  1995. 


RSPA  FY  1995  BUDGET  SUBMISSION  59 


986 


PROGRMl; AIRLINE  STATISTICS 

ACTIVITY  (in  thousands) :   Data  Services  and  Consultation 

FY  1993  FY  1994        FY  1995 

Enacted        Enacted       Request       Difference 

24  24  24  0 

PROBLEM  8TATEMEMT! 

Anticipated  user-computer  mainframe  interface  software 
updates /changes  will  create  additional  coordination,  consultation 
and  resolution  demands  for  the  Data  Services  Staff  in  FY  1995.  The 
current  Data  Services  staffing  (4  of  23)  will  not  accommodate  the 
work  load  associated  with  the  software  changes  and  consultation  to 
resolve  DOT  user's  data  issues.  Significant  delays  in  providing 
data  to  the  DOT  users  will  result  unless  requested  funding  is 
provided  in  FY  1995.  As  users  become  more  proficient,  they  demand 
more  detailed  and  complex  information  about  the  data  they  are 
manipulating,  which  increases  the  need  for  more  data  consultation. 

ACC0MPLISHMEMT8 1 

In  FY  1994,  the  primary  benefits  of  this  activity  were  to  control 
computer  mainframe  data  processing,  user  access  costs  and  to 
decrease  the  data  through-put  time  by  providing  the  DOT  user's 
direct  access  for  manipulating  the  AS  data  systems.  This  activity 
controlled  program  costs  and  increased  productivity  primarily  in 
the  areas  of  special  project  services.  Effective  management  in  the 
use  of  the  computer  mainframe  processing  costs  in  FY  1994  resulted 
in  savings  which  were  used  to  cover  non-programmed  data  support  for 
the  GAO,  DOC,  and  state  governments. 

In  FY  1994,  consultation  and  ADP  data  services  were  provided  to 
support  the  redesign/modifications  associated  with  the  Origin  and 
Destination  Data  System,  293-C  consolidation  into  the  T-lOO  Traffic 
Data  Systems  and  finishing  the  On-Time  Flight  Performance  System. 

Four  of  the  23  positions  are  divided  between  data  systems 
development  and  ADP  services/data  consultation  work.  Contract 
support  enabled  the  data  services  activity  to  support  DOT  user 
needs  that  could  not  be  accommodated  with  the  FY  1994  staffing. 

PLANNED  FOR  FY  1995; 

The  AS  program  will  continue  to  provide  the  Data  Services  and 
Consultation  support  required  to:  accommodate  the  anticipated 
software  upgrade/ changes;  facilitate  essential  modifications  of  the 
seven  automated  data  systems;  accommodate  new  user  demands; 
implement  changes  to  air  carrier  data  reporting.  Cost  effective 
computer  mainframe  data  processing  activities  will  be  continued  to 
maintain  uniform  accurate  data  systems  that  portray  current  airline 
activities  and  DOT  critical  needs  in  FY  1995. 
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PBpgRMf; AIRLIMB  STATISTTCa 


ACTIVITX  (in  thousands) t   Information  Processing 


FY  1993 
Enacted 

228 


FY  1994 
Enacted 


217 


FY  1995 
Recmest 

217 


Difference 
0 


PROBLEM  STATEMENT; 


RSPA  must  continue  to  maintain  the  process  for  collection, 
validation,  processing,  accessibility,  and  dissemination  of  airline 
financial  and  market/traffic  statistical  data.  The  major  AS 
program  challenges  are  to  reduce  the  air  carrier  reporting  burden, 
reduce  the  data  processing  time  and  provide  the  DOT,  Congress, 
Federal  agencies,  aviation  industry,  and  public  users  faster  access 
to  more  accurate  data.  The  AS  progreun  cvirrently  consists  of  7 
major  data  systems  (see  Table  F) ,  which  need  substantial 
redevelopment  work  to  provide  the  improvements  needed  to 
accommodate  airline  industry  changes  such  as  globalization,  open 
skies,  niche  carriers,  and  any  new  initiatives  promulgated  by  the 
National  Commission  to  Ensure  A  Strong  Competitive  Airline 
Industry. 

Table  F 


Traffic/Market 


Financial 


Utility/Applications 


1.  Passenger  Origin  &     2 
Destination  Survey 

3.  T-lOO  (US  Carriers) 

4.  T-lOO  (Foreign  Carriers) 

5.  Schedule  298-C 

6.  INS  1-92 

7.  Form  234  Flight  Delay 


Form  41     Official  Airline 
Guide (OAG) 

Master  Coordinated  File 
ALICE  Reports  Control 
Airline  Addresses 
Carrier  Code 
Aircraft  Code 


Transitioning  from  the  evolved  7  data  systems  (1960-92),  and 
associated  lst/2nd  generation  software  applications  to  integrated 
mainframe-client  server  configurations  with  4th  generation  software 
applications  must  be  undertaken,  if  the  DOT  is  to  proactively 
respond  to  the  anticipated  dynamic  changes  pertaining  to  the 
airline  industry's  operation  initiatives. 

ACCOMPLI8HMEMT8 1 

In  FY  1994,  AS  collected,  processed  and  disseminated  domestic 
passenger  movement  statistics  including  financial  data  and  both 
origin  and  destination  data,  non-stop  market  data  to  meet  mandates 
of  the  CAB  Sunset  Act  of  1984.  In  excess  of  11,000  traffic/market 
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and  financial  reports  pertaining  to  over  400  U.S.  and  foreign 
carriers  were  collected,  validated  and  stored  for  DOT  and  other 
government  organizations  to  access  and  use  (refer  to  Table  C) . 

Nine  of  the  23  positions  and  four  contract  personnel  were  currently 
used  for  information  processing  in  FY  1994.  All  the  data  were 
processed  using  the  DOT's  Transportation  Computer  Center  (TCC) 
computer  mainframe  except  for  the  Form  41  Financial  Data  which  was 
moved  to  a  RSPA  PC-LAN  based  configuration  in  FY  1994.  Significant 
TCC  mainfreune  cost  savings  were  realized  in  FY  1994.  These  savings 
were  used  to  begin  the  initial  data  systems  modernization 
assessments  to  support  systems  requirements  analyses  needed  for 
determining  mainframe-client  server  applications. 

PLANNED  FOR  FY  199S; 

The  FY  1995  Information  Processing  program  is  estimated  to  cost 
$717,000:  $217,000  in  appropriated  funding,  together  with  an 
anticipated  $500,000  user  reimbursement  from  the  FAA.  This  will 
enable  AS  to  maintain  the  estimated  (no  increased  demand)  FY  1995 
level  of  computer  mainframe  data  processing:  ($366,000);  contract 
support:  ($326,000);  and  data  base  purchases:  ($25,000).  No  new 
data  initiatives  can  be  supported  unless  existing  data  systems 
products  are  reduced  in  frequency  of  production  or  terminated  until 
funding  becomes  available.  Modernization  efforts  in  FY  1992-94 
could  not  begin  because  funding  was  denied. 

Migration  of  the  origin  and  destination  data  system  and  related 
applications  from  the  mainfreune  to  the  client-server  will  be 
investigated  in  FY  1995.  The  objective  of  this  data  systems 
modernization  effort  is  to  provide  the  DOT  users  and  the  air 
carrier  industry  with  a  mutually  compatible  21st  century  data 
system  which  is  both  user  friendly  and  cost  effective. 
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PROGRAM;   AIRLINE  TARIFFS  PILING  SYSTEM 

ACTIVITY  (in  fihousands) :   System  Modernization 

FY  1993  FY  1994        FY  1995 

Enacted         Enacted       Request       Difference 

1,000  1,000  1,000  0 

Projected  Offsetting  Collections  from  Tariff  Filing  Fees: 

1,000  1,000  1,000  0 

PROBLEM  STATEMENT; 

RSPA's  Office  of  Automated  Tariffs  collects,  approves  and  archives 
international  air  carrier  tariffs.  U.S.amd  foreign  air  carriers 
engaged  in  international  transportation  are  required  to  file 
tariffs  setting  their  prices  for  moving  passengers  ("fares")  and 
cargo  ("rates")  and  the  specific  conditions  ("rules")  under  which 
those  prices  apply. 

All  tariffs  except  those  for  passenger  fares  are  still  processed 
manually  in  hard  copy  form.  Procedures  unchanged  since  the  1930 's 
hinder  the  industry's  ability  to  respond  rapidly  to  market  changes 
in  an  extremely  competitive  environment.  The  gap  between  the 
industry's  electronic  speed  of  response  to  changing  market 
conditions  and  the  manual  processing  of  tariff  filings  will 
continue  to  grow  unless  changes  are  made  in  both  the  structure  of 
the  program  and  the  manner  in  which  it  is  accomplished. 

Section  1103  of  the  Federal  Aviation  Act  requires  that  DOT  not  only 
collect,  but  also  be  "custodian",  of  the  tariff  data.  Because  of 
this,  RSPA  has  maintained  a  duplicate  database  of  archival  records, 
even  though  a  single  industry  filing  agent  maintains  and  DOT 
analysts  utilize  a  complete  database  representing  more  than  90%  of 
all  filings.  Furthermore,  the  cost  of  maintaining  the  virtually 
untouched  duplicate  database  has  left  little  of  the  user  fee 
collections  to  apply  toward  the  use  of  information  technology. 

ACCOMPLISHMENTS ; 

In  FY  1993,  RSPA  conducted  a  zero-based  excunination  of  the  Airline 
Tariffs  (AT)  program's  mission  and  functions.  A  concurrent 
evaluation  of  the  program's  effectiveness  and  efficiency  was 
performed  in  conjunction  with  the  Vice  President's  National 
Performance  Review.  The  two  analyses  reached  virtually  identical 
conclusions.  From  these,  RSPA  developed  and  coordinated  several 
management  proposals  which,  when  implemented,  will  yield 
significant  productivity  improvements. 

One  of  the  immediate  benefits  of  the  joint  effort  to  "reinvent"  the 
AT  program  was  the  deregulation  of  cargo  tariffs.   The  rates  for 
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international  air  transport  of  cargo  have  increasingly  been  set  by 
freight  forwarders,  rather  than  by  airlines.  The  result  has  been 
that  RSPA  has  been  engaged  in  the  labor  intensive  business  of 
collecting  and  filing  paper  copies  of  documents  which  represent  a 
declining  share  of  the  commercial  activity.  As  an  incomplete 
database,  it  is  of  little  value  to  analysts.  By  issuing  a  blanket 
exemption  to  the  requirement  for  filing  cargo  tariffs,  RSPA  was 
able  to  remove  a  double  burden  from  the  affected  airlines:  the 
cost  of  producing  paper  copies  of  tariffs  they  maintain 
electronically  and  the  cost  of  filing  fees  when  submitting  those 
copies  to  RSPA.  RSPA  also  achieved  a  reduction  in  the  staff  labor 
associated  with  maintaining  the  cargo  tariffs. 

While  cargo  tariff  deregulation  reduced  total  user  fee  collections, 
other  actions  eliminated  certain  fixed  costs  that  had  consumed  much 
of  those  collections.  In  FY  1994,  RSPA  cancelled  further 
development  of  the  Interim  Electronic  Tariff  System  (INETS) .  So 
long  as  there  remained  a  statutory  requirement  to  maintain  custody 
of  the  data,  RSPA  would  simply  copy  and  warehouse  the  industry's 
data  tapes.  Since  all  users  preferred  to  rely  on  the  industry's 
database,  no  program  functions  would  be  adversely  affected.  These 
two  changes  resulted  in  annual  savings  of  approximately  $400,000. 

Finally,  in  FY  1994  RSPA  developed  a  detailed  implementation  plan 
for  system  modernization  by  which  to  achieve  full  automation  of  the 
passenger  tariff  system  in  FY  1996.  As  envisioned,  the  AT  program 
would  consist  of  a  single  program  manager,  assisted  by  support 
service  contractors,  who  would  meet  users'  needs  for  tariff  data 
through  the  use  of  expert  systems  to  automatically  perform  the 
routine  reviews  and  approvals  that  were  formerly  done  page-by-page 
by  program  analysts.  Special  searches  or  identification  of  non- 
routine  matters  can  be  performed  electronically  through  the  use  of 
programs  crafted  at  the  direction  of  the  progreun  manager. 

PLAMNED  FOR  FY  1995; 

In  FY  1995  RSPA  plans  to  continue  implementing  the  plan  for  system 
modernization.  The  efficiencies  achieved  from  these  changes  as 
well  as  from  the  deregulation  of  cargo  tariffs  and  cancellation  of 
INETS  are  expected  to  be  so  great  that  RSPA  will  be  able  to  manage 
the  AT  program  with  a  staff  of  six.  Five  persons  will  process  the 
passenger  tariffs.  A  sixth  person  will  be  responsible  for 
implementation  of  the  full  systems  modernization  plan.  This  will 
entail  the  coordination  of  changes  to  both  the  regulations 
governing  tariffs  and  the  procedures  for  ensuring  compliance  with 
the  revised  regulations.  When  the  system  is  fully  automated  in  FY 
1996,  all  clerical  and  routine  ministerial  functions  will  be 
performed  automatically  by  expert  systems  designed  and  maintained 
by  a  single  program  manager  with  some  contractor  support. 
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RESEARCH  AND  SPECIAL  PROGRAMS  ADMINISTRATION 

Suniaary  of  Requirements  -  Budget  Authority 

RESEARCH  AND  SPECIAL  PROGRAMS 
Element:   Emergency  Transportation 


Full  Time  Permanent  (FTP)  Positions 
Full  Time  Equivalent  (FTE)  Workyears 

($000) 
Personnel  Compensation 
and  Benefits  (PC&B) 

Operating  Expenses 

Total  Contract  Progreuns 
BreaXdown  of  programs: 
Operational  Readiness 
Transportation  Resource  Mgmt 
Crisis  Management 

Research  and  Development 


Additional  funds  allocated  from  the 
Program  Support  activity  for 
communications,  utilities,  WCF 
and  misc.  costs: 


FY  1994 

FY  1995 

Enacted 

Request 

7 

7 

7 

7 

568 

581 

109 

112 

165 

584 

80 

80 

0 

50 

85 

454 

0 

50 

842 

1,327 

70 

83 

912 

1,410 
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atBRGEWCY  TRAMSPORTATIOM 

FY    1995    BUDGET   RB0UB8T 

MIS8IOH 

Emergency  Transportation  (ET)  programs  provide  a  capability  for  the 
Secretary  to  exercise  operational  oversight  emd  execute  the 
Departmental  activities  in  civil  emergency  prepsuredness  for 
transportation  services  in  response  to  the  full  spectrum  of  crises. 
The  programs  fulfill  the  Secretary's  statutory  and  administrative 
responsibilities  for  providing  transportation  services  during 
national  and  regional  emergencies  to  protect  the  public  safety  and 
national  security. 

Operational  Readiness  -  Develop  and  implement  plans  emd  training 
and  exercise  progreuns  to  maintain  an  operational  organization  of 
skilled  personnel  and  support  systems  which  can  be  activated  for 
any  emergency  situation.  This  organization  provides  immediate 
action  to  mitigate  the  effect  of  catastrophic  disasters  on  the 
American  people  and  to  protect  the  Nation's  security. 

Resource  Management  -  Develop  and  maintain  programs  emd  systems  to 
acquire  civil  transportation  resources  and  prioritize  movements  to 
meet  essential  emergency  dememds.  Perform  analysis  of 
transportation  requirements  generated  by  the  emergency  situation, 
and  assess  the  impacts  associated  with  providing  transportation 
services  in  emergency  operations.  Coordinate  results  of  assessment 
with  appropriate  policy  decision  staff  to  ensiire  that  a  viable 
transportation  system  is  maintained. 

Crisis  Management  -  Develop  emd  maintain  progreuns  to  provide  the 
supporting  infrastructure  for  the  Departmental  crisis  management 
organization  and  leadership  during  emergencies  which  have  both 
single  or  multimodal  impacts.  This  infrastructure  includes 
supporting  facilities,  communications,  reporting  systems,  and  em 
automated  information/decision  support  system. 
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PROGRAM;   EMERGENCY  TRANSPORTATION 

ACTIVITY  (in  thousands) :   Operational  Readiness 

FY  1993  FY  1994       FY  1995 

Enacted         Enacted      Request       Difference 

38  80  80  0 

PROBLEM  STATEMENT; 

RSPA  is  responsible  for  ensuring  that  DOT  is  adequately  prepared  to 
respond  to  the  full  spectrum  of  emergencies,  supporting  the  relief 
and  recovery  of  citizens  touched  by  disaster  and  meeting  the 
national  security  requirements.  Operational  readiness  programs 
provide  for  plans  and  a  well  trained  organization  to  perform  and 
execute  the  plans  in  response  to  national  and  regional  emergencies. 

It  is  impossible  to  predict  with  certainty  when  a  catastrophe  will 
strike  the  U.S.  A  1988  report  from  the  U.S.  Geological  Survey 
predicts  a  70%  probability  of  a  major  earthquake  of  Richter 
magnitude  7.5  or  greater  over  the  next  30  years  along  the  southern 
San  Andreas  fault,  which  includes  the  entire  Los  Angeles  Basin.  A 
magnitude  7.5  earthquake  would  devastate  the  city,  including  the 
transportation  system,  and  has  the  potential  to  kill  3,000  to 
17,000  people.  Because  of  the  area's  vulnerability  it  would  be 
100  times  worse  than  the  much  heralded  Loma  Prieta  earthquake.  The 
Los  Angeles  Basin  is  a  critical  risk  area,  because  of  the  probable 
impact  a  catastrophic  earthquake  would  have  on  many  national 
economic  aspects  of  transportation  services.  Transportation  is 
critical  to  international  trade,  long  term  economic  health, 
industrial  production,  military  operations  for  national  security 
interests  and  other  peripheral  effects.  California  is  not  the  only 
area  facing  a  potentially  devastating  seismic  risk.  The  New  Madrid 
fault  in  the  center  of  the  U.S.  was  the  scene  of  the  greatest 
earthquake  in  the  Nation's  history,  a  trembler  estimated  at 
Richter  8.5.  Seismologists  now  indicate  that  enough  stress  has 
built  up  along  this  fault  to  create  a  magnitude  7.6  event, 
potentially  damaging  an  enormous  area  from  St.  Louis  to  Memphis. 
This  area  also  presents  a  critical  risk  scenario  with  potential  for 
catastrophic  human  casualties  and  devastation  to  the  Nation's 
economy.  Much  of  the  Nation,  and  particularly  Alaska,  the  Puget 
Sound,  Idaho,  Utah,  South  Carolina,  and  New  England,  also  face  some 
level  of  seismic  threat. 

Although  earthquakes  may  represent  the  natural  phenomenon  with  the 
greatest  potential  for  catastrophic  destruction,  hurricanes  should 
also  be  a  source  for  concern.  Historically,  major  hurricanes  occur 
in  cycles  of  about  22  years.  We  are  now  nearing  the  end  of  a 
"weak"  cycle,  during  which  only  10  major  hurricanes  struck  the  U.S. 
By  contrast,  the  previous  "strong"  hurricane  cycle  produced 
18  destructive  hurricanes.  Population  has  increased  dramatically 
in  the  "Sun  Belt"  and  some  44  million  people  now  live  in  the 
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danger-prone  coastal  counties  from  Texas  to  Maine.  Insured 
property  value  is  nearing  $2  trillion.  Clearly,  it  is  not  a 
question  of  "if"  ET's  operational  readiness  process  will  be  needed, 
but  rather  "when."  ET's  operational  readiness  progreuas  will  also 
address  the  risk  areas  for  adverse  weather  related  events  which 
would  impact  transportation  services  and  the  national  economy. 

ACC0MPLI8HMEMTS ; 

The  cornerstone  of  DOT'S  plan  is  crisis  management  teams  at 
Headquarters  and  the  field,  which  coordinate  the  tremsportation  of 
relief  supplies  to  the  disaster  area  and  provide  Federal  assistance 
in  the  restoration  of  the  transportation  infrastructure.  Assigned 
to  these  teams  are  nearly  500  DOT  employees,  with  emergency 
response  as  a  collateral  duty,  and  300  industry  volunteer  Executive 
Reservists.  RSPA  has  developed  its  operational  plans  which  rely 
upon  the  crisis  management  teeuns  to  manage  delivery  of 
transportation  services  in  emergency  situations.  The  operational 
readiness  programs  have  provided  training  and  exercises  for  the 
teams.  In  1993,  for  example,  over  500  personnel  participated  in 
these  training  and  exercise  activities  around  the  nation.  Through 
these  well-established  crisis  management  mechanisms,  RSPA  has 
ensured  DOT'S  readiness  for  past  emergencies  without  incvirring  the 
high  fixed  cost  of  a  large  permanent  staff.  Executive  Reservists 
serve  without  compensation  and  participate  at  their  own  expense. 
The  training  RSPA  has  provided  enhances  their  value  to  DOT  and 
maintains  interest  at  minimal  cost.  Likewise,  since  1967,  the 
Regional  Emergency  Transportation  Coordinator  (RETCO)  system  has 
provided  another  cost-effective  and  innovative  means  for  achieving 
effective  Departmental  regional  emergency  management  using  existing 
DOT  personnel  and  resources.  Because  of  the  effectiveness  of  this 
system,  the  Secretary  was  able  to  begin  directing  Departmental 
response  actions  within  hours  of  the  Loma  Prieta  earthqucdce  and  to 
respond  instantly  to  the  intense  demands  of  Operations  Desert 
Shield/Storm,  and  DOT  had  its  Regional  Team  in  place  to  assist  the 
victims  of  Hurricane  Andrew  even  before  the  eye  of  the  storm 
passed. 

PLANNED  FOR  FY  1995; 

In  FY  1995,  RSPA  is  requesting  $10  thousand  to  develop  and  refine 
new  innovative  processes  to  ensure  that  the  crisis  management  team 
and  plans  that  make  up  the  Department's  emergency  preparedness 
program  can  be  responsive  in  any  emergency.  The  principal  project 
will  be  the  development  and  implementation  of  a  comprehensive 
training  and  exercise  prograun  element  at  Headquarters  and  in  the 
field.  Training  for  emergency  response  teeuns  was  one  of  the  highly 
recommended  actions  by  the  Congressionally  mandated  study  done  by 
the  National  Academy  of  Public  Administration.  At  least 
12  regional  training  sessions,  several  large  scale  national 
practice  exercises,  and  a  series  of  local  risk  area  tests  will-  be 
conducted  for  the  more  than  700  DOT  crisis  management  and  response 
personnel,  including  Federal  employees  from  DOT  and  associated 
Federal  agencies  and  Executive  Reservists.  All  response  personnel 
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are  expected  to  participate  in  some  form  of  training  at  least  once 
every  two  years.  Fvirther,  on  average,  there  has  been  a  25%  annual 
turnover  rate  in  the  cadre  of  response  personnel.  This  program 
element  is  expected  to  cost  $15  thousand  for  contractor  support  in 
developing  the  training  and  exercise  scenarios,  events,  and 
training  materials,  as  well  as  assistance  to  ET  staff  in 
presentations.  Resource  constraints  in  prior  years  severely 
reduced  the  availability  of  training  and  practice  exercises  for  the 
crisis  management  teeuns.  A  new  Federal  Response  Plan  was 
implemented  in  1992  and  is  being  radically  revised  based  on 
recommendations  in  the  aforementioned  National  Academy  of  Public 
Administration  study.  For  these  reasons,  training  is  needed  now 
more  than  ever  to  ensure  the  necessary  high  level  of  preparedness 
and  performance  to  meet  the  people's  needs  in  natural  and  manmade 
disasters. 

As  operating  budgets  throughout  DOT  grow  more  lean,  RETCOs  are  less 
able  to  bear  the  costs  of  those  expanding  ET  tasks  mandated  by  the 
expected  Federal  response  to  disasters  which  RSPA  assigns  on  behalf 
of  the  Secretary.  The  operational  costs  of  their  collateral  duties 
should  be  borne  by  RSPA  as  the  assigning  organization. 
Accordingly,  RSPA  is  seeking  the  modest  amount  of  $55  thousand  to 
pay  for  the  collateral  functions  assigned  to  the  ten  RETCOs  (i.e., 
$5.5  thousand  each) .  This  will  provide  operations  support  funds  at 
the  minimum  level  necessary  to  maintain  their  continuing 
preparedness  for  emergencies,  as  well  as  logistical  arrangements 
for  training  sessions.  In  addition,  funding  is  provided  for  the 
RETCOs  to  participate  in  the  Congress ionally-mandated  interagency 
safety  reviews  associated  with  commercial  nuclear  power  plants. 
The  RETCOs'  staffs  participate  in  approximately  50  such  reviews 
each  year. 
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PROGRAM t   EMERGENCY  TRANSPORTATIOM 

ACTIVITY  (in  thousands) :   Transportation  Resource  Management 

FY  1993  FY  1994       FY  1995 

Enacted         Enacted      Request       Difference 

50  0  50  +50 

PROBLEM  8TATEMEKT; 

ET's  Resource  Management  Progreun  provides  for  the  development  and 
maintenance  of  a  process  to  provide  management  direction  of  the  use 
of  the  Nation's  civil  transportation  system  in  any  emergency, 
whether  initiated  by  natural  or  technological  disaster,  civil 
disorder  or  national  security  requirements.  This  process  provides 
the  Department's  senior  officials  and  crisis  management  teams  a 
management  tool  through  which  to  acquire  transportation  resources 
and  to  prioritize  the  use  of  civil  transportation  resources  to  meet 
the  essential  military  and  civil  transportation  demands  of  the 
emergency.  Significant  changes  are  underway  within  the  Department 
of  Defense  which  redirect  the  focus  of  military  operations  from 
global  war  to  rapid  response  to  regional  conflicts.  These  changes 
(including  a  global  repositioning  and  restructuring  of  military 
forces)  create  different,  and  in  some  cases,  more  demanding 
transportation  rec[uirements  upon  specific  sectors  of  the  civil 
transportation  resource.  The  programs  and  tools  developed  to 
support  the  Secretary  in  the  execution  of  Departmental 
responsibility  (and  managed  for  the  Secretary  by  the  Office  of 
Emergency  Transportation)  must  be  systematically  assessed  against 
the  changing  requirements  and  modified  as  appropriate  to  ensure 
continued  capability  to  produce  the  necessary  results.  In 
addition  to  changing  the  Programs  to  keep  pace  with  national 
security  needs,  adaptation  of  the  programs  to  more  effectively 
support  contemporary  concerns  of  natural  disasters,  including  the 
new  and  revised  Federal  Response  Plan,  will  continue  in  FY  1995. 

The  Resource  Management  Program  is  the  Department's  principal  tool 
for  interagency  emergency  preparedness  planning  and  for 
coordinating  civil  transportation  operational  support  for  such 
emergencies  as  discussed  above.  It  is  essential  that  the 
Department  identify  the  progreun  changes  needed  to  ensure  its 
continued  capability  to  provide  the  necessary  support  in  national 
emergencies.  The  Department  must  assess  its  mandate  for  action  in 
coordinating  civil  transportation  resources  in  emergencies,  what 
shaped  it,  what  has  changed,  and  whether  the  existing  tools 
(principally  the  priorities  and  allocations  authorities  conferred 
by  the  Defense  Production  Act  of  1950,  as  amended,  mobilization 
orders.  Code  of  Federal  Regulations,  and  Memoranda  of 
Understanding)  are  adequate  to  meet  the  Secretary's  statutory 
responsibilities  in  regional  defense  scenarios  or 
natural/ technological  disasters. 
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ACCOMPLISHMENTS ; 

RSPA  has  continued  to  work  with  the  Federal  Emergency  Management 
Agency,  Department  of  Defense,  and  the  rest  of  the  Federal 
emergency  preparedness  and  response  commxinity  to  adapt  the 
Departmental  programs  and  plans  to  current  transportation  resource 
requirements.  In  particular,  RSPA  has  provided  the  Departmental 
leadership  for  FEMA's  Federal  Response  Plan  revision  initiative. 
This  staff's  intensive  effort  resulted  in  new  direction  for 
providing  transportation  services  in  support  of  response  to 
disasters.  Secondly,  RSPA  has  coordinated  very  closely  with  the 
appropriate  DOD  agencies  including  the  Joint  Chiefs  of  Staff's 
Logistics  Directorate,  the  United  States  Transportation  Command, 
the  United  States  Forces  Command,  Air  Mobility  Command,  and  the 
Military  Traffic  Management  Command  on  the  civil  transportation 
elements  of  developing  mobility  requirements  for  military 
operations.  The  staff  has  conducted  a  continuing  outreach  program 
of  membership  and  participation  on  planning  boards  and  committees 
for  logistical  support  of  national  security  needs.  Through  these 
involvements,  the  staff  has  contributed  to  the  development  of 
national  security  operations  plans  which  make  effective  use  of 
civil  transportation  resources  with  minimal  economic  and 
operational  disruption  to  the  private  sector  using  existing  laws 
and  administrative  tools. 

PLANNED  FOR  FY  1995; 

In  FY  95  RSPA,  is  requesting  $50  thousand  to  conduct  a  systematic 
assessment  of  the  adequacy  of  existing  laws  and  administrative 
tools  to  carry  out  the  Department's  statutory  responsibilities 
under  emergencies  in  light  of  dramatic  changes  in  defense  mobility 
requirements  and  increasing  demands  upon  Federal  agencies  for 
timely  and  comprehensive  response  to  natural  and  technological 
disasters.  RSPA  plans  to  undertake  a  contractor  assisted  study 
during  FY  95  which  will  answer  questions  raised  in  the  problem 
statement  on  assessment  of  the  Departmental  mandate.  This  study  is 
estimated  to  cost  $35  thousand.  It  will  also  identify  what  new 
initiatives,  i.e.,  legislative,  technological,  policy,  etc.,  are 
needed  to  eliminate  any  gaps  in  DOT'S  emergency  response 
capabilities  including  the  expanding  requirement  of  the  Federal 
Response  Plan. 

Once  the  priorities  for  actions  and  the  direction  of  change  are 
identified,  RSPA  will  conduct  a  series  of  workshops  to  produce  the 
specific  tools  needed  to  implement  the  necessary  programs.  A 
contractor  will  facilitate  the  workshops  which  will  be  comprised  of 
key  organizations  from  the  transportation  industry  and  the 
customers  served  by  the  Department  in  catastrophic  disasters  or 
national  security  emergencies.  The  workshops  will  produce  specific 
products  which  will  implement  the  findings  of  the  early  effort.  A 
series  of  three  workshops  is  planned. 
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o  The  first  will  address  tools  in  the  Department  to  include, 
drafting  new  or  changed  Departmental  orders,  drafting 
proposed  legislation  (if  appropriate) ,  to  supplement  the 
Defense  Production  Act  and  orders,  and  developing  any 
interagency  tools  to  carry  out  Departmental  emergency 
response  found  to  be  needed. 

o  The  second  will  address  tools  which  link  the  Department  and 
other  government  agencies  in  resource  relationships.  It 
will  draft  Memoranda  of  Agreement  and  other  appropriate 
products  to  modernize  organizational  relationships  on  a  wide 
range  of  resource  matters  such  as  emergency  fuel 
distribution  and  use  of  President ially  delegated  authorities 
to  support  government  emergency  missions  on  a  priority 
basis. 

o  The  third  will  address  government  and  non-government 
organizational  resource  issues  and  will  draft  necessary 
changes  to  agreements  which  link  civil  agencies,  the 
Department  of  Defense,  and  transportation  industry  in 
supportive  resource  relationships  such  as  the  Civil  Reserve 
Air  Fleet  Progr«im. 

The  success  of  these  workshops  is  based  upon  three  factors: 

o  First,  they  will  be  comprised  of  the  agencies  that  perform 
the  functions  during  actual  emergency  conditions. 

o  Second,  the  work  will  be  focused  upon  producing  specific 
products  which  will  modernize  their  relationships, 
supplement  any  gaps  in  authorities,  and  strengthen  their 
combined  effectiveness. 

o  Third,  the  output  of  the  workshops  will  be  tvirned  into  an 
organized  blueprint  of  action  for  the  Department's  resource 
management  program  to  implement. 

The  estimated  cost  for  supporting  the  development  and  conduct  of 
these  workshops  by  a  contractor  is  $15,000. 

CONSEQUENCES  OF  NOT  FUNDING; 

There  is  wide  reliance  on  DOT'S  resource  management  programs  to 
ensure  adequate  civil  transportation  resovurces  are  available  to 
meet  essential  needs.  The  military  relies  upon  DOT  to  provide 
civil  transportation  for  global  force  projection  in  the  national 
security  interests.  Likewise,  individuals  affected  by  disasters 
look  to  us  for  the  movement  of  essential  goods,  services,  cind 
people.  Failure  to  adapt  to  meet  these  critical  needs  will  result 
in  plans  that  are  not  responsive  to  contemporary  risks,  with  grave 
consequences  for  the  Nation's  security  and  the  safety  and  well 
being  of  our  citizens. 
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PROGRAM;  EMERGEMCY  TRANSPORTATION 

ACTIVITY  (in  thousands) :   Crisis  Management 

FY  1993  FY  1994       FY  1995 

Enacted         Enacted      Request       Difference 

0  85  454  +369 

PROBLEM  STATEMENT; 

This  program  provides  for  development  and  maintenance  of  the 
Secretary's  crisis  management  infrastructure  which  includes 
facilities,  communications  capability  and,  perhaps  most 
importantly,  a  capacity  for  rapid  information  acquisition, 
analysis,  and  dissemination.  Included  among  this  program  element 
is  a  system  for  monitoring  and  reporting  on  developing  emergencies. 
In  addition,  facilities  must  be  provided  to  insure  the  continuous, 
effective  operations  of  the  Secretary's  policy  staff  offices  and 
the  Departmental  national  and  regional  crisis  management  teeuns  in 
the  face  of  any  contingency,  including  the  disabling  of  DOT 
Headquarters  or  regional  offices.  Finally,  key  DOT  policy 
officials  must  have  precise  and  up-to-date  information  on 
transportation  facilities  and  an  accurate  impact  assessment  to  make 
prompt  resource  management  decisions  in  the  chaos  of  a  crisis.  The 
current  Crisis  Management  Center  is  being  incrementally  upgraded 
from  a  conference  room  with  an  antiquated  telephone  system  to  a 
state-of-the-art  operations  center.  In  the  past,  the  Center  has 
been  quickly  overwhelmed  by  unexpected  demands  of  major  emergency 
events  like  Hurricane  Andrew  because  of  the  Secretary's  direct 
involvement  as  the  leader  for  a  Presidentially  established  crisis 
management  task  force,  and  simultaneously  the  performance  of  DOT'S 
routine  emergency  response  functions.  Likewise,  it  has  not  served 
previous  crisis  situations  very  well.  The  Congressionally  mandated 
study  by  the  National  Academy  of  Public  Administration  recommended 
that  Federal  response  organizations  have  effective  communications 
and  information  systems  to  reach  the  people  affected  by  the 
disaster.  Therefore,  it  is  incumbent  upon  the  Department,  as  the 
lead  agency  for  civil  transportation  services  in  response  to 
disasters,  to  have  an  adequate  crisis  management  infrastructure. 

ACCOMPLISHMENTS : 

Some  efforts  have  been  taken  to  enhance  the  automated  emergency 
information  system,  which  is  an  essential  foundation  to  all  of 
DOT'S  crisis  management  plans.  The  heart  of  this  system  is  the 
Emergency  Transportation  Data  Base,  designed  in  the  mid  1970s  with 
a  few  periodic  updates.  It  currently  includes  a  186,000  record 
inventory  of  rail,  highway,  airports,  seaports,  and  transit 
facilities  throughout  the  Nation.  This  data  base  must  be 
modernized  to  be  useable  in  the  current  crisis  management 
environment  of  natural  and  technological  disasters  and  current 
national  security  threats. 
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As  a  measure  of  the  reach  and  intensity  of  RSPA's  crisis  management 
analytical  reporting  system,  ET  monitored  and  analyzed  the 
transportation  impacts  of  50  emergencies  in  FY  1992  and  more  than 
60  in  FY  1993.  These  ranged  from  the  eruption  of  Alaska's  Mount 
Redoubt  to  the  international  deployment  of  military  force  in  the 
Somali  Provide  Hope  Operation  to  the  effects  of  Hurricane  Andrew. 
During  any  emergency  event,  comprehensive  situation  reports  were 
prepared  and  published  for  DOT  management  and  the  Federal 
community.  These  reports  provide  an  assessment  of  the  impact  of 
the  crisis  on  transportation,  giving  the  decision  meOcers  an 
appropriate  analysis. 

PLANNED  FOR  PY  1995; 

In  FY  1995,  RSPA  is  requesting  $454  thousand  for  crisis  management 
projects  to  improve  and  maintain  the  Departmental  Crisis  Management 
Center's  infrastructure.  Included  are  the  communication  system  and 
the  emergency  infonnation  system.  The  largest  element  eunong  these 
projects  will  be  completion  of  the  update  of  data  on  transportation 
systems  (airports,  ports,  rail  yards,  etc.)  in  DOT'S  automated 
transportation  emergency  information  system  begvin  in  FY-94.  This 
system  is  essential  for  informed  decision  making  by  the  Secretary 
and  other  senior  policy  and  management  staff  in  an  emergency 
situation.  It  is  estimated  that  this  project  element  will  cost 
$125  thousand.  A  second  step  will  be  completion  of  the  user 
friendly  graphic  mapping  capability  (geographic  information 
system) .  This  system  incorporates  the  textual  data  in  the 
information  system  into  a  map  display  to  allow  rapid,  automated 
visual  analysis  and  display  of  the  impact  of  the  disaster  on  the 
transportation  network.  This  capability  would  be  vital  to  support 
critical  decisions  on  the  flow  of  relief  supplies  by  the  Secretary 
and  other  key  executives  if  an  earthquake  or  similar  catastrophe 
devastates  the  transportation  infrastructure.  The  estimate  for 
completion  of  this  project  is  $100  thousand. 

The  final  Crisis  Management  Center  improvement  project  will  be 
modernization  of  the  outmoded  communications  system.  The  project 
will  include  the  initial  purchase  of  state  of  the  art  components 
such  as  visual  information  display  capabilities  and  dedicated 
computers  to  link  with  emergency  managers  in  the  Departmental  field 
crisis  management  centers  and  within  DOT  headquarters.  This 
improvement  project  is  estimated  to  cost  $229  thousand. 

CONSEQUENCES  OF  NOT  FUNDING; 

Decisions  in  the  chaotic  environment  of  a  disaster  are  critical  to 
saving  lives  and  protecting  property.  Without  adequate  information 
and  effectively  functioning  management  facilities,  DOT's  response 
to  the  demands  of  a  catastrophic  event  will  be  greatly  hampered. 
Timely  decisions  will  be  delayed  and  the  communication  of  these 
decisions  will  be  impeded.  Federal  response  in  time  of  emergency 
could  be  severely  compromised.  This  would  not  be  in  the  best 
interest  of  the  public  whom  we  are  dedicated  to  serve. 
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RESEARCH  MID  DEVELOPMBMT 

MISSION  t  OVERVIEW 

The  R&D  ProgreuB  provides  for  research  to  develop  new  technologies 
and  approaches  to  meet  mission  requirements. 

ACTIVITY  (in  thousands) :   Emergency  Transportation 

Information  System 

FY  1993  FY  1994      FY  1995 

Enacted        Enacted     Request       Difference 


50  +50 


PROBLEM  STATEMENT; 


When  a  transportation  emergency  occurs,  it  is  too  late  to  begin 
collecting  information  on  system  vulnerabilities  and  alternative 
resources.  Informed  decision  making  in  the  midst  of  a  chaotic 
emergency  demands  immediate,  accurate,  and  up-to-date  information 
on  the  transportation  system  and  its  capabilities.  It  is  RSPA's 
responsibility  to  ensure  the  availability  of  such  information 
through  the  collection,  analysis  and  aggregation  of  data  and  the 
design  of  an  automated  system  to  access  and  process  this  data. 

DOT  relies  on  a  nationwide  network  of  Regional  Emergency 
Transportation  Coordinators  (RETCOs)  ,  under  the  policy  direction  of 
RSPA's  Office  of  Emergency  Transportation,  to  provide  immediate  DOT 
on-site  representation  in  the  event  of  an  emergency  affecting  civil 
transportation.  A  critical  element  of  the  support  RSPA  provides 
for  the  DOT'S  emergency  managers  is  access  to  information  on 
transportation  resources  available  for  sudden,  unanticipated  needs. 
Maintaining  the  currency  of  the  emergency  transportation 
information  system  is  critical  for  ensuring  the  utility  of  the  data 
and  system  in  an  emergency  response. 

ACCOMPLISHMENTS ; 

The  emergency  transportation  information  system  played  an  essential 
role  in  DOT'S  successful  response  to  prior  emergencies.  The  heart 
of  this  system  is  the  Emergency  Transportation  Data  Base  of  186,000 
records.  It  provided  information  on  transportation  system 
capabilities,  vulnerabilities  and  alternatives  in  the  wake  of  the 
Loma  Prieta  earthquake.  If  the  data  had  been  current,  it  would 
have  enabled  DOT  to  provide  similar  rapid  response  to  the  needs  of 
the  U.S.  armed  forces  for  unprecedented  civilian  airlift  and 
sealift  support  for  the  massive  deployment  under  Operation  Desert 
Shield. 

PLJVNNED  FOR  FY  1995; 

RSPA  is  requesting  $50  thousand  to  provide  for  basic  research 
supporting  enhancements  of  the  Department's  emergency  geographies 
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information  system  (GIS) .  As  new  technologies  emerge,  these  will 
be  excimined  to  determine  their  potential  application  to  the  system. 
Advancements  in  hardware  must  be  researched  to  permit  faster 
processing  of  the  vast  quantity  of  data  required  in  the  GIS 
environment.  Further,  the  system  currently  being  developed  uses 
relatively  rudimentary  software  with  limited  capacity.  New  GIS 
progreuns  are  constantly  emerging,  so  these  must  be  identified, 
evaluated,  and,  if  found  advantageous,  adapted  to  a  transportation 
application.  This  project  will  insure  that  the  Department's 
automated  system  for  analyzing  the  impact  of  disasters  will  not 
remain  static,  but  will  mature  into  a  contemporary,  state-of-the- 
art  system  for  the  21st  Century. 

COMSEOPENCE8  OF  NOT  FUKDING; 

Failure  to  maintain  the  emergency  transportation  information  system 
that  is  the  central  component  of  the  DOT's  emergency  preparedness 
strategy  will  result  in  a  rapid  and  steady  degradation  of  the  DOT'S 
ability  to  train  for  and  respond  to  emergencies  affecting  the 
nation's  civil  transportation  system.  There  is  a  very  real 
likelihood  that  more  deaths  and  injuries  will  result  if  response  to 
a  disaster  is  delayed  because  the  DOT  lacks  accurate  information 
and  the  ability  to  analyze  it.  In  addition,  the  Secretary  and  the 
President  could  be  embarrassed  by  faulty  decisions  based  on 
outdated  information. 
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RESEARCH  AMD  SPECIAL  PROGRAMS  AOMXMISTRATIOM 

Sunmary  of  Requirements  -  Budget  Authority 

RESEARCH  AND  SPECIAL  PROGRAMS 
Elefflent:   Research  and  Technology 


Full  Time  Permanent  (FTP)  Positions 
Full  Time  Equivalent  (FTE)  Workyears 

($000) 
Personnel  Compensation 
and  Benefits  (PC&B) 

Operating  Expenses 

Research  and  Development 


Additional  funds  allocated  from  the 
Program  Support  activity  for 
communications,  utilities,  WCF 
and  misc.  costs:  130        154 


FY  1994 

FY  1995 

Enacted 

Request 

13 

13 

13 

13 

1,155 

1,285 

111 

126 

500 

1,390 

1,766 

2,801 
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RESEARCH  MID  TECHNOLOGY 
FY  1995  BUDGET  REQUEST 


MISSION 

RSPA's  Research  and  Technology  progreuns  provide  the  Departmental 
oversight  necessary  to  assure  its  R&D  program  is  effectively 
advancing  U.S.  transportation  technology  and  expertise.  Their 
multimodal  systems  approach  provides  the  Secretary  with  a  critical 
counterbalance  to  the  modal  perspective  of  all  other  DOT  operating 
administrations.  They  also  provide  analyses  on  specific  technology 
areas,  and  assure  that  the  Department's  efforts  integrate  with 
Government-wide  technology  initiatives  and  thrusts. 

These  activities  provide  the  technical  base  for  the  RSPA 
Administrator  to  support  the  Secretary  as  Chairman  of  DOT's  R&D 
Coordinating  Council  and  his/her  Chief  Science  Advisor.  This 
ensures  Department -wide  coordination  of  R&D  policy  planning, 
university  research,  technology  transfer,  and  development  of 
radionavigation  and  communication  systems.  These  activities  assure 
that  DOT'S  program  of  R&D  is  relevant,  coordinated,  cost-effective, 
and  responsive  to  present  and  future  needs.  They  also  assure  that 
the  Department's  actions  are  consistent  with  broader  Federal 
thrusts  like  the  President's  Technology  Initiative. 

Research  and  Technology  helps  assure  that  the  results  of  this  R&D 
and  other  innovative  efforts  from  around  the  country  are  made 
available  in  a  useful  form  to  federal,  state  and  local  elected  and 
appointed  officials,  the  transportation  community  and  academia. 
Research  and  Technology  provides  planning  and  analysis  on  the 
federally  sponsored  civil  radionavigation  and  radiocommunications 
systems,  with  responsibility  for  development  of  the  biennial 
Federal  Radionavigation  Plan.  The  program  also  entails  the  annual 
issuance  and  administration  of  approximately  $20  million  in  grants 
to  University  Transportation  Centers  and  University  Research 
Institutes.  It  provides  coordinated  development,  oversight  and 
dissemination  of  the  results  of  university-based  research  and 
education  programs. 

POSITIONS 

New:  0 

No  new  positions  are  requested  in  FY  1995. 
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PROGRAM;   RESEARCH  AND  DEVELOPMEMT 

ACTIVITY  (in  thousands):   R&D  Planning  and  Management 

FY  1993  FY  1994       FY  1995 

Enacted        Enacted      Recmest       Difference 

0  85  810  +725 

PROBLEM  STATEMEMT; 

President  Clinton's  policy  statement  'Technology  for  America's 
Economic  Growth:  A  New  Direction  to  Build  Economic  Strength,"  sets 
forth  his  vision  that  "American  technology  must  move  in  a  new 
direction  to  build  economic  strength  and  spur  economic  growth." 
The  policy  sees  a  sustainable  national  transportation  system  as 
essential  for  the  competitive,  growing  economy  to  which  the 
Clinton-Gore  Administration  is  committed.  Sustainable 
transportation  implies  achievement  of  a  harmonious  balance  among 
and  within  individual  modes  of  transportation,  based  on 
performance,  cost,  resource  use  and  social  impact  characteristics. 
Sustainable  transportation  can  only  exist  as  one  element  of 
sustainable  society,  and  will  necessarily  depend  on  evolution  not 
only  of  transportation  infrastructure,  but  also  of  societal  values, 
particularly  land-use  patterns,  travel  behavior  and  institutional 
responsibilities  at  all  levels  of  government. 

Balancing  the  demands  for  increased  capacity,  greater  mobility,  and 
environmental  quality  will  require  innovation  and  investment  in 
transportation  technology  through  a  well-formulated  research  and 
development  process.  The  time  and  energy  required  to  bring  about 
transportation  innovation  is  a  daunting  obstacle,  but  must  not 
prevent  action  or  intimidate  the  transportation  research  community. 
Today's  challenge  is  to  shape  the  future  by  beginning  now  to  create 
the  next  generation  of  transportation  technology  and  operational 
innovations. 

ACC0MPLISHMEMT8 ; 

o  Consensus  was  reached  among  the  operating  administrations 
and  the  first  set  of  guidelines  for  DOT  research  and 
development  was  produced. 

o  The  Surface  Transportation  Research  and  Development  Plan  was 
submitted. 

o  Continued  to  highlight  a  number  of  multi-modal  technology 
areas  which  are  the  focal  points  for  Department-wide 
integrated  technology  development  areas  including: 

Vehicle  Technology  -  creating  a  new, 
globally-competitive  generation  of 
transportation  vehicles  producing  little  or 
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no  pollution  while  achieving  safety  emd 
performance  at  least  comparable  to  current 
vehicles,  consuming  only  domestic  fuels  smd 
minimizing  use  of  non-renewable  materials; 


Infrastructure  Maintenance,  Rehabilitation 
and  Renewal  Technologies  -  improving  methods 
of  infrastructure  design,  construction  and 
maintenance  yielding  lower  costs,  better 
performance,  longer  service  life,  and  reduced 
environmental  impacts; 

Technologies  for  Traffic  Control  and 
Management  -  improving  transportation  system 
safety,  capacity,  efficiency,  and 
productivity  through  applications  of  advanced 
surveillance,  sensor,  communications, 
software,  data  management,  and  display 
technologies  to  system  operations; 

Transportation  System  Operational  Strategies, 
Planning  and  Management  -  improving 
transportation  system  performance  and 
economics  through  improved  decisions 
concerning  operational  strategies,  resource 
allocation  and  investment  decisions; 

Monitoring,  Modeling  and  Assessment  of 
Transportation  System  Performance  and 
Environmental  Impacts  -  establishing 
transportation  plans,  decisions  and 
management  actions  based  on  a  solid  knowledge 
base  concerning  implications  for 
environmental  and  safety  impacts;  system 
performance  and  service  levels;  public  and 
private  sector  economic  costs  and  benefits; 
effects  on  energy  and  petroleum  consumption; 
and  other  areas  of  societal  concerns;  and 

Human  Performance  In  Transportation  Systems  - 
improving  safety  and  operational  efficiencies 
through  incorporation  of  improved 
understanding  of  human  performance  and  its 
relationship  to  the  transportation 
operational  environment. 


PIAMNED  FOR  FY  1995; 


The  amount  requested  in  FY  1995  will  be  divided  ecpially  among  the 
four  following  program  areas: 

Coordination    Efforts.       Funding  is  required  to  fully  coordinate 
Department  efforts  so  as  to  ripen  the  Department-wide  integrated 
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technology  efforts  contemplated  by  the  President's  Technology 
Policy.  These  efforts  will  assure  that  the  Department's  prograun  of 
research  and  development  is  focused  on  the  highest  priority  and 
most  productive  areas,  as  identified  by  the  President's  Technology 
Policy  and  the  users  themselves,  and  that  the  results  of  this 
research  are  made  easily  available  to  their  ultimate  users  in  a 
form  that  can  solve  transportation  problems.  It  is  critical  that 
information  is  generated  and  disseminated  for  a  more 
transportation-literate  society  and  that  decisionmakers  are 
provided  with  the  necessary  information  for  improved  national 
decisions  and  choices. 

Defense  Conversion.  The  Department  has  worked  closely  with  the 
National  Laboratories,  the  Department  of  Defense,  the  Advanced 
Research  Program  Agency  and  the  National  Institute  of  Science  and 
Technology  on  the  feasibility  of  applying  defense-related 
technologies  to  transportation  concerns.  Technology  reinvestment 
is  key  to  America's  long-term  economic  growth.  As  called  for  in 
the  President's  technology  policy  and  defense  conversion 
initiatives,  resources  formerly  devoted  to  defense  and  other 
mission-oriented  R&D  are  being  shifted  to  civilian  technology 
programs  and  "strategic"  research  aimed  at  meeting  a  wide  range  of 
critical  national  needs.  This  investment  in  technology  development 
and  commercialization  will  play  a  fundamental  role  in  stimulating 
and  sustaining  an  economy  that  is  competitive,  that  creates  high- 
quality  jobs,  and  that  protects  the  environment. 

Since  transportation  offers  multiple  potential  applications  for 
defense  technologies,  RSPA's  established  coordination  role  must  be 
expanded  to  include  identifying  the  defense  conversion 
opportunities  in  transportation  and  to  match  transportation  needs 
to  emerging  resources.  Realizing  the  full  potential  of  research 
and  technology  to  improve  our  transportation  system  will  require 
the  dedication,  energies,  and  resources  of  the  entire  defense 
research  and  industrial  sector.  RSPA  plans  to  use  a  variety  of 
studies  and  focus  groups  to  examine:  the  most  promising  dual-use, 
military-commercial  technologies;  which  future  technologies  might 
have  both  civil  transportation  and  defense  applications;  what  are 
the  market  challenges  in  commercial  transportation  applications  of 
dual-use  technologies;  what  are  the  institutional,  organizational, 
and  cultural  barriers  to  government-industry  cooperative  R&D;  what 
is  DOT'S  role  in  fostering  technology  partnerships?;  and  what  is 
the  role  of  the  National  Laboratories,  of  the  defense  industry  and 
of  universities  in  transportation  advances  and  innovations? 

Cross-Cutting  Intermodal  Transportation  Research  and  Development 
Studies.  RSPA  will  conduct  a  series  of  studies  related  to  cross- 
cutting  transportation  research,  including  the  statutorily-mandated 
annual  Surface  Transportation  R&D  Plan  (§6009 (b)  of  ISTEA) .  Other 
studies  might  include  an  examination  of  the  condition  of  the  global 
transportation  system,  national  and  international  transportation 
needs,  and  the  potential  technological  responses  to  these  needs. 
Other  efforts  will  focus  on  intermodal  studies  to  improve  the 
Department's  understanding  of  the  forces  which  drive  long-range 
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demands  on  the  U.S.  transportation  system  as  a  whole  and  of  their 
impact  on  transportation  services  and  infrastructure. 

Outreach  to  Tremsportation  Users.  RSPA  will  organize  and  conduct 
a  continuing  program  of  outreach  v;ith  transportation  providers, 
users,  planners,  consultants,  manufacturers,  state  and  local 
governments,  and  universities  in  order  to  gather  and  share  basic 
data  for  use  in  integrated  long-range  transportation,  and 
transportation-related  research  and  development,  planning  and 
decisionmaking.  Outreach  efforts  provided  the  surest  form  of  real- 
world  feedback  by  which  to  validate  Departmental  plans,  program, 
policies  and  the  assumptions  on  which  they  are  based.  A  basic 
understanding  of  the  forces  that  drive  the  supply  and  demand  for 
transportation  is  also  essential  for  the  meaningful  prioritization 
of  the  Department's  R&D  investments. 

CONSEQUENCES  OF  NOT  FXJMDING; 

Although  the  Department  has  not  historically  been  seen  as  a  major 
research  agency,  research  and  development  has  always  been  a 
significant  Departmental  activity.  A  strong  research  and 
development  program  is  an  inherent  and  critical  component  in 
achieving  sustainable  transportation.  The  Department  can  play  a 
major  role  in  helping  the  defense  industry  and  the  National 
Laboratories  to  adjust  to  the  post-Cold  War  world.  Emphasis  on 
transportation  related  research  and  transportation-related 
technological  opportunities  has  greatly  heightened.  This  is  the 
Department's  only  source  of  funding  to  support  coordinated  research 
efforts.  Without  it,  the  Department's  R&D  planning  will  continue 
to  be  modal ly  driven. 


82  RSPA  FY  1995  BUDGET  SUBMISSION 


1009 


program;   research  and  PEVEI-npffpfiT 

ACTIVITY  (in  thousands):   Technology  and  Knowledge  Sharing 

FY  1993  FY  1994       FY  1995 

Enacted         Enacted      Request       Difference 

50  50  50  0 

PROBLEM  8TATEMEMT: 

The  key  to  effective  use  of  the  $700  million  that  DOT  invests 
annually  in  R&D  is  in  its  application.  State  and  local  governments 
and  the  private  sector  can  then  create  new  transportation  products 
and  improve  transportation  services.  To  accomplish  this,  the 
transportation  research  community  and  those  who  will  apply  their 
research  have  to  be  linked.  This  activity  provides  that  needed 
link. 

ACCOMPLISHMEMTS ; 

Some  30-50  individual  technical  reports  on  topics  of  interest  to 
state  and  local  government  are  acquired  annually  by  the  program: 
this  translates  to  an  active  inventory  of  about  250  technical 
reports  which  are  provided  in  response  to  some  50,000  requests  for 
technical  information  processed  annually.  Recent  activities  have 
focused  on  helping  state  and  local  governments  meet  requirements  of 
the  Clean  Air  Act  and  the  ISTEA.  A  number  of  products  dealing  with 
transit  use  of  "smart  highway"  technologies  have  also  been 
disseminated.  The  program  continues  to  promote  the  use  of 
Cooperative  Research  and  Development  Agreements  (CRADAs)  at  Federal 
Laboratories.  More  effective  use  of  the  Small  Business  Innovation 
Research  (SBIR)  program  as  a  vehicle  to  promote  R&D 
commercialization  is  ongoing.  Putting  these  activities  in  context, 
the  savings  claimed  by  the  state  of  Florida  alone  from  not  having 
to  conduct  research  on  topics  covered  by  the  program  are  greater 
than  the  entire  cost  of  the  program  at  the  federal  level. 

PLAMNED  FOR  FY  1995; 

The  program  will  continue  to  review  technical  materials  developed 
by  the  Operating  Administrations  and  outside  sources  for 
dissemination  to  the  transportation  community.  Specific  topics  for 
consideration  might  include  materials  on  early  results  from  IVHS 
tests,  techniques  for  congestion  reduction  and  better  use  of 
available  infrastructure,  and  meeting  the  needs  of  special  users. 
Support  of  implementation  of  the  Technology  Transfer  Act  of  1986 
will  continue,  with  particular  emphasis  on  analysis  of  successful 
public/private  approaches  to  cooperative  R&D  conduct  and 
implementation. 


RSPA  FY  1995  BUDGET  SUBMISSION  83 


1010 


PROGRAM;   RESEARCH  AMD  DEVELOPMEKT 

ACTIVITY  (in  thousands):   Radionavigation  Planning  and  Policy 

Analysis 

FY  1993  FY  1994       FY  1995 

Enacted        Enacted      Recmest       Difference 

100  175  275  +100 

PROBLEM  STATEMENT; 

Radionavigation  represents  the  largest  federal  investment  in 
intermodal  infrastructure  and,  because  of  its  technical  complexity, 
requires  intensive  planning  and  interagency  coordination.  Since 
the  mid-1970 's  the  Department  of  Transportation  has  responded  to 
explicit  Congressional  direction  to  demonstrate  economies  in  this 
area.  The  resultant  Federal  Radionavigation  Plan  (FRP) ,  reflecting 
joint  agreements  between  DOT  and  DOD,  is  the  instrument  of 
agreement  ensuring  that  national  needs  are  met  in  the  most  cost- 
effective  way.  With  the  maturing  of  satellite  technology,  major 
new  challenges  are  at  hand  not  only  concerning  applications  of  the 
technology  but  also  for  determining  the  balance  between  civilian 
and  military  control  and  how  best  to  achieve  global  objectives.  It 
is  imperative  that  the  FY  1994  edition  of  the  FRP  be  expanded  in 
scope  to  address  the  pareunount  policy  issues  attendant  to  new 
satellite  technologies.  This  request  provides  funds  for 
development  of  the  next  FRP  -  including  related  user  outreach 
efforts,  DOT  intermodal  navigation  coordination,  and  critically 
important  coordination  of  technical  requirements  and  policy 
recommendations  concerning  the  Global  Positioning  System  (GPS) . 

ACCOMPLISHMEMTS ; 

This  element  of  RSPA's  R&D  effort  has  played  a  vital  part  in 
identifying  alternatives  and  stimulating  actions  to  maintain  a 
soundly  based  national  program  for  radionavigation.  Examples  are: 

The  Federal  Radionavigation  Plan  was  published  in  January  1993, 
updated  with  phaseout  dates  for  many  land  based  radionavigation 
systems,  and  including  an  expanded  discussion  of  land  user 
requirements  and  intelligent  vehicle  highway  systems  (IVHS) . 

Under  the  leadership  of  RSPA,  the  DOT  Navigation  Council  in  FY  1993 
provided  policy  recommendations  that  have  led  to  the  formation  of 
a  joint  DOD/ DOT  Task  Force  on  GPS,  a  group  now  having  high  public 
visibility,  that  is  scheduled  to  report  its  findings,  by  the  end  of 
CY93,  concerning  the  most  efficient  way  to  maximize  the  utility  of 
GPS  for  both  civil  and  military  users.  This  includes  the 
possibility  of  joint  civil/military  control. 

In  a  separate  FY  1993  effort,  RSPA  also  took  the  lead  in 
coordinating  a  Memorandum  of  Agreement  between  DOT  and  DOD  on  the 


84  RSPA  FY  1995  BUDGET  SUBMISSION 


1011 


civil  use  of  GPS.  In  a  related  agreement  it  was  concluded  that  to 
facilitate  civil  uses  of  GPS,  DOT  would  establish  representation  at 
two  existing  DOD  and  Air  Force  facilities. 

PLAMNED  FOR  FY  1995; 

A  new  edition  of  the  FRP  will  be  published  and  approximately  5,000 
copies  will  be  distributed.  Because  of  the  evolving  state  of 
navigation  requirements  and  applications,  along  with  issues  such  as 
ownership,  control,  and  funding,  this  edition  will  deal  more 
specifically  with  unresolved  policy  questions.  Upon  completion  of 
the  1994  edition,  preparations  of  the  1996  edition  will  begin, 
including  necessary  interactions  with  the  various  user  group 
constituencies.  This  will  involve  FRP  working  group  meetings  with 
DOD,  and  joint  planning  and  execution  with  FAA  and  USCG  of  three  or 
four  user  conferences.  The  conferences  will  focus  on  the 
identification  of  user  needs  to  ensure  that  they  will  not  be 
compromised  by  the  proposed  phase-out  of  federally  provided 
services  and,  in  addition,  to  determine  how  existing  and  planned 
navigation  systems  can  be  utilized  to  enhance  economic 
opportunities.  FRP  coordination  and  publication  with  technical 
support  by  the  Volpe  Center  will  rec[uire  $200K.  Crucial 
interaction  with  the  civil  user  community  to  obtain  continuous 
input  into  the  FRP  process  will  require  $15K. 

Funding  is  also  required  for  RSPA's  share  of  costs  with  FAA  and 
USCG  to  provide  for  a  required,  DOT  liaison  position  at  the  GPS 
Joint  Program  Office,  and  for  a  position  at  the  U.S.  Air  Force 
Space  Command  to  ensure  that  civil  user  needs  are  met. 
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PROGRAM;   RESEARCH  AMD  DEVELOPMEMT 

ACTIVITY  (in  thousands) :  University  Research 

FY  1993        FY  1994         FY  1995 

Enacted       Enacted        Recpiest       Difference 

200  190  255  +65 

PROBLEM  8TATEMEMT; 

As  manager  of  the  University  Transportation  Center  and  University 
Research  Institute  grant  programs,  RSPA  monitors  an  annual 
investment  of  approximately  $20  million  in  education,  research  and 
technology  transfer.  To  do  so  effectively,  RSPA  needs  to  devise: 
(1)  evaluation  techniques  capable  of  assessing  the  overall 
effectiveness  of  "centers  of  excellence"  in  their  entirety,  rather 
than  as  the  sum  of  their  individual  research  projects;  (2) 
innovative  and  cost-effective  mechanisms  for  advancing  U.S. 
transportation  technology  and  expertise  through  academia;  and  (3) 
better  ways  to  coordinate  with  other  DOT  university  programs. 

ACC0MPLI8HMEMTS ; 

In  FY  1994  RSPA  developed  evaluation  criteria  by  which  to  assess 
the  overall  effectiveness  of  the  University  Transportation  Centers. 
These  relied  heavily  on  the  FY  1993  report  of  the  TRB  Peer  Review 
Panel  which  was  formed  to  address  this  issue.  Because  each 
University  Transportation  Center  conducts  a  multi-disciplinary 
program  of  education,  research  and  technology  transfer,  RSPA  needed 
an  assessment  tool  that  could  determine  not  only  the  success  of  a 
University  Transportation  Center's  individual  projects,  but  also 
the  extent  of  their  synergy. 

A  RSPA  pilot  project  resulted  in  the  first  offering  of  an 
accredited  degree  in  Transportation  Security.  As  an  alternative  to 
long-term  Federal  funding  of  the  delivery  of  certain  academic 
programs,  RSPA  focused  on  the  development  of  the  program.  RSPA 
sponsored  collaboration  eunong  experts  from  DOT,  industry  and 
academia  to  identify  the  curriculum  necessary  to  support  an 
accredited  degree.  The  program  they  developed  can  be  offered  by 
any  academic  institution  with  an  accredited  Transportation  or 
Security  program.  Existing  academic  accreditation  mechanisms  will 
ensure  continued  program  quality  without  the  need  for  further  DOT 
involvement. 

RSPA  participated  in  the  Summer  Transportation  Intern  Program  for 
Diverse  Groups  in  order  to  provide  future  transportation 
professionals  from  diverse  backgrounds  with  the  opportunity  to  work 
closely  with  individual  mentors  involved  in  transportation  programs 
throughout  DOT.  In  addition,  RSPA  sponsored  an  assessment  of  the 
program's  effectiveness  in  attracting  talented  individuals  from 
diverse  groups  into  transportation  career  paths. 
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In  the  interests  of  closer  coordination  eunong  DOT'S  university 
programs,  RSPA  svirveyed  DOT'S  university  programs  and  took  the  lead 
in  convening  a  series  of  information  exchanges  concerning  the 
plans,  products  and  participants  of  the  several  programs. 

PIAMWED  POR  PY  1995; 

In  FY  1995  RSPA  will  again  conduct  site  inspections  and  annual 
performance  reviews  of  all  grantees.  In  addition  to  the  standard 
review  protocol,  RSPA  plans  to  apply  the  new  evaluation  criteria 
which  address  the  overall  effectiveness  of  the  centers  of 
excellence.  This  may  involve  the  formation  and  management  of 
specialized  review  teams  involving  outside  experts  along  with  the 
DOT  progreun  monitors. 

Assuming  satisfactory  performance  by  the  grantees,  RSPA  expects  to 
award  non-competitive  grants  to  the  3  national  University 
Transportation  Centers  and  6  University  Research  Institutes  as 
mandated  by  statute. 

The  ten  regional  University  Transportation  Centers  will  be  awarded 
on  the  basis  of  a  competitive  solicitation  of  proposals,  a  process 
initiated  in  FY  1994.  The  review  and  evaluation  of  proposals 
received  in  response  to  this  solicitation  will  require  the 
formation  and  management  of  specialized  review  tezuns,  possibly 
involving  outside  experts. 

RSPA  will  continue  to  support  summer  transportation  internships  for 
university  students  from  diverse  groups,  the  form  of  which  will 
reflect  the  results  of  the  program  assessment  conducted  in  FY  1994. 
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FY  1994 

FY  1995 

Enacted 

Request 

45 

45 

5 

5 

4 

4 

2 

2 

19 

19 

15 

15 
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RESEARCH  AND  SPECIAL  PROGRAMS  ADMINISTRATION 

Stunmary  of  Requirements  -  Budget  Authority 

RESEARCH  AND  SPECIAL  PROGRAMS 
Element:   Program  and  Administrative  Support 


Full  Time  Permanent  (FTP)  Positions 
Executive  Direction 
Policy  and  Program  Support 
Civil  Rights  &  Special  Programs 
Program  Mgmt  and  Administration 
Legal  Services  and  Support 

Full  Time  Equivalent  (FTE)  Workyears*  53         53 

($  000) 
Personnel  Compensation 
and  Benefits  (PC&B) 

Operating  Expenses 

Total  Contract  Programs 

Policy  and  Program  Support 

Civil  Rights  &  Special  Programs: 

Civil  Rights 
Drug  Program 
FOIA 

Program  Mgmt  and  Administration: 

Budget  and  Financial  Mgmt 
Accounting  Svcs  Contract 
Procurement  Support  Contract 
Personnel  Support  Contract 
Information  Resources  Mgmt 


3,669 

3,938 

2,174 

2,716 

436 

747 

0 

50 

9 

74 

4 

4 

5 

5 

0 

65 

427 

623 

28 

28 

199 

** 

0 

75 

0 

50 

200 

470 

Additional  funds  allocated  to  other             6,279  7,401 

elements  within  RSP  for                      =  =  ===  ===== 

communications,  utilities,  WCF 

and  misc.  costs:  (1,607)  (1,894) 


4,672       5,507 


*  Includes  a  RSPA-Wide  pool  of  10  FTE. 
**  Part  of  Operating  Expenses  for  RSP  ($138k)  and  Pipeline  Safety 
($51)  in  FY  1995. 
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PROGRAM  AND  ADMINI STRATI VB  SUPPORT 

FY  1995  BUDGET  REQUEST 

MISSION 

PROGRAM  SUPPORT  provides  policy,  legal,  financial,  management  and 
administrative  support  to  operating  offices  in  Uieir  mission  to 
promote  the  Administrations 's  policies  and  the  Department's 
programs.  PROGRAM  SUPPORT  includes  activities  which  directly 
support  the  agency's  programs  in  a  variety  of  areas,  including  the 
Office  of  the  Administrator  (Executive  Direction) ,  Staff  Offices  to 
the  Administrator  (Chief  Counsel,  Policy  and  Program  Support,  and 
Civil  Rights) ,  and  Management  and  Administration. 

PROGRAM;  EXECUTIVE  DIRECTION 

The  Office  of  the  Administrator  provides  overall  management, 
strategic  direction,  and  implementation  of  Administration  policy 
for  the  agency  and  its  programs. 

POSITIONS 

New:   0 

No  new  positions  are  rec[uested   in  FY   1995. 
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PROGRAMt   POLICY  AND  PROGRAM  SUPPORT 

RSPA's  Office  of  Policy  and  Program  Support  (office)  conducts 
policy  reviews  and  analyses,  makes  policy  recommendations  to  the 
Administrator,  and  provides  policy  direction  and  oversight  for  all 
agency  progreuns.  The  office  is  also  responsible  for  performing 
public  affairs  and  congressional  liaison  work.  It  informs  the 
public,  the  industry,  the  media,  and  the  Congress  about  cxirrent 
RSPA  issues,  program  activities  and  regulations. 

POSITIOHS 

New:   0 

No  new  positions  are  requested  in  FY  1995. 

ACTIVITY  (in  thousands):   Policy  and  Program  Support 

FY  1993         FY  1994        FY  1995 

Enacted        Enacted       Recmest       Difference 

0  0  50  +50 

PROBLEM  STATEMEMTt 

Until  June  1993,  RSPA  used  some  of  its  FTE  to  provide  a  research 
assistant  position  for  the  office.  But,  because  of  anticipated  FTE 
reductions  in  FY  1995,  there  will  no  longer  be  FTE  available  to 
support  the  position.  Former  incumbents  performed  a  number  of  vital 
duties  for  the  office  staff,  the  Administrator,  and  the  Deputy 
Administrator.   These  responsibilities  included: 

o  researching,  obtaining,  and  compiling  information  for  a 
number  of  ongoing  agency  reports  supplied  to  the  Office  of 
the  Secretary  and  for  other  major  reports,  such  as  briefing 
books  for  hearings,  the  RSPA  Priority  Plan,  and  the  RSPA 
Transition  Manual; 

o  maintaining  and  keeping  current  mailing  lists  of  press, 
trade  association,  and  congressional  contacts  involved  with 
RSPA  programs; 

o  attending  public  hearings  and  taJcing  notes  for  the 
Administrator  and  the  professional  staff  for  press  releases, 
reports,  briefings,  or  issues  affecting  RSPA  programs; 

o  screening  congressional  and  media  calls,  and  determining 
what  information  is  needed  and  where  to  direct  each  call; 
and 

o  setting  up  meetings  and  briefings  with  congressional  staff 
or  press. 
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ACCOMPLIBHHENTS ; 

Daily,  this  office  performs  the  final  review  for  all  agency 
dociunents  with  respect  to  matters  of  agency  and  departmental 
policy,  political  sensitivity,  and  coordination.  The  office  also 
keeps  the  Secretary,  the  public,  the  media,  the  industry,  and  the 
Congress  well  informed  about  all  RSPA  issues,  progreun  activities, 
legislation  and  regulations.  The  office  is  RSPA's  official  point 
of  contact  for  the  media  and  as  such  coordinates  and  responds  to 
all  inquiries  ranging  from  complex  technical  questions  about 
regulations  to  press  calls  generated  by  emergencies  such  as 
pipeline  explosions. 

PLAHNED  FOR  FY  1995; 

In  FY  1995,  RSPA  will  address  several  urgent  priorities,  such  as 
redirection  of  the  pipeline  safety  program,  modernizing  the 
Department's  emergency  transportation  response  capabilities  and 
strengthening  Department's  management  of  research  and  development. 

Currently,  the  office  has  only  three  professional  level  staff 
members,  one  of  these  a  Schedule  A  employee  with  severe  physical 
disabilities.  Without  contract  support  for  a  research  assistant, 
this  staff  will  have  to  perform  many  clerical  and  support  duties, 
which  could  and  should  be  performed  by  lower  salaried  personnel. 
Having  contractor  support  will  free  professional  staff  to  perform 
the  managerial  and  analytical  functions  of  their  own  positions  and 
ensure  that  the  researching  and  compiling  of  information  will  be 
performed  on  a  timely  basis.  When  this  office  is  short  staffed, 
the  RSPA  Administrator  suffers. 

CONSEQUENCES  OF  NOT  FDMDING; 

The  consequences  of  not  funding  the  contract  services  will  be  that 
research  and  office  support  duties  will  be  performed  by  the 
professional  staff.  The  critical  shortage  of  staff  will  impact  the 
office's  ability  to  provide  the  Administrator  and  the  program 
offices  with  the  front-end  policy  guidance  that  helps  prevent 
problems  arising  later  in  the  process.  Failure  to  fund  this 
request  will  also  prevent  the  staff  from  working  proactively  to 
inform  the  media,  public,  and  industry  about  RSPA  issues. 
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PROGRAM!   CIVIL  RIGHTS 

The  Office  of  Civil  Rights,  a  staff  office  to  the  Administrator,  is 
responsible  for  the  administration,  coordination,  and 
implementation  of  the  Freedom  of  Information  Act  (FOIA) ,  the 
Privacy  Act,  and  RSPA's  Civil  Rights  Progreua.  In  addition, 
management  and  oversight  are  provided  for  the  agency's  internal 
drug  testing  progreun. 

POSITIONS 

New:   0 

No  new  positions  are  requested  in  FY  1995. 

ACTIVITY  (in  thousands):   Civil  Rights 


FY  1993          FY  1994 

FY  1995 

Enacted         Enacted 

Request 

Difference 

4                4 

4 

0 

PROBLEM  STATEMENT: 

o    Title  VI 

Under  Title  VI  of  the  Civil  Rights  Act  of  1964,  each  operating 
element  is  to  ensure  that  each  applicant  for,  or  recipient  of 
Federal  financial  assistance  in  the  U.S.  shall  not  be  denied 
benefits  of  or  participation  in  those  programs  on  the  grounds  of 
race,  color,  national  origin,  etc. 

RSPA  is  now  responsible  for  three  programs  which  impact  Civil 
Rights  greatly.  In  addition  to  providing  pipeline  grants  to  the 
states,  in  June  1991,  RSPA  assumed  new  responsibilities  from  GST 
for  two  Title  VI  progreuns  -  the  University  Transportation  Centers 
Program  (UTCP)  which  awards  grants  to  thirteen  universities  and  the 
University  Research  Institutes  Program  (URIP)  which  awards  grants 
to  six  universities.  Another  new  responsibility,  as  of  May  1993, 
was  the  reimbursable  grants  to  states,  territories,  and  Indian 
Tribes  to  enable  them  to  enhance,  implement,  or  develop  hazardous 
materials  response  planning  and  training  progrzuns. 

The  Department's  Title  VI  Order  requires  civil  rights  monitoring 
and  compliance  reviews.  RSPA  has  not  conducted  any  on-site  reviews 
for  several  years  because  the  volume  of  our  FOIA  work  and  limited 
staff  and  financial  resources  preclude  on-site  compliance  reviews. 

o      Title  VII 

In  the  past,  other  Operating  Administrations  within  the  Department 
have  investigated  RSPA's  official  civil  rights  complaints  through 
the  use  of  reimbursable  agreements.  During  a  period  of  eight 
years,  RSPA  has  had  only  three  cases.  However,  in  FY  1993,  RSPA 
has  already  handled  two  cases  which  are  still  in  process.   In 
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addition  to  these  two  cases,  consultations  on  other  possible  cases 
have  been  forthcoming.  At  least  one  of  these  cases  presents  the 
distinct  possibility  of  being  brought  up  formally  in  FY  1994  and 
might  carry  over  into  FY  1995.  Assistance  from  other  modes  within 
DOT,  for  formal  investigation,  will  not  be  available  since  these 
modes,  due  to  their  own  increased  workloads,  have  informed  RSPA 
that  they  will  not  be  able  to  accommodate  our  needs.  It  will  be 
necessary  for  RSPA  to  contract  out  for  its  formal  investigations  of 
EEO  complaints.  Fees,  depending  on  individual  cases/class  action 
suits,  range  from  $2,000  to  $6,000  per  investigation.  Investigation 
costs  can  also  include  per  diem  and  travel  expenses. 

In  addition,  the  Civil  Rights  Act  of  1991,  which  beceune  effective 
on  October  1,  1992,  also  authorizes  either  party  to  elect  a  jury 
trial  or  Alternative  Dispute  Resolution  (ADR) .  If  ADR  is  selected 
by  either  the  complainant (s)  or  the  agency,  this  would  add  another 
major  cost  increase  to  the  activity.  Mediators/  arbitrators  are 
currently  charging  from  $7,000  to  $10,000  per  case.  Even  if  the 
Department  contracted/hired  ADR  services,  they  would  most  likely 
charge  RSPA  for  the  costs. 

RSPA  has  acquired  an  increase  in  progreim  responsibilities.  The 
increased  level  of  activity  in  the  civil  rights  area  is  expected  to 
continue  beyond  FY  1994. 

o      EEO  Counselor  Training 

A  portion  of  the  Civil  Rights  Program  is  the  continuous  updating  of 
skills/knowledge  of  the  EEO  Counselors  to  provide  better  service  to 
the  employees  we  serve.  (Training  is  required  every  two  years  for 
EEO  Counselors.)  In  order  to  achieve  this,  counselors  are 
encouraged  to  attend  special  emphasis  progreuns  and  seminars  to 
represent  RSPA  and  its  employees. 

ACCOMPLISHMEMTS ; 

The  Office  of  Civil  Rights  continues  to  provide  effective 
leadership  in  civil  rights  programs  nationwide  by  developing  and 
implementing  innovative  programs  and  guidance  materials.  We  have 
presented  a  variety  of  programs  in  order  to  promote  diversity  and 
insure  awareness  of  increasing  female  and  minority  representation. 
The  percentage  of  women  and  minorities  occupying  GS-11  and  higher 
positions  has  continued  to  increase.  In  addition,  representation 
of  minorities  and  females  in  non-traditional  positions  such  as 
engineering  continues  to  rise. 

PLANNED  FOR  FY  1995; 

RSPA  will  continue  to  review  internal  civil  rights  progreuns  which 
affect  the  welfare  of  our  employees.    RSPA's  civil  rights 
responsibilities  will  increase  to  ensure  compliance  of  Title  VI, 
Title  VII,  the  Civil  Rights  Act  of  1991,  and  the  requirements  of 
other  laws  when  disbursing  the  Federal  financial  assistance  grants 
to  qualified  recipients. 
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PROGRAM;   CIVIL  RIGHTS 


ACTIVITY  (in  thousands) :   Drug  Program 

FY  1993  FY  1994        FY  1995 

Enacted         Enacted       Request       Difference 


PROBLEM  STATEMENT; 

Contract  costs  associated  with  the  day-to-day  operation  of  the 
internal  drug  testing  program,  including  lab  fees  and  collectors 
fees,  will  continue  to  rise.  RSPA  employees  must  be  provided  with 
updated  guidance  and  orientation  concerning  expansion  and  changes 
in  the  program.  RSPA  must  maintain  its  leadership  and  credibility 
in  this  area  by  providing  quality  program  execution. 

ACC0MPLI8HMEKTS ; 

RSPA  has  established  its  internal  program  as  one  of  the  leading 
programs  within  the  Department.  RSPA  has  produced  a  variety  of 
materials  which  have  provided  program  guidance  not  only  to 
employees,  but  to  their  families  and  communities.  Our  testing 
program  is  closely  monitored,  and  the  rights  and  privacy  of  the 
individuals  involved  with  the  program  are  zealously  protected. 

PLAMNED  FOR  PY  1995: 

RSPA  will  continue  to  provide  guidance  and  orientation  for  all  RSPA 
employees  and  applicants.  Drug  testing  practices  continue  with  the 
most  recent  additions  and  changes  as  adopted  by  the  Department. 
RSPA  employees  must  be  regularly  informed  of  these  changes. 
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PROGRAM;   CIVIL  RIGHTS 

ACTIVITY  (in  thousands) t   Freedom  of  Information  Act  (FOIA)  Support 

FY  1993  FY  1994        FY  1995 

Enacted         Enacted       Recfuest       Difference 


65  -1-65 


PROBLEM  STATEMENT t 


This  request  is  based  on  the  fact  that  FOIA  requests  have  increased 
more  than  234  percent  from  1987  to  1992  (see  following  table) .  In 
1990,  RSPA  processed  316  FOIAs  and  the  1993  projection  is  almost 
double  that  of  1990.  The  Office  of  Civil  Rights  is  required  by 
law  to  respond  to  FOIA  requests  within  10  workdays.  The 
requirements  for  accountability  and  absolute  accuracy  demanded  by 
FOIA  regulations  do  not  permit  errors  which  have  resulted  from  only 
one  FOIA  Officer  working  under  such  severe  time  constraints. 


Calendar 
year 

1987 

1988 

1989 

1990 

1991 

1992 

1993 

1994 

1995 

^Estimates  based  on  available  data. 

Several  factors  account  for  the  dramatic  increase  in  FOIA  requests 
—  (1)  a  Izurge  increase  in  hazardous  materials  and  pipeline  safety 
enforcement  actions  over  the  past  several  years,  (2)  increased 
awareness  of  the  hazardous  materials  and  pipeline  safety  databases, 
and  (3)  the  increased  numbers  of  enforcement  cases  pursued  by  the 
Chief  Counsel's  Office.  In  calendar  year  1992  alone,  over  300 
requests  (out  of  471)  ceune  from  law  firms  requesting  data  regarding 
enforcement  activities.  RSPA  expects  these  factors  to  continue 
well  beyond  FY  1995,  drastically  increasing  FOIA  requests.   The 


Total  FOIAs 
Received 

Yearly  Percentage 

Increase  Over 

Previous  Year 

141 

244 

73% 

302 

24% 

316 

5% 

400 

27% 

471 

18% 

*596 

*27% 

*757 

*27% 

*961 

*27% 
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estimate  for  FY  1995  indicates  that  current  staffing  in  the  Office 
of  Civil  Rights  will  be  physically  unable  to  comply  with  FOIA 
requests  for  required  by  law.  As  of  May  1993,  there  are 
approximately  50  FOIA  requests  outstanding. 

ACCOMPLI SHMKNTS : 

The  Office  of  Civil  Rights  has  used  every  method  available  to  them 
to  maintain  currency  with  FOIA  demands,  including  additional 
automation,  and  standardization  of  responses  where  possible,  etc. 
Regrettably,  other  mission  requirements  (the  Civil  Rights  Program 
and  the  Drug  Program)  have  suffered  because  of  the  extensive 
efforts  expended  on  FOIA. 

PLANNED  FOR  FY  1995; 

The  FOIA  backlog  has  been  steadily  increasing  due  to  the  amount  of 
time  it  takes  to  review  and  process  complex  requests  with  the 
limited  staff.  A  single  complex  request  can  take  up  to  a  week  to 
review  for  FOIA  Exemptions  and  Privacy  Act  implications.  (This 
does  not  take  into  account  the  time  that  the  program  office  takes 
in  gathering  the  documents/records/data.) 

The  contractor  is  urgently  needed  to  keep  up  with  processing  FOIA 
requests  to  the  general  public.   The  contract  employee  would  - 

o      Review  FOIA  requests  for  content; 

o  Research  all  possible  areas  where  information  may  be 
obtained; 

o  Maintain  all  necessary  documentation  related  to  each 
request,  including  careful  documentation  of  files  checked, 
conversation  with  field  personnel,  other  offices,  the 
requestor ,  etc . ; 

o      Analyze  all  documents  selected  for  a  particular  request; 

o      Cross  check  and  analyze  other  related  FOIA  requests; 

o      Prepare  interim  replies; 

o  Prepare,  modify,  and  coordinate  responses  in  order  to  meet 
all  regulatory  requirements  prior  to  release  of 
documentation ; 

o  Prepare  responses  to  requestors  issuing  denials  on  Privacy 
Act  issues; 

o  Prepare  responses  which  make  recommendations  regarding  FOIA 
Exemptions  to  the  FOIA  Officer  for  final  approval  and 
dissemination; 
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o      Coordinate  with  Accounting  and  process  FOIA  fee  collections 
and  delinquent  accounts. 

COMSEOUENCES  OF  HOT  FONDING; 

The  FOIA  workload  precludes  time  for  the  Office  of  Civil  Rights  to 
fully  accomplish  its  primary  mission  of  Civil  Rights.  Currently, 
there  is  little  time  remaining  to  properly  conduct  the  Internal 
Drug  Program  as  well.  The  FOIA  workload  takes  up  approximately  90 
percent  of  the  Office  of  Civil  Right's  efforts  leaving  only  about 
10  percent  to  conduct  the  Civil  Rights  Progrsun  and  to  maintain  the 
Drug  Program. 

Failure  to  adequately  fund  and  staff  these  programs  provides 
potential  embarrassment  and  potential  legal  action  against  the 
agency.  For  example,  RSPA  has  been  recently  sued  over  the 
mishandling  of  a  FOIA  request. 
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PROGRAM;   MAKAGEMEMT  AKD  ADMINISTRATIOM 

P08ITI0H8 

New:   0 

No  new  positions  are  rec[uested  in  FY  1995. 

ACTIVITY  (in  thousands):   Budget  and  Financial  Reporting 

FY  1993         FY  1994        FY  1995 

Enacted        Enacted       Request       Difference 

28  28  28  0 

PROBLEM  8TATEMKHT; 

The  Departmental  Accounting  and  Financial  Information  System 
(DAFIS)  allows  only  one  terminal  in  RSPA  to  query  and  has  limited 
reporting  capeJaility.  In  order  for  RSPA  to  use  DAFIS  as  a 
financial  management  tool,  senior  management  needs  on-line  access 
to  accounting  reports  and  financial  queries. 

ACCOMPLI8HMEHT8 ; 

Cvirrently,  RSPA  maintains  a  budget  reporting  system,  separate  from 
DAFIS.  He  are  proposing  to  reinforce  our  current  reporting  system 
through  expansion  of  the  DAFIS  reporting  capabilities. 

PLANNED  FOR  FY  1995; 

A  contractor  will  be  used  to  develop  specific  financial  reports  and 
increase  management's  on-line  query  capability,  two  areas  which  are 
crucial  to  RSPA's  ability  to  properly  manage  its  financial 
operations.  Other  DOT  Administrations  have  successfully  used 
contractor  support  to  develop  on-line  reports  to  meet  specific 
agency  requirements. 
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PROGRAM;   MAMAGEMEMT  AMD  ADMINISTRATION 


ACTIVITY  (in  thousands):   Procurement  Support  Contract 

FY  1993         FY  1994        FY  1995 

Enacted        Enacted       Request       Difference 


75  +75 


PROBLEM  STATEMENT; 


o      Backlog  of  25  contracts  and  1,3  50  purchase  orders  require  an 
administrative  closeout,  payment  and  financial  audit. 

o      Data  Support  Services  are  required  to  maintain  an  accurate 
and  complete  management  information  system. 

ACCOMPL I SHMENT : 

Due  to  the  increase  of  workload  over  the  past  four  years,  contract 
closeout  and  data  information  have  been  accomplished  on  an 
inadequate  and  very  limited  basis.  Projected  program  increases 
will  require  this  contract  support  essential  to  RSPA's  operations. 

PLANNED  FOR  FY  1995; 

Contract  Closeout  -  Contract  closeout  support  is  required  for 
contracts  in  which  performance  has  been  completed  and  all 
deliverables  and/or  services  received.  Support  will  entail  a 
review  of  all  contracts  prior  to  closeout  to  ensure  all  work  has 
been  completed  and  no  monies  are  owed  either  to  the  contractor  or 
to  the  Government.  Support  will  also  include  marking  and  packaging 
closeout  files  in  accordance  with  applicable  government  regulations 
for  final  submission  to  the  National  Archives. 

Data  Support  Administration  -  Support  would  involve  the  use  of  data 
entry  labor  in  order  to  provide  assistance  to  the  agency  in  meeting 
its  contract  data  reporting  requirements.  The  Office  of  Management 
and  Budget  (OMB)  mandates  the  reporting  of  all  federal  procurements 
award  data  into  the  Federal  Procurement  Data  System.  In  order  to 
support  OMB's  guidelines  of  internal  controls  for  procurement,  it 
is  necessary  to  improve  RSPA's  procurement  tracking  and  the  quality 
of  reporting  data.  Additionally,  this  office  is  responsible  for 
collecting  and  compiling  detailed  procurement  data  in  response  to 
over  sixty  (60)  internal  reports  that  must  be  submitted  annually  to 
the  Office  of  the  Secretary.  Reports  include:  RSPA's  Preference 
Program  Achievements  for  Small  and  Disadvantaged  Business  concerns, 
woman  owned  businesses  and  labor  surplus  procurements  which  track 
our  Agency's  preference  goals. 
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eOKSBOUENCBS  OF  HOT  FUHDIHGt 

Contract  Closaout  -  If  timely  contract  closeout  is  not  performed, 
then  deobligation  of  contract  funds  cannot  be  processed.  The  OHB 
has  targeted  contract  closeout  for  audit  review.  The  0MB  estimates 
Government -wide ,  that  over  one  billion  contract  closeout  dollars  is 
owed  to  the  government.  In  regards  to  untimely  contract  closeout, 
the  following  represents  the  liabilities  to  the  Government: 

o      Congressional  inquiries  in  response  to  contractors'  requests 
for  final  payment  under  their  contracts. 

o      Before  final  closeout,  contractors  may  identify  additional 
costs  and  submit  claims  against  the  Government. 

o      If  contract  closeout  is  not  completed,  interest  charges  may 
be  incurred  for  delayed  final  invoice  payment. 

o      Potential  exists  for  double  billing  under  old  invoices. 

In  accordance  with  the  Federal  Acquisition  Regulations,  subsequent 
to  contract  closeout  the  Office  of  Contracts  and  Procurement  is 
permitted  to  archive  seven  hundred  (700)  purchase  orders. 
Currently,  RSPA's  office  space  is  limited;  archiving  these  files 
will  significantly  reduce  storage  space  and  costs. 

Data  Support  Administration  -  An  inadequate  procurement  reporting 
data  system  would  not  provide  accurate  or  timely  information  to 
Congress,  as  required  by  law.  Additionally,  it  would  not  support 
the  Office  of  Federal  Procurement  Policy  proposed  policy  to 
implement  the  recommendations  contained  in  a  June  1989  report  to 
Congress  on  the  Federal  Procvirement  Data  System  and  the  April  1991 
report  of  the  President's  Council  on  Integrity  and  Efficiency  on 
application  controls  for  Federal  Contract  Tracking  Systems. 
Inadequate  reporting  would  have  further  negative  impact  with 
respect  to  continued  congressional  approval  of  future  program 
budget  requests  due  to  poor  agency  data  reporting  controls. 
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PROGRAM;   MAMAGEMEMT  AKD  ADMIWISTRATION 


ACTIVITY  (in  thousands) z   Personnel  Support  Contract 

FY  1993         FY  1994        FY  1995 

Enacted        Enacted       Request       Difference 


50  +50 


PROBLEM  STATEMENT; 


Personnel  Office  staff  shortages  and  the  demands  of  providing  day- 
to-day  personnel  operating  services,  preclude  the  current 
personnel  staff  from  providing  thorough  analysis  and  documentation 
of  complex  classification,  position  management  and  employee 
relations  issues/actions  as  required  by  law  and  OPH  regulation. 
There  is  a  rising  backlog  of  required  documentation  and  analysis  in 
these  areas  that  needs  attention.  As  a  result,  RSPA  is  potentially 
vulnerable  to  being  found  in  non-compliance  with  personnel  law  or 
regulations.  As  a  result  of  either  an  external  regulatory  review 
(0PM  or  DOT  Personnel  Management  Evaluation,  GAO  or  Inspector 
General  audits,  etc.)  or  adversarial  action  that  focuses  external 
attention  on  these  issues  (employee  grievances,  classification 
appeals,  MSPB  appeals,  EEO  complaints,  etc.)  RSPA  could  be  required 
to  correct  these  deficiencies.  In  addition,  the  personnel  staff 
cannot  provide  the  full  range  of  personnel  program  advice  and 
assistance  that  should  be  expected.  While  the  staff  is  fully 
competent  to  do  so,  if  we  are  required  to  devote  significant  staff 
time  to  these  issues,  then  other  day-to-day  services  will  suffer. 

ACC0MPLI8HMEMTS ; 

The  Personnel  Office  has  achieved  notable  success  in  the  recruiting 
area.  We  have  expedited  the  recruitment  process  through  a  variety 
of  innovative  techniques.  Recent  feedback  from  line  managers  has 
been  favorable  with  respect  to  turn-around  time  from  initial 
recruitment  requests  to  identification  of  candidates  for  interview 
and  selection.  All  25  Hazardous  Materials  Safety  and  Pipeline 
Safety  FY-92/93  new  positions  plus  a  number  of  current  vacancies 
were  filled  during  the  period  of  January  1992  through  June  1993. 
Personnel  has  made  extensive  use  of  job  fairs.  Department  of 
Defense  referrals,  and  personal  outreach  efforts  to  locate 
applicants  who  can  be  direct  hired,  transferred,  or  reinstated 
directly  to  our  vacancies.  While  0PM  occupational  job  fairs  are 
quite  expensive,  costing  as  much  as  $2,400,  Personnel  staff  has 
joined  with  its  sister  DOT  modes  in  assisting  them  with  staffing 
their  recruitment  booths.  Our  cooperative  efforts  meant  that  we 
participated  at  a  reduced  cost  or  no  cost  to  RSPA. 

PLAMNED  FOR  FY  1995; 

RSPA  proposes  to  contract  with  a  reputable  firm  to  provide  seasoned 
personnel  experts  who  will  accomplish  comprehensive  position 
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management/position  classification  audits,  reviews,  and  supporting 
documentation.  Additionally,  the  funds  will  enable  RSPA  to 
purchase  software  packages  for  personnel  retirement  progreuas. 
These  funds  will  also  enable  RSPA  to  provide  increased  retirement 
counseling  through  the  use  of  a  reimbursable  contract  agreement 
with  another  DOT  operating  Administration. 

RSPA  plans  to  contract  for  support  services  which  will  conduct 
essential  position  management/classification  surveys  and  audits, 
and  will  provide  required  documentation  supporting  the  conclusions 
of  these  activities.  Internal  resources  will  be  devoted  to  improve 
recruitment  and  selection  processes,  and  personnel  operations 
assistance  (personnel  orientation,  personnel  record  maintenance, 
resolution  of  payroll  or  personnel  problems,  etc.). 

o    Classification   ($30K) 

There  is  a  critical  need  to  conduct  comprehensive  position 
management/classification  reviews  including  the  provision  of 
accxirate  position  descriptions  and  evaluation  statements,  both 
of  which  are  required  by  law  and  regulation.  The  purpose  of 
these  reviews  will  be  to  identify  outstanding  position 
classification,  position  management,  and  organizational  issues 
and  remedy  any  identified  deficiencies.  Issues  that  need 
attention  include: 

ACCURATE  POSITION  DESCRIPTIONS.  There  have  been 
reorganizations  in  the  past  5  years  where  the  position 
descriptions  have  never  been  changed  to  reflect  the  new 
structure/duties/responsibilities. 

-  CLASSIFICATION  ACCURACY.  Many  positions  have  xindergone 
substantial  changes  as  a  result  of  their  absorption  into 
RSPA  from  the  Office  of  the  Secretary  (i.e.,  supervisory 
titled  positions  with  no  one  to  supervise) . 

CLASSIFICATION  STANDARDS  IMPLEMENTATION.  New 
classification  standards  continue  to  be  issued  each  year 
which  require  us  to  audit  jobs  and  change  position 
descriptions  (for  example,  the  new  General  Schedule 
Supervisory  Guide  and  the  more  recent  Grants  Management 
Series  classification  standards  will  have  to  be 
implemented  next  year) . 

SUPPORTING  DOCUMENTATION.  Many  RSPA  positions  do  not 
have  the  proper  evaluation  statements  as  required  by  the 
Department.  For  example,  supervisory  positions,  mixed 
series  positions,  and  positions  where  the  Classification 
Standards'  grade  level  criteria  are  exceeded,  all  require 
evaluation  statements. 
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BRIDGE  DEVELOPMENTAL  POSITIONS.  There  is  a  need  for 
bridge  positions  (technical  positions  at  the  GS-6/7/8/9 
levels)  for  technical  and  clerical  staff  to  transition  to 
the  administrative  and  professional  ranks.  This  area 
needs  to  be  studied  for  Upward  Mobility,  EEO  and  Work 
Force  Diversity  objectives. 

It  is  virtually  impossible  to  conduct  the  required  analysis 
and  reviews  with  the  current  Personnel  Office  staff  levels. 
The  immediate  demands  of  providing  personnel  operating 
services  prevent  meaningful,  accurate,  and  responsive  advice 
to  management  on  many  of  these  issues.  Many  of  these  reviews 
and  analyses  are  required  by  law  and  regulations.  In 
addition,  there  is  a  need  -  to  some  extent  a  requirement  -  to 
advise  senior  management  on  optimum  organization  design,  and 
to  develop  long-range  plans  for  cost  efficient  organizational 
structures.  Successful  agency  operations  require  that  our 
Personnel  Office  practice  sound  position  classification  and 
position  management. 

o    Retirement  Coxinseling   ($2  OK) 

RSPA  needs  to  purchase  retirement  calculation  software 
necessary  to  provide  basic  advice  and  assistance  to  employees 
interested  in  retirement  information.  A  basic  retirement 
calculation  program  will  provide  prospective  retirees  with 
information  on  basic  annuities,  disability  benefits,  survivor 
benefits,  deposits  and  redeposits,  and  Thrift  savings  plan 
benefits.  This  is  a  minimum  level  of  service  that  we  must 
provide.  The  software  is  an  efficient  and  reliable  means  for 
the  personnel  staff  to  provide  this  seirvice. 

In  addition,  if  full  retirement  counseling  service  is  going  to 
be  provided,  it  will  need  to  be  done  through  a  reimbursable 
contract  agreement  with  another  Operating  Administration  in 
DOT.  This  is  a  basic  personnel  service  that  cannot  be 
adequately  addressed  with  the  current  RSPA  personnel  staff 
levels.  It  is  anticipated  that  RSPA  will  need  to  counsel  10  - 
15  persons  each  year  and  that  the  number  will  be  increasing  by 
1995.  An  alternative  to  providing  direct  personal  retirement 
counseling,  may  be  purchasing  information  packages  and 
contracting  for  pre-retirement  seminars. 

CONSEODENCES  OF  NOT  FUNDING; 

Not  funding  the  personnel  support  services  requested  will  put  RSPA 
in  non-compliance  with  law  and  regulations.  The  RSPA  headquarters 
Personnel  Office  is  severely  understaffed  and  new  hiring  has  been 
constricted  by  the  President's  initiative  to  reduce  Federal 
employment.  Without  the  ability  to  handle  critical  regulatory 
functions  in-house,  it  is  absolutely  necessary  to  contract  for 
those  services.  Classification,  retirement,  employee  counseling 
services,  and  personnel  regulation  advisory  services  are  required 
program   areas   for   all   personnel   offices.     The   incomplete 
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classification  documentation  in  RSPA  opens  the  agency  up  to  charges 
of  regulatory  non-compliance.  An  aging  work  force  has  increased 
the  demands  for  retirement  information  and  service.  The  funding 
reguested  will  provide  both  a  comprehensive  and  better  organized 
retirement  counseling  service.  Employee  counseling  services  are 
provided  for  headquarters  personnel  through  a  reimbursable 
agreement  with  the  Office  of  the  Secretary.  Unfortunately,  the 
contract  does  not  provide  any  response  for  employees  located  in 
RSPA's  field  offices  nationwide.  Maintaining  a  current  and  updated 
Personnel  Manual  through  automated  techniques  will  assure  accurate 
personnel  advice  to  RSPA  managers  and  employees,  a  service  the  work 
force  needs  and  deserves.  Finally,  participation  in  job  fairs 
allows  the  agency  to  compete  for  the  best  talent  in  an  extremely 
competitive  market  for  highly  specialized  position  vacancies. 
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PROGRAM;  MAMAGEMEMT  AMD  ADMIKISTRATIOM 

ACTIVITY  (in  thousands) :   Information  Resources  Management 

FY  1993         FY  1994        FY  1995 

Enacted        Enacted       Request       Difference 

150  243  470  +227 

PROBLEM  8TATEMEMT; 

The  IRM  organization  has  attempted  to  fulfill  its  responsibilities, 
identified  in  RSPA's  mission  statement,  of  providing  policy 
guidance  and  direction  to  the  Agency's  300  users  for  application 
development,  office  automation,  telecommunications,  word 
processing,  electronic  mail,  the  sharing  of  data/ information  and 
IRM  acquisition  (including  equipment,  software,  telecommunication) 
and  the  day-to-day  user  problem  calls,  but  has  fallen  short  due  to 
lack  of  resources  (positions  and  funds)  ,  as  identified  in  the 
Office  of  the  Secretary,  Information  Resource  Management's  (M-30) 
draft  Over  Sight  and  Review  Program  report.  This  report  also 
strongly  recommends  an  increase  of  IRM  staff,  consolidate  related 
IRM  functions,  strengthen  funding  mechanisms,  develop  formal  IRM 
policy,  implement  an  IRM  review  program  and  develop  a  comprehensive 
strategic  planning  process  to  ensure  satisfactory  management  of  our 
major  information  systems  and  critical  technology  initiatives. 

Information  technology  and  automated  systems  are  essential  to  the 
Agency's  ongoing  operations.  To  ensure  the  overall  efficient  and 
productive  use  of  these  resources,  the  IRM  organization  needs  to  be 
able  to  implement  an  information  resources  mana-^ement  policy  for 
all  such  activities  in  the  Agency.  All  offices  require  a  high 
level  of  IRM/ADP/telecommunication  support;  our  focus  is  on  how 
limited  resources  can  be  best  allocated  in  support  of  the  Agency's 
mission  and  goals. 

ACCOMPLISHMENTS ; 

The  IRM  organization  completed  an  Agency-wide  requirement  analysis; 
this  effort  will  serve  as  the  Agency's  Strategic  IRM  Plan.  We 
identified  17  corporate  IRM  initiatives  that  when  developed  and 
implemented  will  increase  the  agency's  productivity  and  its 
responsiveness  to  the  public.  We  have  successfully  networked  all 
offices  within  the  Agency  (providing  easy  access  to  commonly  used 
software  and  ensuring  regular  back  up  of  data) ,  and  have  provided 
the  field  offices  with  a  telecommunication  link  to  Headquarters  for 
electronic  mail  (E-mail)  support.  We  initiated  detailed  functional 
requirements  studies  on  two  (imaging  and  a  action  tracking  system) 
of  the  17  systems  that  were  identified  in  the  requirement  analyses 
perform  last  year.  We  have  developed  a  plan  that  will  migrate  the 
Agency's  network  from  3 -COM  (3 -COM  announced  over  a  year  ago  they 
will  no  longer  support  the  3-COM  operating  software)  to  Microsoft's 
LAN  Manager  operating  system.  We  have  established  a  User  Help  Desk 
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that  trouble  shoots  Pes  and  network  problems  for  the  user 
community,  in  addition  to  providing  office  automation,  word 
processing  and  color  graphic  support.  Installed  Lotus  Notes  file 
server  and  an  imaging  document  system  as  pilots  to  evaluate  their 
benefits  to  the  Agency.  We  developed  several  Agency  tracking 
systems,  including  the  RulemeJcing  Tracking  system  that  is  used  by 
all  program  offices.  We  developed  an  Agency  security  plan, 
including  Agency  policy  and  awareness  training. 


PLANNED  FOR  FY  1995; 

Core  Initiatives      FY  1994:  $158,000 

o    Local  Area  Network  (LAN) 


FY  1995:  $302,000 

FY  1994:  $   40,000 
FY  1995:  $  140,000 


ITEMS 


FY-92   FY-93        FY-94        FY-95 

INCRS         INCRS         INCRS 


t   OF  USERS 

240 

360 

50% 

480 

34% 

510 

6% 

#  OF  FILE 
SERVERS 

9 

17 

47% 

23 

35% 

25 

8% 

NETWORK 
PROBLEM 
CALLS 

4210 

5500 

31% 

7500 

36% 

8475 

13% 

Local  Area  Networks  (LANs) ,  linking  together  the  computers  and 
automated  systems  serving  RSPA  Offices,  provide  an  underlying  basis 
that  RSPA  personnel  need  to  use  to  more  effectively  accomplish  the 
mission  and  goals  of  the  Administrator.  The  IRM  office  is  working 
with  each  of  the  Offices  to  ensure  the  design,  installation  and 
administration  of  the  LAN  meets  their  requirements. 

The  development  of  LANs  that  interface  with  other  existing  DOT  and 
Federal  data  communications  facilities  will  increase  the  timeliness 
of  reporting  information  internally,  to  the  Department  and  Federal 
offices,  and  to  the  public.  The  dollars  will  fund:  one  LAN 
administrator;  one  assistant  LAN  administrator;  LAN  hardware  and 
software;  RSPA  LAN  maintenance;  RPSA's  portion  of  the  Departments 
fiber  optic  network  that  provides  the  operating  administrations  the 
capability  to  share  and  transfer  information  quickly  and  easily; 
and  the  electronic  data  interchange  (EDI) ,  which  the  Department  is 
encouraging  the  Modes  to  use,  will  comply  with  the  Office  of 
Federal  Procurement  Policy  (OFPP)  efforts  to  monitor  the  EDI 
throughout  the  Federal  Government  with  a  single  uniform  system. 


Application  Development 


FY  1994:  $  32,000 
FY  1995:  $  25,000 


ITEMS 

FY-92 

FY-93  INCR 

FY-94 

INCR 

FY-95 

INCR 

DEVELOPMENT 
EFFORT 

26 

35 

35% 

42 

16% 

47 

12% 
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Computer  system  applications  can  effectively  facilitate  many  of  the 
budgetary  (eg.  Departmental  Accounting  and  Financial  Information 
System  (DAFIS)  and  RSPA's  Accounting  and  Management  Information 
System  (RAMIS) ) ,  administrative  (eg.  Regulatory  Tracking  System, 
Correspondence  Control  System  and  Priority  Planning  Tracking 
System)  and  personnel  (eg.  forms  generating  system  and  Personnel 
Tracking  System)  activities  performed  by  RSPA  Offices.  By 
automating  these  and  many  other  processes,  more  timely  sharing  of 
information,  more  current  management  reports  and  greater  internal 
quality  controls  can  be  obtained  with  marginal  effort.  The  dollars 
will  fund  two  application  analyst  contractors,  for  Agency 
development  and  programming  support. 


InforBation  Support  Canter 


FY  1994:  $  25,000 
FY  1995:  $  27,000 


ITEMS 

FY-92 

FY-93 

INCR 

FY-94 

INCR 

FY-95 

INCR 

TROUBLE 
CALLS 

1050 

1210 

15% 

1290 

7% 

1314 

2%   1 

HARDWARE  & 

SOFTWARE 

EVALUATION 

910 

1230 

35% 

1410 

15% 

1420 

7% 

GRAPHIC 
SUPPORT 

290 

360 

24% 

450 

25% 

480 

7% 

OFFICE 

AUTOMATION 

TRAINING 

1460 

1580 

8% 

1670 

6% 

1704 

2% 

DESK  TOP 

PUBLISHING 

SUPPORT 

33 

40 

21% 

48 

20% 

48 

0% 

COMPUTER 
MAINTENANCE 

1840 

2070 

12% 

2260 

9% 

2100 

-7% 

E-MAIL 
SUPPORT 

1206 

1356 

12% 

1511 

11% 

1344 

-11% 

IRM  SUPPORT 

850 

948 

12% 

1130 

19% 

1751 

55% 

Providing  a  one-stop  source  of  technical  support  to  all  RSPA 
computer  users,  the  Information  Support  Center  will  increase  RSPA 
personnel  productivity.  Able  to  diagnose  and  overcome  all  types  of 
user  problems,  the  Center  personnel  will  be  able  to  assist  users 
who  are  experiencing  hardware,  software  or  telecommunications 
difficulties.  The  Center  will  provide  user  support  and  training 
for  all  microcomputer  hardware,  software,  and  communications 
purchased.  The  dollars  will  fund  three  micro  computer  program 
analyst  contractors. 


Hardware/Software 


FY  1994:   $      0 
FY  1995:   $  25,000 
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As  new  employees  join  RSPA  and  older  systems  become  obsolete,  new 
microcomputers  need  to  be  purchased.  As  new  technology  enables 
activities  to  be  accomplished  on  microcomputers  that  formerly 
required  mainframes  or  hardwired  terminals,  additional  faster 
and/or  smaller  microcomputers  become  more  cost-effective  ways  of 
performing  these  processes.  To  enable  existing  microcomputers  to 
accomplish  more  functions,  additional  hardware  such  as  auxiliary 
storage  devices,  extra  random  access  memory  and  mice  need  to  be 
evaluated,  recommended  and  purchased. 

o    Equipment  Maintenance/Cabling  FY  1994:   $      0 

FY  1995:   $  25,000 

RSPA  Headquarters  offices  now  have  over  300  microcomputers  and 
associated  peripherals,  such  as  laser  printers  and  tape  storage 
systems,  which  must  be  maintained  in  useful  condition.  Maintenance 
includes  having  technical  support  capable  of  determining  the  cause 
of  system  failure,  sources  of  replacement  parts,  and  maintenance 
agreements  to  install  replacement  parts.  Replacement  parts  for 
microcomputers  and  peripherals  include  everything  from  new  cables 
and  disk  controllers  to  new  cable  connectors,  from  new  disk  drives 
to  new  video  cards.  As  all  of  the  computer  machinery  in  RSPA  is  in 
constant  use,  items  fail  on  an  on-going  basis,  requiring 
maintenance  considerations  to  be  a  continual  activity. 

o    supplies  FY  1994:   $      0 

FY  1995:   $  10,000 

The  300  users  of  microcomputers  and  associated  peripherals  require 
a  steady  supply  of  materials.  To  store  and  retrieve  files,  users 
need  diskettes  and  tape  cartridges.  To  hold  the  diskettes, 
diskette  holders  need  to  be  available.  To  print  reports  and 
presentations,  users  need  printer  paper  and  toner  ink  for  the  laser 
printers.  When  any  of  these  supplies  become  unavailable,  users' 
productivity  falls  dramatically.  The  appropriate  sizes  and  types 
of  these  supplies  need  to  be  ordered  and  made  available  to  RSPA 
microcomputer  users  throughout  the  year. 

o    IRM  Training  FY  1994:   $      0 

FY  1995:   $  15,000 

Training  users  on  information  systems  increases  their  productivity 
in  a  pronounced  fashion.  Being  mostly  self-taught,  RSPA  users  are 
often  unaware  of  tips  and  simple  ways  of  performing  complex  tasks. 
The  basic  office  automation  tools  are  word  processing,  file 
management,  spreadsheets,  database  management,  presentation 
graphics  and  electronic  mail  all  require  training  in  order  for 
their  best  and  most  productive  use. 

Training  activities  include  constructing  or  obtaining  course 
outlines  and  examples,  locating  appropriate  teachers /trainers, 
preparing  or  obtaining  use  of  training  facilities  with  computers 
and  appropriate  software  packages,  organizing  classes  and 
performing  the  training. 
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o     IRM  Security  FY  1994:   $  61,000 

FY  1995:   $  35,000 

RSPA  relies  upon  its  automated  information  systems  (AIS)  for 
essential  support  in  accomplishing  mission  objectives.  Programs 
and  functions  which  involve  irreplaceable  national  resources  rely 
heavily  on  the  reliability  and  accessibility  of  these  systems.  The 
data/ information  and  the  hardware/software/communications  assets 
are  considered  vital  and  must  be  protected. 

RSPA  is  responsible  for  activities  that  affect  the  health  and 
safety  of  the  public  sector  and  thus  is  subject  to  prosecution  and 
audit  should  its  assets  be  compromised  or  misused.  The  compromise 
and  misuse  of  these  assets  can  be  minimized  through  appropriate 
security  measures  and  controls. 

Within  RSPA  there  is  integration  of  systems  across  mainframes, 
minicomputers,  microcomputers  and  several  networks,  and  it  is 
difficult  to  separate  out  specific  security  issues  for  individual 
systems.  Only  a  comprehensive  integrated  program  that  involves 
management/user  responsibilities  and  commitment  can  ensure  an 
effective,  economical  security  posture  for  RSPA's 
AIS  resources. 

As  computers  become  increasingly  linked  together,  the  need  for 
planning,  installing  and  administering  infonnation  resource 
security  measures  becomes  of  highest  importance.  The  work  of  RSPA 
personnel  should  remain  secure  until  it  has  formally  been  released 
to  the  public.  To  insure  such  security  on  all  RSPA  computing 
resources,  a  formal  security  plan  has  to  be  adopted  for  the 
headquarters  and  the  field  offices.  The  production  of  an 
information  resources  security  plan  requires  research  into  the 
applicability  of  security  features,  the  level  of  security  required 
for  each  office  function,  and  the  costs  and  benefits  of  various 
security  applications. 

An  information  resources  security  plan  includes  the  formal 
statement  of  Agency  policy  combined  with  all  manual  and  automated 
procedures  that  are  to  be  adopted.  Such  procedures  include 
providing  password  protection,  encryption,  and  limitation  of  user 
access  to  only  those  systems,  files  and  applications  that  are 
rightfully  required  for  job  performance. 

Mew  Technology  Initiatives    FY  1994:  $35,000    FY  1995:  $168,000 

o    Imaging/Optical  Disk  Storage  FY  1994:   $  35,000 

FY  1995:   $  98,000 

Four  offices  (Office  of  Hazardous  Material  Safety,  Office  of 
Pipeline  Safety,  Office  of  Tariffs  and  Office  of  Aviation 
Information)  have  large  docket  files  which  are  prime  candidates  for 
conversion  to  optical  disk  storage.  Reasons  for  these  selection 
are  size,  frequent  access  by  multiple  users  in  Headquarters  and  the 
field  offices,  other  Department  of  Transportation  Agencies,  other 
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Government  departments  and  the  private  sector,  and  the  need  to 
protect  the  integrity,  security,  and  accuracy  of  a  critical  agency 
information  systems.  Imaging  technology  offers  the  capability  to 
automate  the  storage,  retrieval,  and  use  of  information  by  a  wide 
range  of  users  while  protecting  the  integrity,  security  and 
accuracy  of  the  files.  This  technology  will  be  introduced  in  a 
fashion  which  promotes  agency-wide  integration  and  compatibility 
with  other  RSPA  systems  and  the  RSPA  LAN. 

By  not  taking  advantage  of  imaging  technology  and  optical  disk 
storage,  RSPA's  offices  (including  field  offices)  will  continue  to 
require  additional  adjacent  physical  space  for  accessible  storage 
of  extensive  but  regulatory-critical  documents  (including  the 
Freedom  of  Information  Act  (FOIA)).  Funds  will  continue  to  be 
spent  both  for  shelving,  staffing  and  for  the  rooms  where  the 
material  is  stored  and  accessed.  Stored  in  a  database  of  optical 
images,  the  docket  file  information  would  be  easier  to  maintain  and 
manage,  easier  to  search  for  technical  details,  and  far  smaller 
physically.  By  continuing  the  current  paper  intensive  system,  both 
government  staff  and  the  public  suffer  productivity  losses  while 
they  continue  to  make  multiple  copies  of  lengthy  documents,  to 
incur  conflicts  when  more  than  one  person  attempts  to  access  the 
same  document,  and  to  require  extensive  literary  search  time  to 
locate  specific  details  of  information.  Also,  an  opportunity  to 
reduce  the  paper  volume  and  costs  within  the  Agency  will  be  lost. 

o    Electronic  Bulletin  Board  FY  1994:   $      0 

FY  1995:   $  45,000 

Electronic  Bulletin  Boards  are  an  effective  way  to  provide  a 
variety  of  information  and  services  to  a  diverse  group  of  people. 
After  gaining  access  to  the  Bulletin  Board,  users  are  able  to 
select  from  a  wide  variety  of  topics,  each  with  detailed 
information.  Each  user  is  assigned  an  "interest  groups"  to  which 
related  information  will  be  flagged  for  their  reading.  Bulletin 
Boards  also  offer  a  "question  and  answer"  forum  on  a  various  issues 
allowing  users  to  input  there  comments,  suggestions  or  offer  their 
assistance.  Updates  to  Agency  developed  software  can  also  be 
downloaded  from  the  Bulletin  Board  rather  than  mailing  disk  copies. 

By  not  implementing  electronic  bulletin  boards,  RSPA  staff  will 
continue  to  lack  access  to  one  of  office  automation's  primary 
productivity  tools.  Funds  will  continue  to  be  spent  for  paper  and 
for  the  people  to  prepare  and  distribute  %rt-itten  memos.  Placing 
information  in  easily  accessible  format  enables  both  management  and 
staff  to  produce  more  complete,  more  accurate  and  more  timely 
products.  By  continuing  the  current  manual  system  of  sending  memos 
either  to  everyone  or  only  to  selected  ones,  government  staff 
throughout  the  Agency  will  not  be  able  to  take  advantage  of 
information  that  misses  being  sent  to  them,  or  of  pursuing  queries 
through  non-traditional  but  conceivably  very  helpful  sources. 
Also,  by  not  providing  this  forum,  the  Agency  will  continue  to 
suffer  from  not  distributing  and  disseminating  information 
effectively  and  efficiently  in  a  timely  manner. 
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o    Agency  Contract  Tracking  Systen  FY  1994:   $      0 

FY  1995:   $  25,000 

The  agency  needs  a  comprehensive  contract  information  system  which 
automates  the  entire  procurement  process,  including  procurement 
request  (PR)  tracking  and  reporting  from  initial  receipt  of  PR 
through  close  out  using  an  innovative  and  user  friendly  approach. 

By  not  obtaining  an  agency  contract  tracking  system,  RSPA 
management  will  continue  to  lack  total  control  over  the  procurement 
funds  they  spend.  A  comprehensive  system  would  enable  the  easy 
compilation  of  executive  oversight  reports  at  all  points  through 
out  the  process,  many  of  which  are  extremely  difficult  to  capture 
manually.  The  current  paper  intensive  system  is  relatively  slow, 
cumbersome  and  unwieldy.  Much  of  the  information  is  transferred 
from  one  form  to  another,  with  the  added  risk  of  uncaught  errors 
and  omissions.  By  continuing  the  current  fragmented  process,  RSPA 
will  continue  to  have  difficulties  accounting  for  spending  all 
authorized  funds  as  appropriately  and  expeditiously  as  possible. 
RSPA  will  continue  to  be  unable  to  capture  and  reuse  unspent  funds 
from  ended  contracts. 
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PROGRAM;  LEGAL  8ERVICB8  MID  SUPPORT 


MI88I0M 

The  Office  of  the  Chief  Counsel  provides  legal  services  to  the 
Administrator  and  agency  managers  to  ensure  the  legal  sufficiency 
and  defensibility  of  their  decisions,  and  to  carry  out  their 
enforcement  programs.  Legal  services  are  provided  to  support  all 
aspects  of  the  Research  and  Special  Programs  Administration's 
mission,  with  emphasis  on  hazardous  materials  and  pipeline  safety 
administrative  enforcement  and  litigation,  legislation,  rulemaking, 
and  general  law.  (Routine  legal  services  are  provided  to  the  Volpe 
National  Transportation  Systems  Center  by  its  resident  legal 
staff.) 

POSITIONS 

New:   0 

No  new  positions  are  requested  in  FY  1995. 
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DEPARTMEMT  OF  TRANSPORTATION 
RESEARCH  AMD  SPECIAL  PROGRAMS  ADMIHISTRATION 

EMERGENCY  PREPAREDNESS  GRANTS 

(EMERGENCY  PREPAREDNESS  FUND) 

For  necessary  expenses  to  carry  out  section  117A(i) (3) (B)  of  the 
Hazardous  Materials  Transportation  Act,  as  amended,  $400,000  to  be 
derived  from  the  Emergency  Preparedness  Fund,  to  remain  available 
until  expended:  Provided,  That  not  more  than  [$11,000,000] 
$11,350,000  shall  be  made  available  for  obligation  in  fiscal  year 
[1994  for]  1995  from  amounts  made  available  by  section 
117A(h)  (6)  (B)  and  (i)  (1)  ,  (2)  and  (4)  and  118  of  the  Hazardous 
Materials  Transportation  Act,  as  amended:  Provided  further,  That 
such  amounts  shall  only  be  made  available  to  the  Secretary  of 
Transportation  [and  the  National  Institute  of  Environmental  Health 
Sciences] .  (Department  of  Tramsportation  and  Related  Agencies 
Appropriations  Act,    1994.) 
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DEPARXMENT  OP  TRANSPORTATKm 

RESEARCH  AND  SPECIAL  PROGRAMS  ADHINI SIRAXION 

EMEROENCT  PREPAREDNESS  GRANTS 

UNAVAILABLE  COLLECTIONS  (in  thousands  of  dollars) 

Identification  code  69-5282-0-2-407 

FY  1993    FY  1994    FY  1995 
ACTUAL    ENACTED    REQUEST 

01.00   Balance,  start  of  year 2,821     1,371     5,480 

02.00  Receipts 9,550    15,000    15,000 

04.00  Total:  Balances  and 

collections 12,371    16,371    20,480 

05.00  Appropriation (11,000)   (10,892)   (11,750) 

07.00   Balance,  end  of  year 1,371     5,480     8,730 


116  RSPA  FY  1995  BUDGET  SUBMISSION 


1041 


DEPARTMENT  OF  TRANSPORTATION 

RESEARCH  AND  SPECIAL  PROGRAMS  ADMINISTRATION 

EMERGENCY  PREPAREDNESS  GRANTS 

PROGRAM  AND  FINANCING  (in  thousands  of  dollars) 

Identification  code  69-5282-0-2-407 


00.01 
00.02 
00.03 
00.04 
00.05 
00.06 

10.00 


21.40 


24  .40 


39.00 


40.20 
60.25 

60.45 
63.00 


Program  by  activities: 
Direct  program: 

Grants 

Technical  assistance 

Administrative  costs 

Curriculum  development 

Emergency  response  guidebook 

Transfer  to  other  agencies 

Total  obligations  10,442 

Financing: 

Unobligated  balance  available, 

start  of  year  ( - ) 

Unobligated  balance  available, 

end  of  year 558 

Budget  authority  (gross) 11,000 

Budget  authority: 
Current : 

Appropriation  (special  fund) 700 

Appropriation 

(special  fund,  definite) 11,671 

Portion  precluded  from  obligation (1,371 

Appropriation  (total) 10,300 


FY  1993 

FY  1994 

FY  1995 

ACTUAL 

ENACTED 

REQUEST 

8,392 

9,650 

10,350 

400 

400 

400 

500 

500 

600 

650 

450 

400 

500 

200 

0 

0 

250 

0 

10,442 

11,450 

11,750 

(558) 

0 
10,892 


400 

15,971 

(5,480) 

10,492 


0 
11,750 


400 

20,080 
(8,730) 
11,350 


Relation  of  obligations  to  outlays: 

71.00   Total  obligations 10,442 

72.40   Obligated  balance,  start  of  year 

74.40   Obligated  balance,  end  of  year (9,803) 

90.00    Outlays  638 


11, 

,450 

11, 

,750 

9, 

,803 

9, 

,314 

(9, 

,314) 

(8, 

,442) 

11, 939 


12,622 
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DEPARTMENT  OF  TRA17SP0RTATI0N 

RESEARCH  AND  SPECIAL  PROGRAMS  ADMINISTRATION 

EMERGENCY  PREPAREDNESS  GRANTS 

OBJECT  CLASSIFICATION  (in  thousands  of  dollars) 

Identification  code  69-5282-0-2-407 

Direct  Obligations: 

FY  1993   FY  1994   FY  1995 
ACTUAL   ENACTED   REQUEST 


21.0  Travel  and  transportation 7  65  52 

24.0  Printing  and  reproduction 65  52 

25.2  Other  services 2,024  1,640  1,272 

26.0  Supplies  and  materials 4 

31.0  Equipment 15  30  24 

41.0  Grants 8,392  9,650  10,350 


99.0     Total  Obligations 10,442    11,450    11,750 
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KMERGEMCY  PREPAREDNESS  GRMTTS  (KMER6KHCY  PRBPAREDNBB8  FUMD) 

Grants,  Monitoring  and  Technical  Assistance, 
Administrative  Support,  and  Curriculvun  Development  Programs 

(in  thousands  of  dollars) 

PERMAKEMT  BUDGET  AUTHORITY 


FY  1994 

Enacted 

Appropriation  Limitation: 

Grants 

9650 

Monitoring/Technical 

Assistance 

400 

Administrative  Support 

500 

Transfer  to  Other 

Agencies 

250 

Emergency  Response 

Guidebook 

200 

Subtotal,  Limitation 

11,000 

APPROPRIATED  BUDGET  AUTHORITY 

Training  Curriculum 

400 

FY  1995 
Reouest 

Difference 

10 

,350 

+700 

400 
600 

0 

+100 

0 

-250 

0 

-200 

11 

,350 

+350 

400 

0 

11 

,750 

350 

Total  Request  11,400 

The  Hazardous  Materials  Transportation  Act  (HMTA)  requires  the 
Research  and  Special  Programs  Administration  (RSPA) ,  through 
delegated  authority  from  the  Secretary  of  Transportation,  to:  (1) 
develop  and  implement  a  reimbursable  emergency  preparedness  grant 
program;  (2)  monitor  public  sector  emergency  response  training  and 
planning  and  provide  technical  assistance  to  States,  political 
subdivisions  and  Indian  tribes;  and  (3)  develop  and  update 
periodically  a  national  training  curriculum  for  emergency 
responders . 

These  activities  are  financed  by  receipts  received  from  certain 
shippers  and  carriers  who  are  required  to  register  with  the 
Department  of  Transportation  (DOT)  and  to  pay  an  annual  fee  which 
is  placed  in  a  special  fund  in  the  United  States  Treasury. 

The  HMTA  authorizes  up  to  $17,915  million  in  permanent  budget 
authority  and  $1  million  in  appropriated  budget  authority  in 
support  of  the  Emergency  Preparedness  Grant  program.  Budgetary 
resources  for  the  Grant  Program  in  FY  1995  total  $11,750  ■illion, 
including  an  appropriation  limitation  of  $11,350.  The  limitation 
includes:  $4.04  million  to  States  for  planning  grants  and  $6.31 
million  to  States  and  Indian  tribes  for  training  grants;  $400 
thousand  to  provide  monitoring  and  technical  assistance;  and  $600 
thousand  for  administrative  support. 
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$400  thousand  is  requested  in  appropriated  funds  (from  the 
registration  fee  fund)  for  continued  development  of  a  training 
curriculum  for  public  sector  emergency  response  and  preparedness 
teams . 

PUBLIC  SECTOR  PIAMHING  AMD  TRAINING  GRANTS 

PROBLEM  STATEMENT; 

Grants  are  made  to  States  for:  developing,  improving,  and 
implementing  emergency  plans  under  the  Emergency  Planning  and 
Community  Right-To-Know  Act  of  1986,  including  determination  of 
flow  patterns  of  hazardous  materials  within  a  State  and  between  a 
State  and  another  State;  and  determining  the  need  for  regional 
hazardous  materials  emergency  response  teams.  In  addition,  grants 
are  made  to  States  and  Indian  tribes  for  training  public  sector 
employees  to  respond  to  accidents  and  incidents  involving  hazardous 
materials. 

The  HMTA  requires  RSPA  to  maintain  close  coordination  to  implement 
the  grant  program  and  provide  technical  assistance  with  the  Federal 
Emergency  Management  Agency  (FEMA) ,  the  Nuclear  Regulatory 
Commission  (NRC) ,  the  Environmental  Protection  Agency  (EPA) ,  and 
the  Departments  of  Labor  (DOL) ,  Energy  (DOE) ,  and  Health  and  Human 
Services  (HHS) . 

ACCOMPLISHMENTS ! 

RSPA  has  established  a  Federal  Interagency  Coordination  Group  (ICG) 
and  a  DOT  working  group  to  implement  the  planning,  training  and 
curriculum  development  requirements  of  the  HMTA.  A  final  rule  was 
published  in  September  1992.  RSPA  awarded  grants  in  May  1993. 
Ninety-four  percent  of  States  and  Territories  have  received  grants. 

PLANNED  FOR  FY  1995; 

RSPA  anticipates  the  third  round  of  grants  will  be  awarded  in 
FY  1995.   RSPA  is  requesting  a  total  of  $10,350  million  for  the 
grant  programs  in  FY  1995  ($4.04  million  for  the  planning  program 
and  $6.31  million  for  the  training  program). 

Grant  program  activities  performed  by  RSPA  include:  receiving 
applications  for  grants;  reviewing  applications  for  technical 
compliance;  approving,  disapproving,  or  modifying  grant  awards;  and 
any  other  ministerial  function  associated  with  the  grant  programs. 
RSPA  is  working  closely  with  other  Executive  agencies  to  avoid 
duplication  of  effort.  Providing  grants  to  States  and  Indian 
tribes  will  significantly  enhance  hazardous  materials  planning  and 
emergency  response  at  all  levels  of  government  and  in  the  private 
sector.  In  addition,  the  information  gained  from  State  planning 
efforts  will  vastly  enhance  the  Federal,  State  and  local 
governments'  understanding  of  the  magnitude  of  the  transportation 
of  hazardous  materials.  Useful  data  will  also  be  obtained  on  the 
need  for  regional  hazardous  materials  emergency  response  teams. 
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MONITORING  AKD  TECHNICAL  AB8I8TAMCE 

PROBLEM  STATEMENT; 

The  HMTA  requires  FEMA,  in  coordination  with  DOT,  EPA,  DOE  and  the 
National  Institute  of  Environmental  Health  Sciences  (NIEHS)  to 
monitor  public  sector  emergency  response  training  and  planning  for 
accidents  and  incidents  involving  hazardous  materials.  Taking  into 
account  the  results  of  monitoring,  these  agencies  are  to  provide 
technical  assistance  to  States,  and  their  political  subdivisions, 
and  Indian  tribes  for  carrying  out  emergency  response  training  and 
planning  for  accidents  and  incidents.  The  existing  coordinating 
mechanisms  of  the  National  Response  Team  and,  for  radioactive 
materials,  the  Federal  Radiological  Preparedness  Coordinating 
Committee  are  to  be  used  in  the  provision  of  technical  assistance. 

ACCOMPLISHMENTS ; 

In  addition  to  establishing  a  monitoring  and  technical  assistance 
workgroup,  RSPA  has  also  planned  a  series  of  monitoring  and 
technical  assistance  sessions  where  grantees  will  present  program 
accomplishments  and  receive  technical  assistance  from  a  team  of 
Federal  and  nonfederal  experts.  These  regional  sessions  will 
provide  practical  tailored  assistance  to  the  grantees  and  will 
provide  DOT  with  valuable  information. 

PLANNED  FOR  FY  1995; 

RSPA  has  established  a  monitoring  workgroup  and  a  technical 
assistance  workgroup,  led  by  FEMA  and  RSPA  respectively,  to  develop 
criteria  to  evaluate  the  overall  benefits  and  effectiveness  of  the 
planning  and  training  programs  and  to  determine  what  types  or 
methods  of  Federal  technical  assistance  would  be  most  valuable  in 
support  of  local  hazardous  materials  planning  and  training 
programs.  The  information  obtained  from  effective  monitoring  can 
then  be  used  to  provide  technical  assistance  to  grantees  to 
strengthen  all  planning  and  training  programs  nationwide. 

In  FY  1995,  RSPA  will  monitor  and  provide  technical  assistance  to 
States,  Indian  tribes  and  local  jurisdictions.  RSPA  will  conduct 
program  level  monitoring  by  conducting  field  visits  and  reviewing 
progress  reports  to  ensure  that  a  level  of  quality  is  being  met 
without  duplication  and  overlap.  RSPA  will  suggest  program  level 
corrective  actions  to  grantees  where  necessary.  In  addition,  it 
will  identify  those  programs  that  work  particularly  well  and  use 
those  data  to  strengthen  the  planning  and  training  programs. 

$400  thousand  is  requested  for  monitoring  and  technical  assistance 
in  FY  1995  as  follows: 

$53  thousand  will  be  used  to  support  Local  Emergency  Planning 
Committee  efforts  by  providing  expertise  and  a  transportation 
perspective  to  the  planning  process; 
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$53  thousand  will  be  used  to  develop  and  provide  to  grantees 
computer  software  designed  to  provide  aggregate  commodity  flow 
data ; 

$134  thousand  will  be  used  to  conduct  workshops  on 
transportation-related  concerns  such  as  commodity  flow 
resource  management  and  hazard  analysis; 

$80  thousand  will  be  used  to  support  information  sharing 
through  regional  monitoring  and  technical  assistance  sessions 
which  will  allow  States  to  maximize  resources  by  drawing  on 
the  experience  of  others  and  allow  Federal  Agencies  to  fulfill 
their  monitoring  and  technical  assistance  responsibilities; 
and 

$80  thousand  will  be  used  to  develop  and  disseminate  guidance, 
including  successful  practices  and  case  studies,  so  that 
States  with  minimal  resources  can  draw  on  the  experiences  of 
others  and  incorporate  transportation  risk  into  the  planning 
process. 

ADMINISTRATIVE  SUPPORT  FOR  PIAKNING  AND  TRAINING  GRAMTS 

Administrative  support  for  HMTA  grant  programs  is  essential  for  an 
effective  and  efficient  effort.  Of  the  amounts  made  available  for 
the  programs  in  any  fiscal  year,  up  to  an  additional  ten  percent  is 
available  for  administrative  costs.  An  effective  plan  for 
providing  administrative  support  follows. 

PROBLEM  STATEMENT; 

Administrative  support  must  be  provided  to  sustain  grants 
operations. 

PLANNED  FOR  FY  1995; 

RSPA  requires  $600  thousand  to  administer  the  grant  programs.  This 
amount  will  be  transferred  to  the  RSPA  account  and  will  be  used  as 
follows: 

$52  thousand  will  be  used  to  print  notices  and  to  prepare 
application  kits  for  60  to  100  potential  grantees  and  400 
Indian  tribes; 

$24  thousand  will  be  used  to  purchase  computers  and  other 
equipment  necessary  for  rapid  and  economical  communication  and 
record  keeping  to  ensure  fiscal  accountability  and 
administrative  monitoring; 

$52  thousand  will  be  used  for  staff  travel  to  assist  States 
and  Indian  tribes  to  prepare  grant  applications  and  to  resolve 
problems  in  program  implementation; 
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$64  thousand  will  be  used  to  pay  for  the  electronic  transfer 
of  funds  to  grantees  via  the  Office  of  the  Secretary/ Federal 
Aviation  Administration  system. 

$408  thousand  will  be  used  to  pay  the  PC&B  of  the  Program 
Manager  and  staff  who  will  perform  grants-related  tasks. 

TRAIMIMG  CORRICTJLUM  DEVBLOPMgMT 

PROBLEM  8TATEMEMT; 

The  HMTA  requires  the  Secretary  of  Transportation  to  develop  and 
update  periodically,  a  curriculum  necessary  to  train  public  sector 
emergency  response  and  preparedness  teams.  This  effort  is 
coordinated  with  FEMA,  NRC,  EPA,  DOL,  DOE,  HHS  and  NIEHS,  using  the 
existing  mechanisms  of  the  National  Response  Team  and,  for 
radioactive  materials,  the  Federal  Radiological  Preparedness 
Coordinating  Committee. 

ACCOMPLI8HMEMT8 ; 

RSPA  is  funding  development  of  a  National  Curriculum  Program  to 
ensure  a  set  of  accepted  standards  for  hazardous  materials 
training.  The  program  will  include  curriculum  guidelines.  State 
generation  of  a  national  list  of  courses,  support  systems  and  model 
curricula.  The  second  draft  curriculxim  guidelines,  available  in 
November  1993,  form  a  significant  progreun  milestone. 

The  curriculum  qruidelines  address  training  requirements  for 
response,  planning,  and  prevention,  and  provide  guidelines  for 
additional  quality  control  training  management  functions,  such  as 
course  assessment,  needs  assessment,  testing/evaluation,  and 
instructor  qualification  and  training.  The  national  list  of 
courses  will  be  developed  by  aggregation  of  State  self-assessment 
of  programs  using  the  curriculum  guidelines.  Quality  focused 
support  systems  will  be  implemented  to  assist  State  and  local 
hazardous  materials  training  managers  in  the  areas  of  course  self- 
assessment,  needs  assessment,  testing,  evaluation,  progreun 
development  and  peer  exchange  of  exemplary  programs.  Model 
curricula  will  be  developed  as  needed  to  address  deficiencies  in 
existing  training  as  identified  in  the  State  course  self- 
assessments.  This  development  will  be  accomplished  using  teams  of 
Federal,  State,  tribal  and  local  training  organization 
representatives . 

PLANNED  FOR  FY  1995; 

The  curriculum  development  progreun  consists  of  four  parts:  first, 
the  national  curriculxim  guidelines  will  allow  each  State  to  self- 
assess  and  qualify  its  courses  and  training  programs.  Second,  the 
national  list  of  courses  required  by  HMTA  will  be  produced  by 
aggregating  State  self -assessment  of  programs.  Third,  the 
curriculum  support  systems  component  of  the  program  will  be 
implemented  to  ensure:   (1)  that  the  curriculum  is  understood  and 
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used  effectively;  (2)  that  exemplary  State  programs  are  identified 
and  exchanged  among  peer  State  training  organizations;  and,  (3) 
that  State  peer  review  and  dialogue  is  fostered  to  improve  the 
quality  of  existing  training.  Fourth,  model  curricula  and  course 
materials  will  be  prepared  to  help  State  and  local  training  systems 
better  address  training  requirements  (especially  in  the  area  of 
planning  and  prevention)  presently  being  unmet.  Requirements  are 
identified  by  comparing  existing  curricula  against  curriculum 
guidelines.  The  curriculum  guidelines,  national  list  of  courses 
support  systems  and  model  curricula  are  being  developed  and 
maintained  in  a  consensus  process  using  diverse  State,  local  and 
professional  association  experts.  Using  this  process,  the  national 
curriculum  will  fulfill  both  the  requirement  for  standardization 
(to  ensure  that  all  training  meets  minimum  competency 
requirements) ,  and  the  requirement  for  flexibility  (to  ensure  that 
local  hazard  and  response  priorities  and  diverse  training  audience 
needs  can  be  met  at  local  levels)  .  As  authorized  by  Congress,  this 
process  must  be  on-going  in  order  to  effectively  maintain  relevance 
to  changing  State  and  local  needs. 

The  national  curriculum  will  include  a  summary  of  50  State 
curricula  which  recognizes  differences  in  States  and  the  desire  of 
the  States  to  use  existing  courses  as  much  as  possible.  The 
national  curriculum  will  contain  recommended  courses  of  study  for 
training  public  sector  employees  to  respond  to  accidents  and 
incidents  involving  the  transportation  of  hazardous  materials;  for 
planning  responses;  recommended  basic  courses  and  hours  of 
instruction;  and  appropriate  emergency  response  training  and 
planning  programs  developed  under  other  Federal  grant  programs. 
The  curriculum  will  provide  guidelines  for  training  to  enable 
public  sector  employees  to  comply  with  the  regulations  issued  by 
the  Occupational  Safety  and  Health  Administration  (OSHA)  of  DOL  and 
EPA,  and  standards  issued  by  the  National  Fire  Protection 
Association.  RSPA  is  required  to  consult  with  regional  response 
teams  and  other  persons  who  provide  training  for  responding  to 
hazardous  materials  incidents.  RSPA  is  using  the  Federal 
interagency  coordination  group  to  ensure  compliance  with  these 
extensive  requirements.  A  recent  analysis  of  State  and  local 
government  emergency  response  capabilities  indicated  that  only  a 
small  percentage  of  communities  are  adequately  prepared  to  deal 
with  hazardous  materials  transportation  incidents.  Establishing  a 
national  curriculum,  based  upon  performance  standards,  will  greatly 
assist  responders  in  dealing  with  hazardous  materials  emergencies. 

In  FY  1995,  RSPA  requests  an  appropriation  of  $400,000  to  be  used 
as  follows: 

$80  thousand  will  be  used  to  update,  revise,  and  publish 
the  1995  edition  of  the  Guidelines  for  Public  Sector 
Hazardous  Materials  Training  and  to  produce  4  first 
edition  of  the  national  list  and  catalogue  of  courses. 


124  RSPA  FY  1995  BUDGET  SUBMISSION 


1049 


$90  thousand  will  be  used  to  support  State/tribal  review 
of  training  effectiveness  and  to  assist  States/tribes  in 
curriculum  self -assessment. 

$20  thousand  will  be  used  to  conduct  national  panel 
meetings  on  standardized  student  testing  and  on  State  and 
local  training  delivery  evaluation. 

$110  thousand  will  be  used  to  conduct  seminars  supporting 
State  exchange/ sharing  of  exemplary  hazardous  materials 
progreuns  and  courses.  Support  for  exchange  of  programs 
will  include  instructor  training  and  materials 
dissemination.  A  portion  of  these  funds  will  be 
disbursed  to  other  agencies  involved  in  the  curriculum 
development  process  to  pay  for  their  specific  expertise 
which  is  not  available  elsewhere. 

$100  thousand  will  be  used  to  develop  model  curriculum 
courses  in  planning  and  prevention  to  add  key  areas 
presently  being  missed  in  State  and  local  curricula  as 
identified  against  the  national  curriculum  guidelines. 
Presently,  most  courses  at  the  local  level  focus  on 
response  training.  A  major  long  term  effect  of  the  HMTA 
program  will  be  raising  the  level  of  training  in  planning 
and  prevention  to  that  of  response. 
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DEPARTMEKT  OF  TRANSPORTATION 
RESEARCH  AND  SPECIAL  PROGRAMS  ADMINISTRATION 

PIPELINE  SAFETY 

(PIPELINE  SAFETY  FUND) 

For  expenses  necessary  to  conduct  the  functions  of  the  pipeline 
safety  program,  for  grants-in-aid  to  carry  out  a  pipeline  safety 
program,  as  authorized  by  section  5  of  the  Natural  Gas  Pipeline 
Safety  Act  of  1968  and  the  Hazardous  Liquid  Pipeline  Safety  Act  of 
1979,  and  to  discharge  the  pipeline  program  responsibilities  of  the 
Oil  Pollution  Act  of  1990,  [$19,376,000]  $21,224,000,  of  which 
[$2,449,000]  $2,685,000  shall  be  derived  from  the  Oil  Spill 
Liability  Trust  Fund,  to  remain  available  until  expended;  and  of 
which  [$16,927,000]  $18,539,000  shall  be  derived  from  the  Pipeline 
Safety  Fund,  of  which  [$8,400,000]  $9,123,000  shall  remain 
available  until  expended.  (Department  of  Transportation  and  Related 
Agencies  Appropriations  Act,    1994) . 
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DBPMtXMBMT  OP  TRJUISPCMtXATZON 

RBSKARCH  JUO)    SPBCZJU.  PROOUUIS   JUMZHZSTRATZOII 

PIPBLZm   SAFBTT 

OMAVJUZABLB  COLLBCTZOirs    (in  thousand*  of  dollars) 

Identification  code  69-5172-0-2-407 

FY   1993        FY   1994        FY   1995 
ACTUAL        ENACTED        REQUEST 

01.00     Balance,    start  of  year 17,694  16,972  16,972 

02.00      Receipts 14,602  17,683  19,343 

04.00  Total:    Balances  and 

A=   «n        collection 32,296  34,655  36,315 

05.00      Pipeline   safety (15,050)  (16,927)  (18,539) 

05.00     Rental   payments (481)  (576)  (619) 

05.00  Research  and  special  programs...  (175)  (180)  (185) 

05.99     Total   appropriations (15,706)       (17,683)       (19,343) 

06.10     Unobligated  balance 

returned  to  receipts 382 

07.00     Balance,    end  of  year 16,972  16,972  16,972 
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DEPARXHENT  OF  TRANSPORXAIION 

RESEARCH  AND  SPECIAL  PROORAHS  ADNINISTRAXION 

PIPELINE  SAFETY 

PROGRAM  AND  FINANCING  (in  thousands  of  dollars) 

Identification  code  69-5172-0-2-407 


FY  1993   FY  1994   FY  1995 
ACTUAL    ENACTED    REQUEST 


Program  by  activities: 
Direct  program: 

00.01   Operations 7,350     8,552     9,416 

00.02   Research  and  development 572     1,352     1,123 

00.03   Grants 6,983     7,570     8,000 


00.91     Total  direct  program 14,905     17,474     18,539 

01.01   Reimbursable  program 440     2,525     2,710 

10.00     Total  obligations 15,345     19,999    21,249 

Financing: 
21.40   Unobligated  balance  available, 

start  of  year  (-) (422)      (547) 

24.40   Unobligated  balance  available, 

end  of  year 547 

25.00   Unobligated  balance  expiring 20 


39.00     Budget  authority  (gross) 15,490    19,452     21,249 

Budget  authority; 
Current : 

40.00   Appropriation  15,050     16,927     18,539 

68.00   Spending  authority  from 

offsetting  collections  440     2,525     2,710 

Relation  of  obligations  to  outlays: 

71.00   Total  obligations 15,345     19,999    21,249 

72.40   Obligated  balance,  start  of  year 7,342     8,316     10,484 

74.40   Obligated  balance,  end  of  year (8,316)   (10,484)   (11,973) 

77.00   Adjustments  in  expired  accounts (362) 

87.00    Outlays  (gross) 14,009     17,831     19,760 

Adjustment  to  budget  authority  and  outlays: 
Deductions  for  offsetting  collections: 
88.00   Federal  funds (440)    (2,525)    (2,710) 


89.00   Budget  authority  (net) 15,050    16,927     18,539 

90.00    Outlays  (net) 13,569     15,306     17,050 
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DEPARTNEKT  OF  TRAM8PORTATION 

RESEARCH  AMD  SPECIAL  PROGRAMS  ADMIMI8TRATIOH 

PIPELINE  SAFETY 

OBJECT  CLASSIFICATION  (In  thousands  of  dollars) 

Identification  code  69-5172-0-2-407 

Direct  Obligations: 

FY  1993   FY  1994   FY  1995 
ACTUAL   ENACTED   REQUEST 


Personnel  Compensation: 

11.1  Full-time  permanent 3,196 

11.5  Other  personnel  compensation...  72 

11.9    Total  personnel  

compensation 3,268 

12.1  Civilian  personnel  benefits....  756 
13.0  Benefits  for  former  personnel..  44 
21.0  Travel  and  transportation 

of  persons 506 

22.0  Transportation  of  things 11 

23.3   Communications,  utilities, 

and  miscellaneous  charges 277 

24.0  Printing  and  reproduction 55 

25.2  Other  services 2,650 

26.0  Supplies  and  materials 33 

31.0   Equipment 322 

41.0  Grants,  subsidies,  and 

contributions 6,983 

99.0     Subtotal,  

direct  obligations 14,905 

99.0  Reimbursable  obligations 440 

99.9    Total  obligations 15,345    19,999    21,249 


3,817 

4,163 

20 

20 

3,837 

4,183 

959 

1,046 

551 

551 

30 

33 

245 

245 

55 

60 

4,127 

4,323 

40 

38 

60 

60 

7,570 

8,000 

17,474 

18,539 

2,525 

2,710 
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DEPARTMENT  OF  TRANSPORTAIION 

RESEARCH  AMD  SPECIAL  PROORANS  ADMINISTRATI<»f 

TROST  FUND  SHARE  OF  PIPELINE  SAFETY 

PROGRAM  AND  FINANCING  (in  thousand*  of  dollars) 

Identification  code  69-8121-0-7-407 


FY  1993    FY  1994    FY  1995 
ACTUAL    ENACTED    REQUEST 


Program  by  activities : 
Direct  program: 
10.00     Total  obligations —     2,449      2,685 

Budget  authority: 
Current: 
40.00   Appropriation —     2,449     2,685 

Relation  of  obligations  to  outlays: 

71.00   Total  obligations —     2,449     2,685 

90.00   Outlays  —     2,449     2,685 
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DEPARTMENT  07  TRANSPORTATION 

RESEARCH  AND  SPECIAL  PROGRAMS  ADMINISTRATION 

TRUST  FUND  SHARE  OF  PIPELINE  SAFETY 

OBJECT  CLASSIFICATION  (in  thousands  of  dollars) 

Identification  code  69-8121-0-7-407 

Direct  Obligations: 

FY  1993   FY  1994   FY  1995 
ACTUAL   ENACTED   REQUEST 

Personnel  Compensation: 
21.0  Travel  and  transportation 

of  persons 

24.0  Printing  and  reproduction... 

25. 1  Consulting  services 

25.2  Other  services 

31.0  Equipment 

99 . 9    Total  Obligations 


20 

20 

5 

5 

2,410 

2,526 
120 

14 

14 

~ 

2,449 

2,685 
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RESEARCH  AMD  SPECIAL  PROGRAMS  ADMINISTRATION 
Sum&axy  of  Requirements  -  Budget  Authority 
PIPELINE  SAFETY 


Full  Time  Permanent  (FTP)  Positions 
Full  Time  Equivalent  (FTE)  Workyears 

($000) 
Personnel  Compensation  and  Benefits  (PC&B) 
Derived  from  Pipeline  Safety  Fxind 
Derived  from  Oil  Pollution  Trust  Fund 

Operating  Expenses 

Derived  from  Pipeline  Safety  Fund 
Derived  from  Oil  Pollution  Trust  Fund 

Total  Contract  Programs 
Breakdown  of  programs: 
Information  Systems 
Risk  Assessment  &  Tech  Studies 
Compliance 

Training  &  Info.  Dissemination 
Emergency  Notification 

Implementation  of  Oil  Pollution  Act 

Research  and  Development 

Grants 


FY  1994 

FY  1995 

Enacted 

Request 

72 

75 

72 

75 

4,660 

5,109 

136 

120 

2,034 

1,959 

45 

45 

1,858 

2,348 

402 

752 

355 

250 

76 

375 

925 

871 

100 

100 

2,268 

2,520 

875 

1,123 

7,500 

8,000 

19,376 

21,224 
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APPROPRIATZOM  SOlQIMiy 

PIPELIVE  8A7STT 

EZPUUSATIOM  OP  ADKIVISTRXTIVB  SZPBK8B  IKCRBASBS 

(in  tboiisands  of  dollars) 

Total  Personnel  Coapansation  $5,229         +417 

Based  on  an  analysis  of  FY  1994  pay  data,  we  have  utilized  a 
refined  pay  model  to  accurately  project  our  needs  for  FY  1995. 

FY  1995  Raise  -1-68 

The  requested  increase  is  to  fund  a  1.6  percent  pay  raise 
beginning  in  January,  1995. 

Locality  Pay  +52 

The  requested  increase  is  to  annualize  the  locality  pay 
authorized  in  FY  1994. 

Within-Grade  Increases  +137 

Increases  include  costs  associated  with  mandatory  increases 
required  for  those  employees  who  have  met  the  required 
criteria. 

New  Positions  +170 

The  requested  increase  will  provide  salaries  and  benefits  for 
three  new  positions. 

Operating  Expenses  $2 , 004  -75 

Establish  Alaska  District  Office 

OPS  proposes  to  establish  a  District  Office  in  Anchorage 
operating  xinder  the  supervision  of  the  Western  Regional  Office 
in  Denver.  The  office  would  be  responsible  for  all  natural 
gas  and  hazardous  liquid  pipelines  in  Alaska,  enabling  the 
Western  Region  to  provide  more  direct  oversight  of  Alaska 
pipeline  operations,  while  significantly  lowering  travel 
costs.  The  potential  consequences  of  pipeline  spills  in  the 
fragile  Alaskan  environment  are  magnified  by  the  difficulty  of 
responding  under  what  are  oftentimes  harsh  climatic 
conditions.  An  emphasis  on  pipeline  spill  prevention,  ensured 
by  an  enhanced  OPS  presence,  is  therefore  especially  important 
in  Alaska. 

OPS  is  responsible  for  overseeing  34  inspection  units  in 
Alaska.  These  include  2,000  miles  of  gas  distribution  lines 
serving  80,000  customers,  338  miles  of  gas  transmission  lines, 
and  2,000  miles  of  hazardous  liquid  lines.  By  FY  1995,  OPS 
will  be  responsible  for  overseeing  additional  pi(>eline  units. 
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based  on  potential  construction,  documented  new  oil  and  gas 
discoveries,  and  impending  regulation  of  low-stress  lines. 

The  Trans-Alaska  Pipeline  System  (TAPS) ,  operated  by  the 
Alyeska  Pipeline  Service  Company,  comprises  less  than  15 
percent  of  Alaska  inspection  units,  but  consistently  requires 
more  OPS  oversight  than  any  other  pipeline  in  the  Nation.  The 
long-term  safe  operation  and  integrity  of  TAPS  are  crucial  to 
ensuring  the  continuity  of  the  domestic  oil  supply.  The  800- 
mile  long,  48-inch  dieuneter  pipeline  transports  approximately 
25  percent  of  all  domestically-produced  crude  oil.  Corrosion 
discoveries  on  TAPS,  safety-related  allegations  by  former 
Alyeska  employees,  and  a  GAO  audit  recommending  increased 
scrutiny  and  coordination  by  regulatory  agencies  have 
compelled  OPS  to  enhance  its  oversight  of  TAPS. 

In  1990,  OPS  permanently  assigned  one  inspector  from  the 
Western  Regional  Office  to  Alaska  for  oversight  of  Alaskan 
pipelines.  OPS  also  has  participated  in  the  Joint  Pipeline 
Office  Corrosion  Task  Force,  comprised  of  OPS  and  other  state 
and  Federal  agencies  that  oversee  TAPS.  In  1993,  TAPS  issues 
so  dominated  the  inspector's  time  that  support  from  the 
Western  Regional  Office  and  OPS  headquarters  exceeded  an 
additional  FTE.  Significant  time  and  funds  were  absorbed  in 
travel  between  the  continental  U.S.  and  Alaska.  Furthermore, 
other  Alaska  inspection  units  were  neglected.  The  inspection 
backlog  will  not  correct  itself  as  long  as  TAPS  requires  such 
close  oversight,  and  potential  construction  of  new  pipelines 
in  Alaska  continues. 

Travel  and  Transportation  $604       +3 

The  requested  increase  includes  costs  for  additional 
compliance/inspection  and  state  liaison  activities. 
Compliance/ inspection  and  state  liaison  employees  travel 
approximately  50  percent  of  the  time. 

The  base  request  also  includes  travel  pertaining  to  OPA. 
These  funds  will  be  disbursed  from  the  OPA  Trust  Fund  ($20K) . 

Working  Capital  Fund  $898      -131 

Our  request  reflects  the  Office  of  the  Secretary's  WCF  budget 
estimate  for  FY  1995. 

Communications.  Utilities  &  Miscellaneous        $245        0 

The  request  is  needed  to  cover  costs  associated  with 
communications,  utilities,  and  miscellaneous  charges  not 
covered  under  the  working  capital  fund.  These  charges 
include:  local  phone  charges;  long-distance  phone  calls  made 
under  C&P  or  AT&T;  workers  compensation;  etc. 
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Printing  $65       +5 

The  request  is  required  to  cover  the  continuing  costs 
associated  with  printing  of  required  rulemakings  and  reports. 

The  base  request  includes  $5  thousand  for  OPA  technical 
reports.  OPA  fvinds  will  be  disbursed  from  the  OPA  Trust  Fund. 

Training  $29       -1 

This  decrease  reflects  an  effort  to  reduce  administrative 
costs  where  practical. 

The  base  request  includes  $6  thousand  for  specialized  training 
to  enhance  response  expertise  for  OPS  staff  relating  to  OPA. 
OPA  funds  will  be  disbursed  from  the  OPA  Trust  Fund. 

Accounting  $51     +51 

The  request  represents  Pipeline  Safety's  prorated  cost  of  RSPA 
accounting  services  contracted  through  the  FAA.  The  total 
RSPA  cost  for  Accounting  services  is  $189  thousand,  which  is 
a  $10  thousand  decrease  from  FY  1994.  Funding  for  this 
activity  appeared  as  a  Contract  Program  under  RSP  in  FY  1994. 

Supplies  &  Materials  $38       -2 

The  decrease  reflects  an  effort  to  reduce  administrative  costs 
where  practical. 

Equipment  $74        0 

The  amount  is  necessary  in  order  to  maintain  and  enhance 
current  equipment. 

The  base  request  includes  $14  thousand  for  specialized 
computer  equipment  which  will  enhance  storage  capacity  for  OPA 
mapping  requirements.  OPA  funds  will  be  disbursed  from  the 
OPA  Trust  Fund. 


136  RSPA  FY  1995  BUDGET  SOBMISSION 


1060 


PIPELINE  SAygTY 
FY  1995  BUDGET  REQUEST 


MISSIOM 

"To  protect  the  people  and  the  envirouent  of  the  United 
States  through  a  conprehensive  pipeline  safety  program  that 
includes  effective  risk  manageaent,  thorough  pipeline 
ooHpliance,  high  quality  training  and  a  strong,  balanced 
federal/ state  partnership." 

RSPA's  Office  of  Pipeline  Safety  (OPS)  oversees  the  safe 
transportation  of  natural  gas  to  55  million  residential  and 
commercial  customers,  and  the  environmentally  sound  transportation 
of  25  percent  of  the  nation's  intercity  freight,  more  than  605 
billion  ton  miles  of  petroleum  and  other  hazardous  materials  by 
pipeline.  Our  pipeline  safety  jurisdiction  covers  more  than  2,000 
gas  pipeline  operators  with  over  1.6  million  miles  of  pipeline,  and 
more  than  200  operators  and  165,000  miles  of  pipelines  which 
transport  hazardous  liquids. 

The  pipeline  safety  program  is  authorized  under  the  Natural  Gas 
Pipeline  Safety  Act  of  1968  (NGPSA)  and  the  Hazardous  Liquid 
Pipeline  Safety  Act  of  1979  (HLPSA) .  Reauthorization  of  these 
statutes  in  the  Pipeline  Safety  Act  of  1992  (PSA  92)  put  protection 
of  the  environment  on  par  with  safety. 

Following  enactment  of  the  Oil  Pollution  Act  of  1990  (OPA)  ,  the 
Department  redelegated  responsibility  for  spill  prevention  and 
containment  of  oil  and  hazardous  substances  from  pipelines  to  the 
Research  and  Special  Programs  Administration  (RSPA) .  These 
responsibilities,  defined  under  the  Federal  Water  Pollution  Control 
Act,  also  expanded  the  role  of  RSPA  in  environmental  protection, 
and  covered  categories  of  pipelines  previously  excepted  by  the 
HLPSA  or  regulations  adopted  thereunder.  The  assessment  and 
collection  of  annual  user  fees  from  the  pipeline  industry  funds  the 
basic  pipeline  safety  program,  and  funds  from  the  Oil  Liability 
Trust  Fund  support  OPA  activities. 

The  FY  1995  budget  request  seeks  to  implement  the  prioritized 
recommendations  resulting  from  the  initial  execution  of  OPS's  risk 
assessment  process.  This  process  has  been  implemented  with  the 
participation  of  stakeholders,  including,  for  the  first  time, 
environmental  interest  groups.  Dramatic  changes  are  occurring  in 
the  pipeline  program  as  RSPA  seeks  and  directs  resources  to  new 
initiatives,  particularly  in  research  and  development  and 
compliance  initiatives,  which  are  essential  to  cost  effectively 
deliver  oversight  of  a  nationally  uniform  program. 

The  budget  request  reflects  environmental  concerns  identified  by 
the  Secretary  of  Transportation  in  his  review  of  the  program 
following  a  significant  oil  spill  in  Fairfax  County,  Virginia. 
Further,  in  addressing  the  mandates  of  the  PSA  92,  considerable 
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emphasis  has  been  placed  on  the  hazardous  liquid  pipeline 
infrastructure  and  the  development  of  a  comprehensive  data  base 
needed  to  support  many  risk  management  and  compliance  initiatives. 
Leverage  of  state  progreun  resources  has  become  increasingly 
critical  to  the  delivery  of  an  effective  pipeline  safety  program. 
An  increase  in  funding  is  sought  to  bring  more  states  into  the 
hazardous  liquid  program. 

The  pipeline  safety  program  consists  of  the  following  functional 
areas: 

INFORIATIOH  AMD  AMALYSIS  -  Implements  redesigned  organizational 
structures  and  work  processes.  Collects,  maintains,  and  assesses 
pipeline  data  to  establish  risk  reduction  priorities,  identify 
trends,  evaluate  program  effectiveness,  and  provide  statistical 
support  for  federal  and  state  pipeline  safety  initiatives. 

RISK  ASSESSMENT  i  TECHMICAL  STUDIES  -  Previously  called 
"Rulemaking",  this  function  has  been  renamed  to  reflect  RSPA's 
initiative  to  explore  all  potential  solutions  (not  merely 
rulemeOcing)  for  assuring  safety  and  environmental  protection. 
Identifies  and  develops  measures  to  address  the  risks  inherent  in 
the  transportation  of  natural  gas,  including  associated  liquefied 
natural  gas  facilities,  hazardous  liquids,  and  carbon  dioxide  by 
pipeline. 

COMPLIAMCE  -  Carries  out  a  national  program  to  assure  the  safe 
operation  of  pipeline  facilities  to  protect  and  preserve  life, 
property,  and  the  environment.  This  is  achieved  through  planning 
and  management  of  a  risk  based  program  of  inspection  and 
investigation,  including  oversight  of  state  programs  and  increasing 
financial  and  technical  assistance  to  states  based  on  performance 
criteria.  OPS  will  begin  to  contract  for  technical  services  in 
witnessing  remedial  tests  following  inspections  and  accident 
investigations  and  for  witnessing  new  construction.  Another 
initiative  will  be  development  of  positive  qualitative  measures  of 
operator  performance  as  well.  Many  other  program  elements  support 
our  goal  of  attaining  increased  compliance. 

TRAIHIM6  AMD  IM70RMATI0M  DI8SEMIMATI0M  -  Provides  formal  training: 
to  promote  compliance  with  pipeline  safety  regulations;  to 
fauniliarize  industry  personnel,  particularly  operators  of  small  gas 
systems,  with  the  requirements  of  the  regulations;  and  to  educate 
federal  and  state  inspectors  in  compliance  requirements,  inspection 
techniques,  and  enforcement  procedures. 

EMER6EMCY  M0TI7ICATI0M  -  Provides  for  a  system  of  emergency 
notification  of  incidents  involving  the  transportation  of  gas  and 
hazardous  liquids  by  pipeline,  and  information  for  federal,  state, 
and  local  emergency  responders  and  the  public  on  the  location  and 
contents  of  pipeline  facilities  and  operations. 

IMPLEMEMTATIOM  OF  THE  OIL  POLLtJTIOM  ACT  (OPA)  -  Comprehensive 
legislation  (P.L.  101-380)  eunends  the  Federal  Water  Pollution 
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Control  Act,  among  other  purposes,  to  minimize  the  environmental 
impact  of  oil  spills  and  to  improve  public  and  private  sector 
response  capabilities.  OPS  is  implementing  the  mandates  of  OPA  90 
applicable  to  onshore  pipelines  through  operator  plan  review, 
exercises,  coordination  with  regional  and  state  response 
activities,  and  building  a  geographic-based  information  system  on 
environmentally  sensitive  areas. 

POSITIONS 

New:  3 

Compliance  Program  -  Three  (3)  positions  are  requested  to  support 
inspection  and  compliance  activities,  focusing  on  newly  regulated 
low  stress  pipelines. 

RSPA  is  requesting  three  positions  with  engineering  and  other 
technical  skills  to  perform  and  support  standard,  follow-up,  drug, 
and  construction  inspections  of  pipeline  operators.  In  addition  to 
their  inspection  duties,  OPS  inspectors  respond  to  complaints  from 
the  public  concerning  pipeline  operations,  and  conduct  accident 
investigations . 

These  three  new  positions  are  requested  to  begin  providing  needed 
resources  to  inspect  and  bring  into  compliance  approximately  2,000 
additional  hazardous  liquid  pipeline  inspection  units  (8,600  miles) 
subject  to  regulation  as  a  result  of  RSPA's  implementation  of  PSA 
92.  These  new  units  include  low  stress  pipelines  and  gathering 
lines  in  environmentally  sensitive  areas  such  as  the  Florida 
Everglades  (e.g.,  navigable  waterways,  public  water  intakes,  and 
nature  reserves)  and  areas  with  high  population  density.  Leakage 
from  these  low-pressure  pipelines  can  be  a  source  of  major 
pollution  as  illustrated  by  the  Exxon  500,000  gallon  heating  oil 
spill  into  the  Arthur  Kill  waterway  in  the  New  York/New  Jersey  area 
in  1989.  The  Secretary's  environmental  program  review  of  the 
pipeline  safety  program  identified  the  need  for  increased  oversight 
of  hazardous  liquid  pipelines  reflecting  growing  public  concern 
over  the  consequences  of  spills  from  these  pipelines. 

Funding  these  positions  will  achieve  the  following  results: 

o  Provide  the  capability  to  initiate  a  program  for  the 
inspection  of  the  additional  2,000  low-stress  liquid  pipeline 
units  (state  jurisdiction  -  1230  and  Federal  jurisdiction  - 
670)  . 

o  Provide  for  a  greater  number  of  inspections  of  new 
construction.  This  will  help  prevent  future  pipeline 
accidents  by  ensuring  that  pipelines  are  properly  welded, 
coated  to  prevent  corrosion,  tested,  and  are  not  damaged 
during  backfilling  operations.  Relevant  experience 
demonstrates  that  even  new  pipelines  fail  due  to  poor 
construction  practices . 
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RSPA  projects  that  the  Impacts  of  additional  units  coming  under 
regulation  will  include:  an  increase  over  a  three-year  period  of 
approximately  2,225  telephonic  and  vrritten  accident  reports  to  be 
reviewed  and  acted  on  by  inspectors,  and  an  increase  in  1994  to  60 
public  complaints  and  accident  investigations  (one  accident 
investigation  in  Northern  Virginia  required  more  than  200  person 
days  of  field  time  in  FY  1993)  —  RSPA's  top  investigative 
priority.  RSPA  will  continue  to  prioritize  inspection  schedules  by 
using  the  risk  assessment  model. 

INSPECTOR  WORKLOAD  INDICATORS 


* 

* 

* 

J.99J. 

J.992 

1993 

l?94 

1??5 

Telephonic  Reports 

2584 

3434 

3457 

3851 

4155 

30  Day  Liquid  Reports 

216 

225 

250 

400 

450 

Investigations 

32 

48 

55 

60 

60 

Compliance  Actions 

119 

148 

160 

185 

195 

Hearings 

14 

23 

28 

35 

40 

FOIA 

157 

199 

204 

225 

250 

Standard  Inspections 

233 

344 

390 

460 

540 

Pipeline  Units 

1294 

1294 

1964 

1964 

1964 

*  Estimated  based  on  available  data. 

USB  OF  EXISTING  POSITIONS  AS  STATE  LIAISON  POSITIONS  (not  a  request 
for  new  positions) 

The  FY  1993  Senate  Report  (102-351)  acknowledged  the  role  of  State 
Liaison  staff  in  leveraging  the  compliance  responsibilities  of  the 
states  for  both  the  hazardous  liquid  and  gas  programs.  We  propose 
to  utilize  a  State  Liason  position  in  each  of  the  five  Pipeline 
Safety  field  offices  to  perform  more  comprehensive,  qualitative 
review  of  state  programs  needed,  and  to  assure  that  grants  are 
being  managed  to  maximize  performance. 

Following  the  Secretary's  environmental  review  of  the  pipeline 
safety  program,  state  liaisons  began  working  with  state  agencies 
not  currently  participating  to  bring  them  into  the  hazardous  liquid 
progreun.  State  liaison  positions  have  also  facilitated  state 
adoption  of  Federal  requirements,  provided  program  advice  and 
technical  guidance,  assured  adequate  monitoring  of  state  programs, 
and  encouraged  program  development  and  adjustments  within 
individual  states  to  achieve  a  nationally  uniform  program  to  the 
degree  feasible.  Attaining  national  uniformity  has  benefitted 
industry  by  limiting  variations  in  operational  requirements  and 
compliance  policy,  thereby  reducing  the  cost  of  compliance. 

State  liaisons  have  been  particularly  active  in  working  with  states 
to  adopt  the  eight  minimum  Federal  requirements  for  one-call 
notification  systems.  One-call  systems  serve  as  message  relay 
centers  for  excavators  to  notify  pipeline  and  other  underground 
facility  operators  of  the  intent  to  dig  in  the  vicinity  of  their 
facilities.   The  systems  have  been  an  effective  deterrent  to 
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excavation  damage,  which  has  been  the  leading  cause  of  pipeline 
accidents.   Among  the  program  targets  for  the  near  future: 

o    Seven  states  which  do  not  have  one-call  legislation, 

o  Nineteen  states  which  have  legislation,  but  do  not  have 
mandatory  membership. 

o  At  least  30  states  which  do  not  have  the  statutorily  mandated 
level  of  civil  penalty  authority,  critical  in  instances  where 
pipeline  operators,  excavators,  and  one-call  notification 
centers  violate  applicable  requirements. 
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PROGRMf;   IMPORMXTIOM  MID  AMALYSIS 

ACTIVITY  (in  thousands) :   INFORMATION  SYSTEMS 

FY  1993  FY  1994  FY  1995 

Enacted         Enacted        Request        Difference 

402  402  752  -«-350 

PROBLEM  STATEMENT; 

RSPA's  pipeline  safety  progreun  is  confronted  with  a  rapidly 
increasing  workload  and  a  shift  in  its  statutory  and  programmatic 
mission  from  an  emphasis  solely  on  safety  to  one  that  includes  an 
equal  emphasis  on  environmental  protection.  Additionally,  RSPA's 
management  of  the  program  is  in  transition.  It  is  a  program  goal 
by  FY  1995  to  manage  the  program,  including  allocation  of 
resources,  on  the  basis  of  comprehensive  risk  assessment.  In  order 
to  fully  evaluate  consequence  of  incidents  and  benefits  of  proposed 
program  solutions,  information  systems  must  be  improved. 

As  to  workload,  RSPA's  pipeline  safety  staff  of  approximately  65 
employees  is,  on  an  annual  basis,  addressing  over  200  requests  for 
data  summaries  and  reports  under  the  Freedom  of  Information  Act,  34 
open  NTSB  safety  recommendations,  approximately  150  newly  opened 
compliance  progress  files,  over  300  standard  operator  inspections, 
40  accident  investigations,  11  public  complaint  investigations, 
over  30  rulemakings  and  studies,  60  state  gas  and  liquid  program 
reviews,  60  state  certifications/agreements,  and  58  state  grant 
applications. 

Further,  additional  data  for  OPA  operator  response  plans  and  the 
Drug/Alcohol  Management  Information  System  and  an  increasing  staff 
use  of  information  systems  for  data  analysis  and  program  management 
add  to  the  need  for  expansion  of  information  systems  capabilities 
to  cope  with  this  workload  and  to  enable  the  staff  to  perform  their 
jobs  to  the  fullest  potential.  Additionally,  responses  to 
Congressional  and  public  inquiries  average  25  a  month. 

To  fully  develop  the  risk  assessment  model,  information  systems 
must  be  sophisticated  enough  to  support  the  range  of  analyses  used 
in  consequence,  probability  and  cost  computations.  As  long  ago  as 
the  Secretary's  1989  Safety  Review  Task  Force,  and  the  1991  studies 
by  the  General  Accounting  Office  and  the  Congressional  Office  of 
Technology  Assessment,  oversight  officials  have  reviewed  RSPA's 
information  systems  and  have  emphasized  the  need  for  system 
improvements,  particularly  in  the  areas  of  data  type,  reliability, 
timeliness,  and  accessibility.  A  comprehensive  approach  to 
improving  the  entire  infrastructure  of  information  systems 
continues  with  the  implementation  of  additional  system  capabilities 
proposed  by  the  OPS  work  redesign  initiative. 
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ACCOMPLISHMKHTS: 

The  IPIS,  the  Integrated  Pipeline  Information  System,  is  the 
primary  tool  for  storing,  retrieving,  and  analyzing  pipeline  safety 
data.  It  encompasses  nine  original  data  bases,  plus  an  additional 
four  data  bases  which  evolved  out  of  work  redesign,  the  Oil 
Pollution  Act,  and  Drug/Alcohol  Management  Information  System 
initiatives.  Seven  of  the  original  nine  data  bases,  showing  FY 
1993  workload  indicators  and  expected  increases  in  FY  1995, 
reflecting  the  addition  of  previously  unregulated  hazardous  liquid 
pipelines,  follow: 


*FY  1993 

*FY  19?5 

Annual  reports 

2,700 

3,000 

Accident  reports 

275 

450 

Telephonic  reports 

2,500 

4,500 

Safety-related  condition 

reports 

480 

600 

Operator  inspections 

data 

425 

600 

Compliance  data 

75 

150 

User  fee  data 

1,500 

1,700 

*  Projections  based  on  available  information 

RSPA  has  improved  access  to  these  data  bases  to  make  information 
more  readily  available  to  staff  and  other  interested  parties  (e.g.. 
Congress,  state  officials,  FOIA  requesters,  and  industry) .  State 
agencies  have  been  given  access  to  data  on  the  IPIS  system  via 
remote  computer  dial-in.  To  date,  23  state  offices  have  begun 
accessing  the  data,  requiring  additional  progreun  support  from 
RSPA's  IRM  staff.  NTSB  and  FERC  have  also  been  given  dial-in 
access  to  IPIS. 

The  proper  use  of  customized,  interactive  software  in  conjunction 
with  the  Lotus  Notes  application  will,  by  FY  1994,  tie  the  Regional 
offices  to  headquarters  electronically,  allowing  access  to  common 
data  bases  via  a  wide  area  network.  Data  bases  located  at  RSPA 
Headquarters  in  Washington,  DC,  will  be  able  to  be  replicated  in 
each  Regional  office. 

The  following  additional  data  bases  will  be  on  line  in  FY  1994: 

o  Off iea  Managment  Inforaation  Systoi  (OKIS)  centralizes  access 
to  tracking  systems  and  creates  electronic  office  filing 
systems . 

o  Regional  inforaation  System  and  Local  Area  Network  (RBOIS) 
increases  communications  aunong  regions  and  between 
headquarters  and  regions  [will  be  in  place  in  all  five  regions 
in  FY  1994]. 
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o  OPA  Rttspons*  Plan  data  basa  allows  tracking  of  response  plans 
through  the  data  entry  and  revision  phases  and  provides  a 
record  of  response  plan  exercises.  Quick  retrieval  of 
response  plan  data  during  accidents  will  also  be  a  benefit. 

o  Drug/Jkleobel  ManagaaaBt  laforaation  Systaa  provides  RSPA  with 
data  needed  to  nake  management  and  regulatory  decisions 
concerning  drug/alcohol  regulation. 

o  Risk  Based  Planning  Computer  Model  provides  RSPA  with  a  means 
for  prioritizing  OPS  tasks  based  on  available  cost  and 
accident  data  and  through  a  polling  process  involving  public, 
industry  and  Federal  expertise. 

PIAKNED  FOR  FY  1995; 

RSPA's  data  contractor  provides  data  entry,  data  retrieval,  system 
development,  and  system  maintenance  support  for  operating  the 
pipeline  safety  information  system.  Specific  system  improvements 
are  identified,  directed,  and  monitored  by  RSPA,  and  are  carried 
out  by  the  contractor.  Much  of  the  data  resides  on  the  Vax  at  the 
Volpe  National  Transportation  Systems  Center  (VNTSC)  in  System  1032 
data  base  formats.  VNTSC  continues  to  provide  system  analysis 
support  for  developing  work  redesign-related  data  bases. 

o  In  FY  1995,  REGIS  should  be  in  place  in  all  Regional  Offices, 
providing  all  staff  access  to  Lotus  Notes  and  other 
information  systems.  This  expansion  would  greatly  enhance 
decentralized  decisionmaking  capabilities  and  responsibility 
in  the  regions  while  at  the  same  time  allowing  headquarters  to 
tap  into  the  skills  available  in  the  Regions.  Hardware  and 
software  will  be  purchased  to  upgrade  existing  systems  and 
enhance  access  to  the  system  for  the  largely  mobile  region 
staff  by  providing  additional  notebook  computers.  These  are 
needed  to  replace  existing  laptops  with  computers  that  are 
capable  of  rvuining  Microsoft  Windows  and  Lotus  Notes. 

o  RSPA  will  continue  development  and  support  of  the  OPA  data 
base,  the  Drug/Alcohol  MIS,  and  the  Risk  Based  Planning 
Computer  Model. 

o  Maintenance  will  continue  on  all  nine  original  data  bases  and 
OMIS  to  ensure  collection  and  analysis  of  pipeline  safety  data 
to  support  regulatory  initiatives  and  compliance  policies  and 
meet  all  mandated  reporting  requirements. 

o  Software  and  hardware  enhancements  and  communication  upgrades 
will  be  introduced  to:  (1)  further  development  of  the  annual 
report  data  base  to  incorporate  hazardous  liquid  reports;  (2) 
expand  use  of  gas  statistics  mandated  by  the  1988  Pipeline 
Safety  Reauthorization  Act;  and  (3)  expand  use  of  data  on  new 
hazardous  liquid  pipelines  in  environmentally  sensitive  areas, 
and  low  stress  pipelines. 
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o  Additional  effort  Is  planned  in  data  validation  and  systems 
consolidation  as  well  as  PC-based  data,  and  data  conversion 
from  various  sources  into  PC-based  fonus;  office  automation 
support  for  existing  hardware /softwaure;  data  analysis  support 
to  assess  data  commonality  from  external  sources  (EPA,  Coast 
Guard,  FERC,  State  progrsuns,  etc.)  statistically  analyze 
safety  trends  in  existing  data,  and  retrieve  data  from 
proposed  new  data  bases  (OPA,  GIS,  Liquid  Operators,  Drug  and 
Alcohol  Operator  statistics. 

o  Provide  assistance  to  states  in  accessing  OPS  information 
systems  through  the  OPS  Vax  in  Cambridge,  MA,  the  LAN  for  E- 
Mail  and  Lotus  Notes  systems  at  RSPA  Headquarters,  and  to 
provide  training  in  the  use  of  HMIS  systems,  E-Mail,  and  Lotus 
Notes . 

o  Improve  access  to  VAX  and  other  remote  computers  by  purchasing 
high  speed  modems. 

o  Acquire  high-speed  printer  for  increased  output  of  documents 
based  on  increased  workload. 

o  Upgrade  existing  software  to  latest  versions  (WordPerfect, 
DOS,  Lotus  Notes) . 

C0M8B00EHCE8  OF  MOT  FTWDIMG; 

Funding  at  the  requested  level  is  necessary  to  assure  the  continued 
progress  of  the  Risk  Assessment  Planning  (RAP)  initiative.  The 
inability  to  adequately  administer  ZPIS  would  compromise  the 
application,  reliability  and  accuracy  of  existing  data. 
Consequently,  there  would  be  no  solid  analytical  basis  to  support 
safety  studies,  reports,  and  regulations;  identify  emerging  trends 
that  may  signal  a  threat  to  public  safety  or  the  environment;  meet 
Congressionally  mandated  reporting  requirements;  be  responsive  to 
requests  from  Congress,  the  public,  interest  groups,  and  the  media 
for  risk-based  data;  handle  the  increasing  demand  for  data  under 
the  Freedom  of  Information  Act;  and  efficiently  carry  out  pipeline 
safety  user  fee  assessment  and  grants  management. 

Regional  staff  responding  to  pipeline  emergencies  need  quick  access 
to  critical  safety  data.  The  additional  workload  from  OPA  and 
Drug/Alcohol  regulations  would  weiUcen  existing  resources  without 
additional  support.  The  momentum  of  decentralization  would  be  lost 
without  access  to  the  RSPA  LAN  and  Lotus  Notes. 
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PROGRAM;   RISK  AS8ESSMEKT  AND  TECHNICAL  STUPIB8 

ACTIVITY  (in  thousands) :   REGULATORY  ANALYSIS,  DEVELOPMENT,  AND 

DISSEMINATION 

Hot*:  This  Activity  was  titled  "Advisory  Committee  and  Publication 
Support"  in  FY  94 

FY  1993  FY  1994  FY  1995 

Enacted  Enacted         Request         Pjffgrgngg 

130  130  130  0 

PROBLEM  STATEMENT; 

RSPA  resources  are  not  adequate  to  carry  out  all  the  required 
analyses,  particularly  for  significant  rulemztkings,  and  outside 
help  must  be  obtained,  usually  from  the  Volpe  National 
Transportation  Systems  Center.  This  activity  covers  various 
regulatory  requirements,  specifically: 

o  OPS  is  required  to  analyze  the  economic  consequences  of  a  rule 
in  relation  to  alternative  actions. 

o  The  Regulatory  Flexibility  Act  requires  assessment  of  the 
effect  of  a  rule  on  small  entities. 

o  The  effect  on  states  and  federal/state  relations  must  be 
determined  under  E.O.  12612. 

o  If  a  rule  involves  information  collection,  an  estimate  of 
burden-hours  and  costs  and  a  justification  must  be  prepared 
for  0MB  approval  under  the  Papervork  Reduction  Act  of  1980. 

o  Under  the  National  Environmental  Policy  Act,  many  rules  must 
be  evaluated  to  determine  their  impact  on  the  environment. 

Support  activities  are  essential  throughout  the  regulatory  process 
to  ensure  that  the  public's  concern  for  safety  and  environmental 
protection  is  adequately  addressed  and  that  the  pipeline  industry 
is  not  unduly  burdened  with  unnecessairy  regulations.  The  following 
activities  are  separate  from  research  and  development  activities, 
which  have  a  different  focus  and  require  different  skills  to 
accomplish: 

o  RSPA's  two  statutory  Advisory  Committees  must  review  proposed 
rulemakings  for  technical  feasibility,  reasonableness,  and 
practicability. 
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o  In  addition,  the  public  is  given  opportunity  to  comment  on 
proposed  rulemeiking  actions.  This  requires  publishing  all 
proposed  and  final  actions,  waivers,  and  other  regulatory 
actions  in  the  Federal  Register,  maintaining  a  public  docket 
section. 

o  Annually,  the  applicable  parts  of  the  Code  of  Federal 
Regulations  (CFR)  are  published. 

ACCOMPLIBHMBMT8 I 

RSPA's  Advisory  Committees  have  reviewed  proposed  rulemeOcings  for 
technical  feasibility,  reasonableness,  and  practicability.  In 
addition,  RSPA  has  used  the  Advisory  Committees  as  a  sounding  board 
for  discussing  policy  matters  and  emerging  pipeline  safety  issues. 
This  role  is  consistent  with  provisions  of  the  PSA  92. 

RSPA  publishes  all  rulemaking  actions,  approved  and  denied  requests 
for  waivers,  advisory  bulletins,  public  meetings,  memorandums  of 
understanding,  and  Advisory  Committee  charters  and  meeting  notices 
in  the  Federal  Register.  In  addition,  RSPA  annually  republishes 
Title  49,  parts  190  through  199,  of  the  CFR. 

PLAMHBD  FOR  TY   1995: 

During  FY  1995,  regulatory  analyses  will  be  required  to  support  a 
range  of  regulatory  actions. 

o  OPS  will  conduct  analyses  pertaining  to  the  inspection, 
maintenance,  and  test  requirements  for  emergency  flow 
restricting  devices  and  leeJc  detection  systems,  check  valves, 
gathering  lines,  and  underwater  abandoned  pipeline  facilities. 

o  The  Advisory  Committees  will  play  an  increasingly  important 
role  in  prioritizing  pipeline  safety  and  environmental  issues 
based  on  risk.  In  addition,  the  Advisory  Committees  will  be 
polled  in  the  various  alternatives  available  to  meet  the 
mandates  of  the  PSA  92. 

o  OPS  will  also  hold  round  table  discussions  with  industry, 
state  leaders,  special  interest  groups,  and  environmental 
organizations  pertaining  to  specific  issues  or  solutions 
generated  in  the  risk  assessment  process.  The  meetings  of  the 
Committees  and  other  groups  of  experts  will  serve  as  a  major 
resource  in  developing  a  strategic  plan  to  provide  direction 
to  the  pipeline  safety  progreun  for  the  immediate  future. 

o  Support  tasks  include  recording  meetings,  publishing  notices 
of  meetings  and  preparing  supportive  analyses. 
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PROGRAM:   RISK  A8SE8SMEMT  AMD  TBCIDIICM.  8OTDIBB 


ACTIVITY  (in  thousands) :   ENVIRONMENTAL  DAMAGE  ESTIMATION 

FY  1993  FY  1994  FY  1995 

Enacted  Enacted         Request  Difference 


120  +120 


PROBLEM  STATEMENT; 


The  Pipeline  Safety  Act  of  1992  requires  that  the  Secretary  of 
Transportation  give  equal  consideration  to  environmental  and  safety 
concerns  when  protecting  the  general  public  from  the  risks  of 
pipeline  transportation.  This  greater  concern  for  the  potential 
environmental  consequences  of  pipeline  spills  reflects  increased 
public  awareness  of  these  dangers. 

As  a  result  of  the  review  of  the  hazardous  liquid  pipeline  program 
following  the  March  1993  spill  in  Fairfax  County,  the  Secretary  of 
Transportation  is  directing  preventative  safety  measures  aimed  at 
reducing  the  amount  of  hazardous  liquids  that  are  released  to  the 
environment  during  spills  from  pipelines,  and  improved  response 
when  releases  do  occur.  These  measures  will  include  more 
rulemaJcings  aimed  at  preventing  hazardous  liquid  spills.  To  meet 
the  guidelines  of  the  National  Environmental  Policy  Act  (NEPA) , 
these  rulemakings  must  be  accompanied  by  environmental  studies 
such  as  environmental  assessments  (EA)  and  environmental  impact 
statements  (EIS) . 

RSPA  requires  additional  data  on  environmental  damage  from  pipeline 
lesiks,  particularly  for  small  spills  about  irtiich  little  information 
is  available.  Without  adequate  data,  RSPA  cannot  accurately  assess 
the  need  for,  or  the  benefits  of,  rules  designed  to  protect  the 
environment. 

New  techniques  are  being  developed  to  quantify  the  costs  of 
hazardous  liquid  spills  on  the  environment.  These  mathematical  and 
statistical  techniques  include  natural  resource  damage  assessments 
(NRDA) .  Some  of  these  quantitative  methods,  including  using  value 
and  contingent  valuation,  eure  gaining  increased  acceptability  as  an 
appropriate  means  of  quantifying  environmental  resource  damage.  It 
will  be  necessary  for  OPS  to  use  these  techniques  to  ensure  that 
the  environmental  studies  and  cost/benefit  analyses  that  accompany 
proposed  rulemakings  meet  statutory  and  administrative  standards. 
These  methodologies  attempt  to  quantify  the  value  to  society  of 
scenic  rivers,  endangered  species,  and  recreational  facilities, 
which  would  be  adversely  affected  by  spills. 

ACCOMPLlirTntlFT" ' 

OPS'  rulemaking  on  hydrostatic  testing  includes  the  first 
environmental  assessment  ever  performed  by  OPS.   The  economic 
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evaluation  for  the  pipeline  response  plans  rulemaking  under  the  Oil 
Pollution  Act  included  the  first  discussion  by  OPS  of  a  natural 
resource  damage  assessment. 

PIAMMTO  FOtt  FT  1»»5: 

In  FY  1995,  RSPA  intends  to  further  improve  its  environmental 
analysis  capability  including  the  collection  of  in^roved  data  on 
impacts  of  hazardous  liquid  spills  and  the  use  of  more 
sophisticated  natural  resource  deuaage  assessment  methodology.  OPS 
will  acquire  this  through  contractual  support.  OPS  believes  that 
by  FY  1995  many  rulemakings  will  require  accompanying  environmental 
studies. 

COHSEOPmCKS  OF  MOT  FPMDIHQl 

The  failure  to  acquire  environment  resource  data  will  seriously 
impede  RSPA's  fulfillment  of  its  environmental  mission,  including 
the  timely  promulgation  of  the  most  cost-effective  techniques  for 
managing  environmental  risk.  With  OPS's  increased  workload,  as  well 
as  more  active  involvement  with  environmental  groups,  contract 
support  is  necessary  to  meet  the  requirements  of  NEPA. 
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gROORAM;   CQUPLIMTCB 

ACTIVITT  (in  thousands) :   SUPPORT  SERVICES  FOR  INSPECTION  OF 

CONSTRUCTION  t    INVESTIGATION  OP 
ACCIDENTS 

FY  1993  FY  1994         FY  1995 

Enacted        Enacted       Request       Difference 

26  26  325  +299 

Kot«:   This  progreun  was  titled  "INVESTIGATE/ ANALYZE  PIPELINE 

ACCIDENTS"  in  FY  1994.   It  has  been  retitled  for  clarity. 

PROBLEM  STATEMENT; 

Inspection  of  pipeline  operations,  investigation  of  accidents  and 
witnessing  remedial  testing  are  critical  compliance  activities  that 
are  extremely  labor  intensive.  In  order  to  provide  better 
oversight  and  meet  goals  set  by  the  Secretary  following  his 
environmental  review  of  the  pipeline  prograua,  RSPA  needs  to  put 
more  attention  on  witnessing  pipeline  operations  in  the  field. 

Construction  is  a  critical  phase  during  the  life  span  of  a 
pipeline.  Inadequate  practices  during  construction  can  perpetuate 
a  variety  of  pipe  defects  and  other  abnormal  circumstances  that  may 
tsike  years  before  culminating  in  an  operational  failtire  or 
accident.  Timely  and  frequent  construction  oversight  is  therefore 
key  to  assuring  pipeline  integrity. 

In  addition  to  construction-related  problems,  pipeline  accidents 
are  the  result  of  a  variety  of  other  causes.  Knowing  the  cause  of 
an  accident  is  a  first  step  to  preventing  similar  accidents  in  the 
future.  To  fully  assess  accident  cause  and  determine  appropriate 
remedial  measures,  it  is  necessary  to  go  to  the  scene  of  the 
accident  and  observe  the  damage  firsthand  as  well  as  talk  with 
personnel  responsible  for  pipeline  operation  and  maintenance.  In 
1992,  OPS  safety  inspectors  were  able  to  investigate  only  9  percent 
of  the  accidents  that  met  OPS  reporting  requirements. 

Another  important  facet  of  determining  the  cause  of  an  accident  is 
the  evaluation  of  information  derived  from  laboratory  metallurgical 
investigation  of  the  pieces  of  the  pipeline  that  failed.  OPS  has 
to  rely  on  outside  facilities  to  conduct  metallurgical 
investigations  to  enable  a  timely  conclusion  of  an  accident 
investigation.  This  support  must  be  available  on  an  as-needed 
basis,  depending  on  types  of  accidents  which  occur  in  any  given 
year. 

In  addition  to  accident  investigation,  on-site  witnessing  of 
repairs  and  associated  tests  is  important  prior  to  resumption  of 
service  to  corroborate  operator  actions  and  allay  public  concerns 
about  the  soundness  of  a  pipeline  after  an  accident. 
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In  1992,  OPS  conducted  16  new  construction  inspections  and  48 
accident  investigations  and  public  complaints.  OPS  brought  148 
compliance  actions  against  pipeline  operators,  many  of  %/hich 
resulted  from  accident  investigations.  Experience  gained  as  the 
result  of  accident  investigations  and  engineering  analyses  aids  in 
the  prioritization  of  risk  based  inspection;  in  the  execution  of 
future  inspections  and  accident  investigations;  and  in  the 
evolution  of  pipeline  safety  and  environmental  research  and  other 
initiatives,  including  regulatory  development.  For  example,  as  a 
result  of  findings  from  accident  analyses,  OPS  policy  now  requires 
operators,  experiencing  a  longitudinal  split  seam  in  a  pipeline,  to 
reduce  operating  pressure  by  20  percent  and  successfully  complete 
a  hydrostatic  test  or  other  means  of  establishing  system  integrity, 
before  the  line  is  returned  to  full  operating  pressure. 

PIAMHED  FOR  FT  19951 

To  support  the  Secretary's  policy  of  putting  more  emphasis  on 
inspection  of  new  pipeline  construction,  RSPA  will  engage 
contractor  personnel  to  conduct  a  majority  of  new  construction 
inspections  and  accident  investigations  when  existing  engineering 
staff  are  not  available.  This  augmentation  will  allow  RSPA  to 
conduct  an  appropriate  number  of  inspections  and  investigations  to 
assure  public  safety  and  environmental  protection.  Contractor 
personnel  will: 

o  Conduct  inspections  of  construction  of  hazardous  liquid 
pipelines  to  ensure  they  meet  federal  pipeline  safety 
regulations  related  to  welding,  coating,  testing,  and 
backfilling 

o  Provide  support  for  investigations  of  accidents  involving 
hazardous  liquid  pipelines  to  determine  causes  and  adequacy  of 
operator  remedial  actions,  and  assess  operator  responses  to 
accidents 

f . 

o  Witness  remedial  repairs,  associated  hydrostatic  tests, 
pigging,  etc.,  to  ensure  pipeline  soundness  and  satisfy  public 
concern  that  the  operator  is  in  full  compliance  with  safety 
and  environmental  requirements  prior  to  restoring  service 

o  Provide  metallurgical  lab  support  to  analyze  failed  pipe  on  a 
standby  basis. 

C0NSEQUEMCE8  OF  MOT  FUMDIMQ; 

Assuring  compliance  with  the  pipeline  safety  regulations  and 
relevant  industry  standards  during  construction  is  critical  to 
pipeline  integrity.  Lack  of  funding  for  this  initiative  would 
limit  OPS  inspection  capabilities,  resulting  in  undetected 
construction  defects  which  could  lead  to  pipeline  failures  causing 
deaths,  injuries,  or  serious  environmental  daunage.   Construction 
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oversight  of  a  new  177-inile  transmission  pipeline  in  South  DeOcota 
took  10  weeks  of  an  inspector's  time,  resulting  in  10  to  15 
standard  inspections  not  being  conducted. 

The  remedial  measures  taken  as  a  result  of  accident  investigations 
assure  the  integrity  and  safe  operation  of  the  pipeline  systems  in 
question.  Lack  of  funding  would  lead  to  potentially  identifiable 
pipeline  defects  not  being  identified  during  an  accident 
investigation  or  addressed  after  an  accident  in  remedial  testing. 
Use  of  OPS  inspectors  for  accident  investigations  diverts  limited 
resources  from  performing  standard  inspections  and  handling  public 
complaints.  A  typical  accident  investigation  can  take  anywhere 
from  1  to  6  weeks  of  an  inspector's  time.  At  the  extreme,  the 
Colonial  Pipeline  spill  of  400,000  gallons  of  diesel  fuel  into  a 
tributary  of  the  Potomac  River  involved  40  weeks  of  inspector  time 
on-scene  and  preparing  necessary  paperwork,  resulting  in  20 
standard  inspections  scheduled  in  the  Eastern  Region  not  being 
conducted . 
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PRQgRMt!   COMPLIAHCB 

ACTIVITY  (in  thousands) :   IMPLEMENTATION  OF  ALCOHOL  TESTING 

REGULATIONS  AND  MONITORING  OF  DRUG/ 
ALCOHOL  MANAGEMENT  INFORMATION  SYSTEM 

FY  1993  FY  1994  FY  1995 

Enacted  Enacted         Request         Difference 

50  50  50  0 

PROBLEM  gT^TWiwyrPi 

There  is  a  need  to  review  operator  drug  and  alcohol  testing 
statistical  data  to  support  regulatory  and  compliance  decision 
making.  Currently,  RSPA  does  not  have  the  data  necessary  to 
support  drug  and  alcohol  testing  program  decision  making  or  the 
Department's  policy  that  modal  drug  and  alcohol  testing  programs  be 
thoroughly  and  consistently  applied.  To  provide  an  adequate  level 
of  program  review  and  assist  in  decision  making,  additional 
resources  are  required  to  support  the  implementation  of  alcohol 
testing  regulations  and  that  portion  of  the  Department's  Management 
Information  System  (MIS)  reporting  requirements  applicable  to 
pipeline  operators.  Once  adopted,  operators  would  have  to  submit 
statistical  data  annually  on  their  drug  and  alcohol  testing 
programs . 

ACCOMPLISHMENTS : 

In  FY  1993,  RSPA  worked  with  the  Department's  Office  of  Drug 
Enforcement  and  Progreun  Compliance,  and  other  modal 
administrations,  and  began  development  of  an  MIS  program  to  track 
the  impact  of  transportation  industry  drug  and  alcohol  testing 
programs.  An  assessment  of  the  impacts  on  the  industry  was 
completed,  including  estimates  of  time  and  cost  imposed  on 
individual  operators  and  the  industry  in  general  to  meet  MIS 
requirements.  RSPA  also  provided  a  strategy  for  data  collection 
along  with  information  on  how  reports  from  operators  would  be 
processed  internally,  and  the  time  and  resources  required  for  data 
entry,  verification,  and  analysis. 

RSPA  is  developing  a  computer-based  software  program  to  manage  all 
aspects  of  the  MIS  data  collection,  entry,  and  analysis  process 
necessary  to  handle  over  3,000  records  expected  in  early  1995.  The 
system  provides  a  means  of  monitoring  operator  compliance  with  the 
drug  and  alcohol  testing  regulations,  and  determining  the  extent  to 
which  drug  and  alcohol  testing  are  having  a  positive  impact  on 
safety.  RSPA  is  now  analyzing  an  increasing  number  of  complex 
statistical  issues  and  anticipates  that  with  the  implementation  of 
alcohol  testing  programs  slated  for  late  1994,  the  design  of 
evaluative  studies  would  add  to  this  workload. 
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The  pilot  MIS  program  is  nearing  completion  and  the  results  should 
demonstrate  how  pipeline  operators  would  collect  the  necessary 
statistical  data  and  complete  the  required  report.  The  results 
would  point  out  any  potential  flaws  or  errors  that  would  then  be 
corrected  prior  to  issuance  of  a  final  rule. 

PIAMMBD  FOR  T'X   1995 1 

RSPA  will  implement  alcohol  misuse  testing  programs  by  pipeline 
operators  in  December  1994,  and  require  operators  to  begin 
submitting  drug  and  alcohol  statistical  data  on  their  programs  in 
FY  1995.  Using  contractor  services,  RSPA  will  validate  reports  from 
approximately  3,000  operators,  perform  data  entry  on  all  reports, 
re-verify  about  20  percent  of  the  reports  due  to  errors  or  missing 
data  elements,  analyze  data  submitted,  and  develop  reports. 
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program:     piPBLura  Bxrvn  traihimq  mto  iiiFORiaTTQy  PlpyptiiniTioM 

ACTIVITY  (in  thousands) :   PIPELINE  SAFETY  TRAINING  AND 

INFORMATION  DISSEMINATION 

FY  1993  FY  1994  FY  1995 

Enacted  Enacted         Request         Difference 

755  925  871  -54 

Ensuring  the  safety  of  the  Nation's  pipelines  is  largely  a  function 
of  industry  co^>liance  with  miniauB  Federal  safety  regulations 
covering  pipeline  design,  construction,  operation,  and  naintenance. 
Compliance,  in  turn,  is  directly  related  to  the  independent 
oversight  provided  by  trained  government  safety  inspectors  who 
monitor  pipeline  operations,  and  informed  industry  personnel  who 
operate  pipelines  on  a  daily  basis.  Currently,  250  state  and  24 
Federal  safety  inspectors  monitor  3,000  pipeline  operators. 

A  gap  currently  exists  between  course  offerings  at  RSPA's 
Transportation  Safety  Institute  (TSI)  and  the  demonstrated  need  for 
training.  In  the  past  year,  TSI  was  able  to  offer  only  16  classes 
against  a  demand  for  23  classes  —  responding  to  only  61  percent  of 
state  requests  and  10  percent  of  industry  requests.  This  shortfall 
makes  it  difficult  for  states  to  meet  RSPA's  requirement  that  state 
inspectors  complete  all  applicable  training  courses  at  TSI  in  a  3- 
year  period  to  be  eligible  for  maximum  grant  funding. 

It  is  critical  that  those  expected  to  comply  with  Federal 
regulations  are  trained  under  the  seune  curricula  and  level  of 
understanding  as  those  who  enforce  the  regulations;  otherwise 
industry  is  at  a  disadvantage  and  compliance  suffers.  Small 
operators,  particularly,  need  easy-to-understand  guidelines  laying 
out  their  basic  safety  and  environmental  responsibilities.  This 
need  is  heightened  by  new  rulemaking  activities,  evolving 
technology,  and  retirement  and  turnover  of  operator  personnel. 

Using  our  existing  resource  level,  RSPA  will  place  new  emphasis  on 
hazardous  liquid  training.  This  emphasis  results  from  the 
Secretary's  environmental  progreun  review  in  the  weike  of  growing 
public  and  congressional  concern  about  the  soundness  of  the 
country's  hazardous  liquid  pipelines  and  recent  statutory  mandates 
elevating  environmental  protection  on  a  par  with  public  safety. 

ACCOMPLI8HMEMTB  t 

The  pipeline  safety  training  program  has  received  national  and 
international  recognition.  Since  FY  1985,  129  classes  and  164 
seminars  have  been  conducted  for  approximately  20,000  students.  By 
the  end  of  FY  1993,  it  is  projected  that  2,250  students  will  be 
trained  in  17  classes  and  16  state  seminars  for  approximately 
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62,000  training  hoiirs.  This  will  represent  an  increase  of  74 
percent  in  students  emd  62  percent  in  training  hoiirs  since  FY  1985. 
TSI  also  processes  approximately  25,000  requests  annually  for 
manuals,  diskettes,  videos,  and  other  material.  Additionally, 
about  30  percent  of  staff  time  is  spent  providing  technical 
assistance  to  industry  through  daily  calls  about  regulations, 
applications,  industry  standards,  and  safety  issues. 

FLAMMED  FOR  FY  1995 1 

RSPA  will  continue  to  provide  resident  training  at  its  TSI  facility 
in  OklzQioma  City  and  nonresident  regional  training  at  state- 
selected  sites  across  the  country  and  will  conduct  18  classes  and 
20  seminars.  Training  is  an  integral  part  of  the  Federal/state 
cooperative  pipeline  safety  program. 

o  Industry  computer  simulation  training  for  gas  and  liquid 
operators  should  continue  based  on  the  success  of  the  effort 
funded  by  the  "seed  money"  provided  in  FY  1993  and  FY  1994. 
Industry  tuition  fees,  which  may  be  credited  to  the 
appropriation,  make  this  training  self-sustaining.  Simulation 
training  increases  safety  by  more  thoroughly  instructing 
dispatchers  on  the  potentially  hazardous  or  abnormal 
situations  they  may  encounter  in  controlling  product  movement, 
and  what  the  proper  response  to  those  emergency  situations 
should  be.  This  computer  simulation  allows  the  dispatcher  to 
train  on  his  or  her  o«m  system  through  a  broad  range  of 
display  configurations. 

o  RSPA  will  continue  to  provide  - ccHnprehensive  information, 
guidance,  and  technical  direction  through  interpretation  and 
dissemination  of  related  materials.  Information  includes 
regulation  manuals,  alert  notices,  advisory  bulletins,  flow 
charts,  schematics,  summaries  of  regulatory  amendments, 
cxirrent  enforcement  issues,  statistical  data,  and  guidance  for 
implementation  of  the  anti-drug  program. 

o  TSI  will  begin  to  develop  a  full-fledged,  stand-alone 
hazardous  liquid  training  program,  incorporating  existing 
liquid  portions  of  gas  courses  and  new  liquid-unique 
curriculum  material.  The  ratio  of  liquid  to  gas  classes  and 
seminars  will  be  increased,  reflecting  the  increased  emphasis 
by  both  state  and  Federal  safety  inspectors  on  hazardous 
liquid  pipeline  inspections  and  accident  investigations. 
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ACTIYITT  (in  thousands) :   NATIONAL  RESPONSE  CENTER  SUPPORT 


FY  1993 
Enacted 

SO 


FY  1994 
Eff?pte4 


100 


FY  1995 
Request 

100 


Difference 
0 


pp?pifWi  nrmp*™r' 


RSPA  needs  tiaely,  accurate  notification  innediately  after  the 
occurrence  of  a  aajor  pipeline  incident  to  initiate  appropriate 
corrective  measures  to  prevent  further  damage  or  loss  of  life. 
RSPA  also  must  have  facts  about  the  incident  to  be  responsive  to 
NTSB,  Congressional,  and  media  calls  received  in  the  aftermath  of 
any  major  emergency.  Having  preliminary  knowledge  of  the  location, 
deunage,  and  probable  cause  is  critical  to  the  determination  of  the 
type  of  response  that  is  necessary. 

The  pipeline  safety  regulations  require  pipeline  operators  at  the 
earliest  practicable  moment  following  discovery  to  telephonically 
report  incidents  involving  the  transportation  of  natural  gas  and 
hazardous  liquids  by  pipeline.  RSPA  personnel  spend  significant 
time  determining  appropriate  follow-up  actions  to  operators' 
telephonic  reports  of  pipeline  incidents.  The  telephonic  reports 
should  contain  enough  information  so  that  RSPA  can  determine  if  the 
incident  involves  a  pipeline  under  its  or  a  state  agency's 
jurisdiction. 

AgcQin>T.TflinnniTB^ 

RSPA  has  utilized  the  NRC  for  over  12  years.  Increasing  efforts  to 
inform  the  public  and  industry  of  reporting  requirements  continues 
to  raise  the  niuober  of  reports  received  annually.  The  following 
table  depicts  current  trends  in  increased  reporting: 

Workload  Indicators 


1989 

1990 

1991 

1992 

1993* 

1994* 

1995* 

Telephonic 

2357 

2778 

2584 

3434 

3547 

3851 

4155 

Notices 

Reported  to 

RSPA 

*  Estimates  based  on  current  trends  and  does  not  tedce  into  account 
potential  increase  in  reporting  due  to  future  jurisdiction  over  low 
stress  hazardous  liquid  pipelines. 
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PLMIMED  rOR  FY  1995; 

The  National  Response  Center  (NRC) ,  operated  by  the  USCG,  receives 
reports  and  Initiates  actions  which  lead  to  the  appropriate 
response  to  pipeline  Incidents.  The  NRC  Is  operated  24  hours  per 
day,  7  days  per  week,  and  provides  Immediate  telephonic 
notification  to  RSPA  and  the  National  Transportation  Safety  Board 
(NTSB)  of  pipeline  incidents  which  meet  prescribed  guidelines.  The 
NRC  service  facilitates  prompt  federal  and  state  response  to 
emergencies. 

RSPA  will  continue  to  utilize  the  NRC  for  emergency  notification 
services.  These  services  are  fundaunental  to  administering  an 
effective  safety  program.  The  telephonic  data  increasingly  is 
accessed  by  other  federal  and  state  agencies,  such  as  NTSB,  FERC, 
EPA,  and  many  state  pipeline  safety  offices.  RSPA  is  now  sharing 
information  with  the  Occupational  Safety  and  Health  Administration 
as  mandated  by  Congress.  The  resulting  analyses  play  a  significant 
role  in  ensuring  environmental  and  public  safety.  The  increase  in 
the  number  of  reports  received  places  an  additional  burden  on  the 
existing  NRC  staff  to  cope  with  the  increasing  load. 
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OPA  MI88IOM 

The  Oil  Pollution  Act  of  1990  (OPA  90),  P.L.  101-380,  is 
comprehensive  legislation  which  amends  the  Federal  Water 
Pollution  Control  Act,  among  other  purposes,  to  minimize  the 
environmental  impact  of  oil  spills  and  to  improve  public  and 
private  sector  response  capetbilities.  The  Secretary  of 
Transportation  delegated  to  the  Research  and  Special  Programs 
Administration's  (RSPA)  Office  of  Pipeline  Safety  (OPS)  the 
responsibility  for  implementing  the  mandates  of  OPA  90  applicable 
to  onshore  pipelines. 

In  FY  1992,  these  responsibilities  further  expanded  the  role  of  OPS 
in  protecting  the  environment  from  damage  by  pipeline  facilities 
and  brought  under  RSPA  jurisdiction  hundreds  of  pipeline 
facilities,  including  federally  managed  pipeline  facilities, 
previously  excepted  by  the  Hazardous  Liquid  Pipeline  Safety  Act  or 
regulations.  The  new  requirements  for  pipeline  facilities 
substantially  increased  response  planning  duties  of  operators. 
These  same  mandates  resulted  in  OPS  undertaking  an  entirely  new 
responsibility  with  extensive  work  requirements  involved  in 
response  plan  approval.  RSPA  began  regulatory  work  in  FY  1992, 
plan  processing  in  FY  1993,  and  substantive  review  work  in  FY  1994. 

In  its  execution  of  OPA  responsibilities,  RSPA  uses  every 
opportunity  to  take  information  and  experience  gained  from  the 
review  of  operators'  response  plans  and  capabilities  and  apply  it 
to  the  benefit  of  its  base  pipeline  safety  program.  These  benefits 
include : 

o  Obtaining  data  on  the  inventory  of  previously  unregulated 
pipelines; 

o  Obtaining  the  description  and  ranking  of  environmentally 
sensitive  areas,  including  the  location  of  vital  public  water 
supplies  in  relation  to  pipelines; 

o  Obtaining  data  on  leetk  detection,  monitoring,  emergency  valve 
placement  and  automated  shut  do%m  systems; 

o  Improving  notification  systems  and  contacts  for  use  during 
pipeline  accidents;  and 

o  Obtaining  maps  which  can  form  the  basis  of  a  geographic 
information  system  that  will  support  risk-based  decision 
making  in  both  the  public  and  private  sector. 


RSPA  FY  1995  BUDGET  SUBMISSION  159 


1083 

TRUST  Finn)  SHARB  Of   PIPELIMB  8APBTT 
PROGRAM:  ptPygMffwrATIOM  OP  THE  OIL  ^>OLHmOM  ACT 

ACTIVITY  (in  thoussmds) :   PIPELINE  PLAN  ANALYSIS  &  PRIORITIZATION 

FY  1993  FY  1994  FY  1995 

Enacted         Enacted        Request        Difference 

0  2,268  *  2,520  *  +252 

*  Only  Contract  ProgrzuB  funding  is  represented  here. 

PROBLEM  STATEMENT; 

Data  from  the  National  Response  Center  indicate  that  approximately 
2,700  pipeline  spills  are  reported  each  year.  Of  these,  which 
include  many  low  stress  and  other  pipelines  not  previously 
regulated  under  the  HLPSA,  approximately  half  affect  water.  RSPA 
is  in  the  process  of  better  determining  what  are  environmentally 
sensitive  areas  for  the  purpose  of  both  operator  response  planning 
and  RSPA's  regulatory  and  compliance  programs.  Pipeline  spill 
response  planning  is  essential  to  building  an  improved  National 
Response  System  to  mitigate  oil  spills. 

OPA  mandates  that  the  Department  review  pipeline  facility  response 
plans,  require  eunendments  to  any  plan  that  is  deficient,  and 
approve  any  plan  that  ccsplies  with  those  provisions,  according  to 
an  established  implementation  schedule  and  periodically  thereafter. 
Additionally,  the  on-going  work  of  statutorily  mandated  area 
committees  was  resulting  in  the  development  of  area  contingency 
plans,  with  specifications  for  operator  response.  These  plans  may 
result  in  the  subdivision  by  operators  of  existing  plans  into  more, 
but  smaller  planning  zones  requiring  new  plans. 

Further,  while  response  plans  are  an  initial  step  in  preparing  for 
a  spill  event,  it  is  the  practice  of  testing  or  drilling  plans 
through  a  variety  of  "exercises"  that  provides  an  adequate  level  of 
preparedness  based  on  experience.  Given  the  unique  nature  of 
pipeline  operations  emd  the  geographic  layout  of  pipeline 
facilities,  a  pipeline-oriented  exercise  program  is  needed  to 
address  the  preparedness  of  pipeline  operator  personnel  and 
resources  spread  out  over  hundreds  of  miles.  While  RSPA  believes 
that  most  pipeline  operator  exercises  should  be  conducted 
internally,  there  is  a  need  for  oversight  of  the  external  phase  of 
exercise  requirements  that  extend  outside  the  individual  corporate 
structure  to  the  entire  response  community,  including  both  industry 
and  government,  and  including  the  area  contingency  planners. 
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ACCOMPLISHMEMTS ; 

In  FY  1993,  RSPA  issued  an  interim  final  rule  establishing  the 
requirements  for  response  plans  for  on-shore  pipelines.  A  primary 
FY  1993  activity  was  the  processing  of  facility  response  plans. 
Fvirther,  RSPA  assiuned  new  roles  in  interagency  coordination  with 
the  National  Response  Team  and  particularly  with  the  other  agencies 
with  regulatory  responsibilities  in  response  planning  —  U.S.  Coast 
Guard,  the  Environmental  Protection  Agency  and  the  Department  of 
the  Interior's  Minerals  Management  Service.  The  agencies  have 
worked  to  assure  a  uniform  approach  to  OPA  implementation  and  plan 
review,  minimize  burdens  on  industry,  and  ensure  conformity  with 
the  National  Contingency  Plan  and  Area  Contingency  Plans.  RSPA 
worked  additionally  with  the  federal  agencies  who  have  "trustee" 
responsibilities  to  protect  the  nation's  natural  resources  on 
providing  guidance  to  operators  on  the  description  of 
environmentally  sensitive  areas. 

RSPA  joined  forces  with  these  same  agencies  to  create  the  National 
Preparedness  for  Response  Exercise  Program  (PREP) .  The  purpose  of 
PREP  is  to  enhance  the  preparedness  of  the  National  Response 
System,  by  improving  the  ability  of  government  and  industry  to  work 
in  concert  according  to  applicable  area  contingency  plans  and 
operator  response  plans. 

RSPA's  goal  has  been  to  achieve  1)  integration  of  pipeline  operator 
capabilities  with  the  entire  response  community  by  conducting 
exercises  to  test  preparedness,  and  2)  consistency  with  national 
standards  for  evalusticn  of  preparedness  exercises. 

In  FY  1994,  RSPA  expected  to  become  nominally  familiar  with 
inventories  of  environmentally  sensitive  locations  and  the  ranking 
of  these  sites  on  a  risk-priority  basis.  RSPA  reviewed  data 
available  in  the  plans  to  determine  potential  vulnerability  of  the 
.environmentally  sensitive  sites  to  "worst  case"  pipeline  spills. 
RSPA  expected  to  proceed  with  substantive  plan  review  in  FY  1994. 

PIAMNBD  TOR  TY    1995 t 

RSPA  will  continue  to  review  and  approve  operator  plans  for 
environmental  protection  and  response  capability,  will  perform 
geographic  and  environmental  data  entry  in  a  national  mapping  and 
tracking  system,  and  will  perform  plan  testing  through  an  exercise 
program. 

o  RSPA  will  consider  geographical  areas  traversed,  proximity  of 
public  drinking  water  inteikes,  classes  of  facilities, 
operating  conditions,  and  damage  history. 

o  RSPA  will  load  response  planning,  geographic  and  environmental 
impact  data  into  a  mapping  information  system,  tabulating  the 
bases  for  zones  meeting  the  higher  risk  criteria,  quantifying 
volume  spilled  for  different  types  of  spill  scenarios,  and 
establishing  costs  of  consequences  of  these  spill  scenarios. 
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RSPA  will  determine  whether  the  risk  of  pollution  from  oil 
pipelines  can  amd  should  be  prioritized  and  the 
appropriateness  of  using  a  risk-ranking  scheme  to  include  or 
exclude  certain  areas  from  environmental  protection. 

RSPA  expects  to  coi^lete  the  first  round  of  plan  reviews  in  FY 
1995.  The  standardized  plan  approval  and  exercise  process 
includes  assessing: 

-  resources,  communications  auid  organizational  capabilities, 

-  spill  detection  emd  mitigation  procedures 

-  methodology  of  calculating  worst  case  discharge, 

-  consistency  with  the  area  contingency  plan, 

-  identification  of  environmentally  sensitive  areas  and 
drinking  water  inteUces,  and 

-  adequacy  of  training,  equipment  testing,  drill  programs  and 
other  factors. 

RSPA  will  require  plan  amendments  as  needed  to  assure  that 
plans  meet  requirements  of  the  OPA. 

Additional  analyses  include  determining  areas  of  suggested 
improvements  and  performing  quality  control  checks  on  20 
percent  of  the  response  plans  to  verify  assumptions  and 
parameters  provided  by  operators,  and  regulatory  support. 

RSPA  also  needs  to  design  an  exercise  prograun  to  assure  the 
public,  the  response  community  and  the  industry,  that 
sufficient  attention  has  been  paid  to  emergency  functions 
which  extend  outside  the  company,  including  public/private 
sector  organizational  linkages,  and  a  process  to  matke 
expeditious  population  and  environmental  protection  decisions. 
In  order  to  achieve  integration  of  pipeline  operators 
capabilities  with  the  entire  response  community,  RSPA  plans  in 
FY  1995  to  design  and  begin  execution  of  a  program  of  "table 
top"  exercises  on  strategic  issues. 
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with  RSPA's  historic  and  principal  enphasis  on  applied  research, 
the  RSD  program  is  well-positioned  to  provide  the  necessary 
technical  and  analytical  foundation  on  which  to  build  RSPA's  risk- 
based  pipeline  safety  progreun  planning.  As  RSPA  noves  its  pipeline 
safety  program  toward  full  risk  nanagenent  and  away  from  solely 
regulatory-based  solutions,  the  R&D  program  will  provide  the 
critical  connection  between  identifying  and  evaluating  risks  and 
determining  the  most  appropriate  solutions.  Requested  increases  in 
information  systems  and  risk  assessment  support  are  intended  to 
address  this  priority. 

As  such,  the  R&D  program  is  critical  to  the  success  of  RSPA  in 
meeting  the  mandates  of  the  PSA  92  within  the  context  of  overall 
risk  management.  Congress  recognized  this  relationship  between  the 
subjects  it  required  RSPA  to  address  and  the  agency's  ability  to 
effectively  manage  a  comprehensive  pipeline  safety  program,  by 
providing  substantial  discretion  in  how  the  mandates  are  carried 
out. 

PSA  92  also  required  that  RSPA  issue  regulations  to  provide  for  the 
protection  of  the  environment.  Most  of  the  R&D  initiatives  in  FY 
1995  address  environmental  studies.  Benefits  from  the  R&D  progrzun 
are  advancing  pipeline  technology  and  expertise  and  providing  for 
use  of  new  pipeline  construction,  maintenance  methods  and 
materials. 


FY  19W 

Sn«?t«i 

FY  1»* 
Enactad 

FY  1995 
Raauast 

Olffaranea 

UD  Pnanm  Totals: 

700 

875 

1,125 

4248 

Inforaitian  Syttas 

325 

350 

655 

«305 

Evaluate  Haw  Pipalfnc  Coqparant  Tactmology 

75 

75 

75 

0 

Plpatina  Oaaign  t  Oparatlng  Critaria 

0 

100 

♦100 

Undargromd  Storagt 

125 

75 

•50 

Corroalon  Pretactlon  -  Iraakout  Tanks 

50 

50 

0 

Risk  AssassMMit 

50 

168 

♦118 

Cast  Iron  Survay 

100 

0 

-100 

CustoB-Owwd  Sarviec  Linas 

125 

0 

-125 

Idsntify  Envlrarasntally-Sanaitiva  Araas 

and  Pratactlva  Neasuras  100  0  0  -100 
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RESEARCH  AMD  DEVELOPMEIIT 
MAMxamntHT  Mm  ^^f.Ypjy 

ACTIVITT  (in  thousands) :   INFORMATIOM  SYSTEMS  DEVELOPMENT 

FY  1993  FY  1994  FY  1995 

^^'^^^  En»gtgd         Request         Differenga 

325  350  655  +305 

PROBI.BI  anrwifffjrg. 

The  Secretary's  1989  Safety  Review  Task  Force  and  the  Congressional 
Office  of  Technology  Assessnent,  in  their  evaluations  of  RSPA 
pipeline  safety  data  collection  and  analysis  activities,  recognized 
the  Imitations  on  RSPA's  ability  to  collect  complete  and  accurate 
safety  data.  Those  evaluations  emphasized  the  need  for  expansion 
°  ,,  5?  *  associated  data  analysis.  Further,  a  GAO  report  on 
pollution  from  pipelines  recommended  that  RSPA  collect  and  develop 
information  on  the  location  of  petroleum  pipelines  in  a  form 
suitable  for  use  by  the  Coast  Guard  in  responding  to  pipeline 
spills.  The  OPS  work  redesign  initiative  identified  enhanced 
information  systems  capability  as  fundamental  to  enablina  OPS  to 
increase  its  productivity. 

RSPA  needs  support  for  analyses  and  evaluations  in  order  to  provide 
a  basis  for  undertaking  appropriate  program  initiatives  in  the  near 
term  and  for  shaping  program  direction  in  the  long  term.  To  date 
?"f  ^ .  ®f  f  °'^*^s  ^°  prioritize  research  studies  and  regulatory 
initiatives  have  been  handicapped  by  analytical  limitations.  The 
Risk  Assessment  Program  (RAP)  is  OPS'  primary  focus  for 
comprehensive  prioritization  of  tasks,  and  depends  on  accurate  data 
for  credibility  in  its  output.  Additional  effort  must  be  directed 
to  information  system  design,  development,  and  enhancement  to 
achieve  an  adequate  level  of  data  quality  and  to  carry  the  required 
data  workload. 

NOTE:  Funding  has  been  requested  under  both  program  and   R  4  D 
categories.  RSPA's  intent  is  to  provide  a  portion  of  the  funding  in 
no-year  money"  that  can  be  used  for  carry  over  operations  and 
services  that  would  otherwise  lapse  after  one  fiscal  year. 

ACCOMPLIBHMEMTg  J 

RSPA  continues  to  improve  its  existing  data  systems,  and  has  begun 
to  develop  new  data  systems,  including: 

o  An  enforcement  tracking  system  which  connects  with  information 
contained  in  the  data  base  containing  information  relating  to 
inspection  of  pipeline  operators,  OPINS.  A  system  improvement 
IS  being  incorporated  which  provides  consistent  data  entry  of 
violations  cited. 
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o  Development  of  menus  enabling  searches  by  operator  name 
through  the  universe  of  operator-related  data  bases  to 
facilitate  collection  of  all  available  data  concerning  a 
particular  operator. 

o  Development  of  a  progreun  which  will  use  the  operator  name 
as  the  basis  for  tracking  pipelines  throughout  all 
operator-related  datasets. 

o  Development  of  a  program  for  tracking  data  in  OPA  Response 
Plans  and  Exercises  is  \inderway. 

o  A  team  formed  from  employees  representing  a  cross-section  of 
OPS'  workforce  has  been  formed  to  establish  policies  for 
information  systems  standards.  The  team  is  already  working  to 
set  standards  for  implementation  of  OPS'  new  software 
development  platform,  Lotus  Notes. 

PIAMMBD  yon  FY  1»5: 

As  it  has  in  the  past,  RSPA  will  use  contract  support  to  pursue 
this  effort,  which  is  more  cost  effective  than  hiring  federal 
employees.  New  emphasis  has  been  placed  on  system  capabilities  and 
features  that  facilitate  risk-based  planning.  Additionally, 
systems  will  be  designed  which  are  user  friendly,  maximize  use  of 
RSPA  resources,  and  allow  linkage  to  other  data  bases  and  inter- 
connectivity  among  headquarters  and  regions.  States  and  other 
steOceholders  need  to  be  provided  access  to  the  data  bases  as  well. 

o  In  FY  1995,  RSPA  intends  to  continue  development  of  NARED,  a 
regulatory  history  system,  including  data  base  development  and 
an  audit  function  to  ensure  data  integrity.  NARED  will 
streamline  and  standardize  the  regulatory  development  process 
through  integration  of  regulatory  history  and  institutional 
knowledge,  tracking  of  regulatory  actions,  and  consolidation 
of  interpretations.  NARED  will  be  critical  for  developing 
non-regulatory  solutions  and  applying  the  risk  model  to  all 
program  activities.  FY  1995  work  will  continue  the 
development  and  implementation  of  NARED,  with  imaging  systems 
to  incorporate  paper  and  electronic-based  information  into  a 
unified  system. 

o  RSPA  will  continue  development  of  a  hazardous  liquid  pipeline 
data-  base  and  analyses  of  hazardous  liquid  data.  A  new 
universe  of  pipeline  operators  about  which  little  or  no  data 
exist  will  be  gathered  in  the  data  base  .  This  results  from 
mandates  regarding  low  stress  pipelines  and  rural  gathering 
lines  under  the  Pipeline  Safety  Act  of  1992  and  the  Oil 
Pollution  Act  of  1990. 

o    RSPA  will  continue  HURNES  (Human  Resoiirces  Hanagement  System) , 
an  OPS  work  redesign  initiative,  to  provide  important  resource 
'  utilization  and  estimation  data,  needed  by  the  risk  based 
planning  and  prioritization  computer  program  (RIBS) . 
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o  RSPA  will  begin  BOGS  (Budget,  User  Fees,  and  Grant  Allocations 
System) .  This  is  one  of  the  information  systems  proposed  by 
the  work  redesign  initiative.  It  will  provide  cost  and 
resource  availability  data  needed  for  risk  based  planning  and 
for  effectively  memaging  the  increasingly  complex  information 
system  used  to  allocate  grant  funds  across  various  state 
progreuns . 

o  RSPA  will  begin  IOCS  (Integrated  Operator  and  Compliance 
System)  .  This  will  be  an  enhancement  of  the  IPIS.  The 
feasibility  of  transporting  the  data  bases  from  the  VAX  to  a 
PC-based  LAN  environment  located  in  Washington,  DC  will  be 
investigated.  An  assessment  of  existing  technological 
enhancements  to  the  existing  VAX  system  will  also  be 
conducted.  Tradeoffs  between  the  two  options  will  be 
assessed.  Based  on  the  results  of  the  study,  RSPA  will  either 
begin  conversion  to  the  RSPA  LAN  system,  or  will  implement  a 
solution  to  enhance  access  to  the  existing  VAX  systems  with  a 
Microsoft  Windows  compatible  interface.  Initial  scoping  and 
systems  development  will  begin. 

o  Additional  activities  include  support  for  the  Risk  Assessment 
Prioritization  program  with  software  development,  data  entry, 
and  data  emalysis;  data  consolidation,  integration,  and 
training  support  for  proposed  new  OPS  work  redesign  software 
(MARED,  ONIS,  HURMES,  SIPS,  IOCS,  BUGS  and  Lotus  Notes);  and 
maintenance  and  analytical  support  to  operate  GIS  systems  that 
are  developed  under  other  project  activities.  Electronically 
retrievable  systems  will  replace  files  of  regulations, 
accident  and  incident  data  submitted  on  hard  copy  by 
operators . 

COMSEOUEHCES  OF  MOT  rOMDIMG; 

The  FY  1995  request  for  information  system  development  is  necessary 
to  enable  RSPA  to  address  shortcomings  in  pipeline  safety  data 
collection  and  emalysis  which  have  adversely  affected  regulatory 
and  compliance  initiatives  and  safety  policy.  Decentralization 
efforts  will  be  limited  if  access  to  information  is  not  improved 
through  development  of  work  redes ign-related  information  systems. 
Without  computer-aided  support  for  regulatory  development  under 
MARED  and  availability  of  resource  data  for  risk  bas^sd  planning 
provided  by  KURHES,  rspa  could  not  carry  out  risk-based  planning, 
if  contractor  support  is  not  utilized  for  coordination  of  digital 
data  made  available  through  GIS  systems,  RSPA  will  be  unable  to 
offer  the  assistance  requested  by  state  and  local  agencies  for  data 
needed  to  set  area  environmental  priorities  and  will  not  be  in  a 
position  to  utilize  the  enhanced  analysis  capabilities  this 
technology  offers. 
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PROGRAM  I  RESEARCH  AMP  DgVBI.OPMEMT 

RESEARCH  STXTDIBS 

ACTIVITY  (in  thousands):   EVALUATE  NEW  PIPELINE  TECHNOLOGY 

(CHECK  VALVES) 

FY  1993  FY  1994  FY  1995 

Enacted        Enacted        Request        Difference 

75  75  75  0 

PROBLEM  BTATEMEMT: 

Many  operators  of  natural  gas  and  hazardous  liquid  pipelines  fail 
to  inspect,  maintain,  and  test  check  valves  installed  in  their 
systems  because  federal  pipeline  safety  regulations  do  not  clearly 
state  these  requirements.  Consequently,  certain  malfunctioned 
check  valves  in  federally  regulated  pipelines  have  gone  undetected 
and  exacerbated  pipeline  failures. 

RSPA  has  studied  the  use  of  remote  inspection  technology  for 
determining  if  check  valves  in  biiried  pipelines  will  operate  as 
designed.  This  study  responds,  in  part,  to  a  recommendation  from 
the  National  Transportation  Safety  Board  (NTSB) .  The  purpose  of  the 
study  was  to  assess  the  technical  feasibility  of  requiring  pipeline 
operators  to  test  and  inspect  check  valves  in  federally  regulated 
pipelines.  The  study  showed  that  several  inspection  technologies 
could  theoretically  be  used.  For  exeunple,  the  study  revealed  that 
acoustic  signature  analysis,  ultrasonic  signature  analysis,  and 
magnetic  signature  analysis  are  methods  that  can  assess  check  valve 
operability  from  remote  locations.  This  study  will  identify  new 
ways  to  improve  public  safety,  protect  the  environment,  and  develop 
new  technology  and  expertise. 

PLAMWED  FOR  PY  1»95; 

RSPA  will  continue  prior  efforts  in  review  of  remote  inspection 
technology  for  check  valve  performance  and  will  study  the  economic 
feasibility  cf  requiring  inspection,  maintenance,  and  testing  of 
check  valves  in  interstate  natural  gas  and  hazardous  liquid 
pipelines. 


RSPA  FY  1995  BODCBT  SUBMISSION  167 


1091 


ACTIVITY   (in  thousands):   PIPELINE  DESIGN  AND  OPERATING  CRITERIA 

FY  1993         FY  1994  FY  1995 

Enacted        Enacted  Recniest  PiffgrfflCg 

0  0  100  -t-lOO 

The  Natural  Gas  Pipeline  Safety  Act  was  enacted  in  1968  and  the 
Hazardous  Liquids  Pipeline  Safety  Act  was  enacted  in  1979.  The 
criteria  for  pipeline  design  and  operating  pressure  for  natural  gas 
and  hazardous  liquid  pipelines  incorporated  in  the  regulations 
issued  in  response  to  these  acts  were  adapted  from  codes  of  the 
American  Society  of  Mechanical  Engineers  (ASME)  that  existed  at 
that  time.  Among  the  various  ASME  codes  for  steel  pressure  piping 
and  pressure  vessels,  the  safety  meurgins  between  material  strength 
and  maximum  allowable  operating  pressure  are  the  smallest  for  all 
hazardous  liquid  pipelines  and  for  gas  pipelines  in  areas  of  lowest 
population  density. 

In  the  second  half  of  this  century,  there  has  been  significant 
research  about  the  characteristics  of  pipelines  and  pipe  steels, 
principally  under  the  auspices  of  pipeline  industry  and  steel 
manufacturer  trade  associations.  Both  industries  desired  to 
prevent  accidents  and  limit  the  consequences  of  those  that 
occurred.  The  knowledge  derived  from  this  research  allows 
considerably  better  understanding  of  the  factors  that  determine  the 
mode  of  failure  of  pipelines  (slow  leaJc  versus  limited  rupture 
versus  running  rupture)  and  the  material  properties  and  pipeline 
design  criteria  that  control  the  mode  of  pipeline  failure. 
Concurrently,  higher  strength  steel  pipe  grades  have  been 
developed,  resulting  in  the  use  of  thinner  wall  pipe.  Thinner  wall 
pipe  is  more  vulnerzUsle  to  structural  deunage  and  failure  from 
defects  originating  from  such  causes  as  external  force  damage. 

At  this  time,  pipeline  safety  concerns  have  been  extended  to 
include  protection  of  the  environment.  The  recent  major  spill  from 
the  Colonial  Pipeline  at  Reston,  Virginia,  has  focused  attention  on 
the  prevention  of  potentially  catastrophic  spills  from  hazardous 
liquid  pipelines.  In  tuzn,  questions  have  been  raised  about 
pipeline  pressure  design  and  allowable  operating  pressure, 
particularly  in  high-risk  (environmentally  sensitive  and  high- 
density  populated)  areas.  The  gas  pipeline  safety  regulations 
always  have  required  higher  factors  of  safety  for  the  design  of 
pipelines  in  areas  of  increasingly  higher  population  density. 
There  is  no  similar  consideration  in  the  hazardous  liquid  pipeline 
safety  regulations. 
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liGCOIIPLISHliBMTS: 

In  September  1993,  as  a  compliance  activity,  RSPA  initiated  a 
review  of  pipeline  design  and  operating  pressure  criteria  by  the 
National  Institute  of  Standards  and  Technology  (NIST)  to  be 
completed  IQ  FY  1994.  NIST  has  been  requested  to  analyze  current 
literature  and  to  propose  recommendations  as  to  follow-on  actions 
regarding  existing  hazardous  liquid  and  natiiral  gas  pipeline  design 
and  maximum  operating  pressure  criteria. 

PIAMMBD  TOR  FY  1995; 

In  1995,  RSPA  intends  to  initiate  an  Interagency  Agreement  with 
NIST  to  thoroughly  evaluate  the  current  principles  of  natural  gas 
and  haz2u:dous  liquid  pipeline  design  and  allowable  operating 
pressure  and  to  develop  specific  proposals  for  changes  to  the 
pipeline  safety  regulations,  taking  into  consideration  the  latest 
technology  available.   The  tasks  would  include: 

o  Evaluating  the  relevance  of  leak  before  rupture  principles  to 
the  design  and  operation  of  pipelines. 

o  Evaluating  fracture  mechanics  principles  for  application  to 
pipeline  design  and  operation  of  pipelines. 

o  Evaluating  pipeline  operating  pressvure  limitations  in  relation 
to  specified  minimum  yield  strength  and  minimum  hydrostatic 
test  pressure. 

o  Evaluating  pipeline  design  and  operating  pressure  limitations 
as  a  function  of  steel  strength  and  fracture  toughness. 

o  Evaluating  pipeline  design  and  operating  pressure  limitations 
.as  a  function  of  typical  pipe  defects  and  of  damage  and  stress 
resulting  from  outside  forces,  both  man-made  and  nat\iral. 

o  Developing  proposals  for  modifications  to  materials,  design, 
and  operating  pressure  criteria  in  the  current  pipeline  safety 
regulations. 

CPMSEOUEMCBS  OF  MOT  FUMDIMBl 

Reduction  or  elimination  of  funding  to  evaluate  c\irrent  pipeline 
design  and  operating  pressiire  criteria  would  limit  RSPA's  ability 
to  establish  the  validity  of  those  current  criteria  relative  to  the 
technical  developments  of  the  recent  decades.  The  resultant  impact 
may  be  to  diminish  the  credibility  of  RSPA  for  its  failure  to  adapt 
its  regulations  to  understandings  of  risk  and  new  technology. 
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PROORAMS  RESBXRCH  MTO  DgVKLOPMKIIT 

ACTIVITY  (in  thousands):   UNDERGROUND  STORAGE  STUDY 

FY  1993  FY  1994  FY  1995 

Enacted  Enacted         p^q^ggt;:         PiffgCgngg 

0  125  75  -50 

PROBLBI  STftTrWF^* 

There  are  currently  vinresolved  safety  and  jurisdiction  questions 
regarding  underground  storage  caverns  and  reservoirs.  An  incident 
near  Brenh«UD,  Texas,  involving  eun  underground  storage  cavern 
resulted  in  three  fatalities  and  17  injuries  requiring  medical 
attention.  In  addition  to  the  Brenheun,  Texas,  accident,  a  cavern 
failure  near  Iowa  City,  Iowa,  in  1987  resulted  in  the  release  of 
5.6  million  gallons  of  a  highly  volatile  liquid  which  ignited  and 
burned  for  approximately  3  weeks  causing  evacuations  and  daunage 
estimated  at  approximately  $1,500,000.  In  November  1989  a  cavern 
failure  near  Jasper,  Missouri,  resulted  in  deunage  estimated  at 
$1,500,000  and  caused  the  evacuation  of  residents  from  their  homes. 
Home  owners  in  Conway,  Kimsas,  were  forced  to  sell  their  properties 
to  pipeline  companies  due  to  ground  water  contamination  from 
failure  of  the  cavern  formations  to  contain  the  product  stored. 

Industry  studies  indicate  that  in  26  states,  there  are  1,122 
underground  hazardous  liquid  facilities  with  a  storage  capacity  of 
518  million  barrels  and  in  27  states,  395  natural  gas  facilities 
with  a  storage  capacity  of  7,836  BCF  (billion  cubic  feet).  Safety 
and  environmental  hazards  associated  with  the  underground  storage 
of  highly  volatile  liquids,  other  hazardous  liquids,  and  natural 
gas  require  comprehensive  analysis.  We  have  no  safety  regulations 
specifically  covering  underground  storage  caverns  and  reservoirs 
and  state  jurisdiction  is  not  clear. 

ACCOMPI.I8HMK1IT8 1 

The  study  in  1994  will  confirm  the  location,  capacity,  and  number 
of  underground  storage  caverns  and  reservoirs  operating  in  the 
United  States.  RSPA  expects  this  study  to  include  names  of 
operating  companies,  geographical  location  of  the  storage  caverns 
and  reservoirs,  product  stored,  and  capacity  of  the  caverns. 
Although  as  part  of  its  FY  1994  work,  RSPA  will  have  inspected  a 
limited  number  of  cavern  operations,  experience  with  underground 
storage  caverns  and  reservoirs  will  be  limited. 
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PIAMMBD  yOR  rt   1995; 

Using  contractor  support,  RSPA  sust  now  determine  which  states  have 
jxirisdiction  over  underground  storage  caverns  and  reservoirs  and 
the  scope  of  their  jurisdiction  and  regulations.  RSPA  also  plans  to 
evaluate  the  safety  devices  and  maintenance  requirements  of 
underground  storage  caverns  and  reseirvoirs,  and  formulate  criteria 
to  safely  operate  the  cavern  and  associated  pipelines.  This 
effort  is  needed  to  determine  where,  within  OPS's  risk-based 
planning,  this  issue  should  fall  and  what  resources  and  approaches 
are  needed  to  address  it.  RSPA  will  continue  the  study, 
evaluating  the  concerns  mentioned  above  related  to  all  underground 
storage  caverns  and  reservoirs  operating  in  the  United  States.  The 
reports  generated  from  this  study  will  be  widely  distributed  in 
order  to  address  the  safety  and  environmental  protection  issues  of 
storage  caverns  and  reservoirs  identified  in  the  study. 

This  next  phase  of  the  study  will  determine  the  safety  codes  and 
standards  currently  governing  the  operation  of  vmderground  storage 
caverns  and  reservoirs.  This  phase  will  also  identify  the 
governing  entities  and  their  jurisdictional  boundaries  regarding 
storage  cavern  facilities  and  reservoirs.  A  third  phase  may  be 
necessary  in  order  to  develop  the  bases  for  potential  solutions  to 
the  problems  identified  in  the  prior  two  phases. 
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PROGRAM t   RESEARCH  AHP  DgVBLOPMgHT 
COMPLIANCE 

ACTIVITY  (in  thousands) :   CORROSION  PROTECTION  OF  BREAKOUT  TANKS 

FY  1993  FY  1994         FY  1995 

Enacted         Enacted       Request        Difference 

0  50  50  0 

PROBLEM  STATEMENT; 

The  Secretary's  environmental  program  review  of  the  pipeline  safety 
progreun  identified  the  need  for  increased  oversight  of  hazardous 
liquid  pipelines  reflecting  growing  public  concern  over  the 
consequences  of  spills  from  these  pipelines.  Breedcout  tanks  are  a 
critical  part  of  most  hazardous  liquid  pipeline  systems  regulated 
by  RSPA.  These  tanks  are  used  to  relieve  surges  in  a  hazardous 
liquid  pipeline,  or  to  receive  and  store  hazardous  liquids 
transported  by  a  pipeline  for  future  reinjection  and  continued 
transportation  by  pipeline.  More  than  9,000  breeOcout  tanks  exist 
in  pipeline  systems  throughout  the  United  States.  At  any  given 
time,  these  tanks  contain  millions  of  gallons  of  hazardous  liquids. 

Brecikout  tanks  are  subject  to  both  internal  and  external  corrosion 
which  can  result  in  leeikage  from  the  tanks.  There  is  risk  to  the 
public  and  to  the  environment  from  tanks  which  have  been  known  to 
leak  undetected  for  years,  allowing  the  hazardous  liquid  to 
contaminate  land  and  aquifers,  as  well  as  to  produce  vapors  that 
result  in  public  health  risks.  The  recent  leedc  in  the  terminal  tank 
farm  in  Fairfax  County,  Virginia  illustrates,  through  the  impact  of 
abandonment  of  homes  and  costs  of  cleanup,  the  long  term  effects 
that  can  be  caused  by  neglecting  corrosion  control  of  these  tanks. 

Design  of  an  effective  cathodic  protection  system  for  a  breakout 
tank  is  complex  because  of  the  configuration  of  the  tank.  Also, 
construction  of  effective  external  cathodic  protection  systems 
under  existing  tanks  is  difficult  because  they  must  be  retrofitted. 

RSPA  presently  requires  that  operators  electrically  inspect 
breakout  tanks  to  determine  the  need  for  cathodic  protection,  and 
then  provide  cathodic  protection  "where  necessary."  RSPA  presently 
does  not  specify  the  technical  basis  for  determining  adequate 
electrical  inspection,  adequate  cathodic  protection,  when  such 
protection  is  necessary,  or  how  it  should  be  monitored. 

ACCOMPLISHMENTS ; 

A  RSPA  initiative,  begun  in  FY  1994,  is  part  of  our  continuing 
effort  to  improve  our  knowledge  concerning  the  cathodic  protection 
of  breakout  tanks  and  to  assure  the  public  safety  and  environmental 
protection  from  possible  spills  due  to  external  corrosion. 


172  RSPA  FY  1995  BUDGET  SUBMISSION 


1096 


In  April  1991,  the  ABerlcan  Petroleum  Institute  (API)  published  for 
the  first  time  a  recommended  practice  (API  651)  titled  CATHODIC 
PROTECTION  OF  ABOVE  GROUND  PETROLEUM  STORAGE  TANKS. 

The  RSPA  1994  survey  examined: 

o  Techniques  for  electrical  inspection  of  cathodically 
unprotected  breadcout  tanks  (both  full  and  empty) ,  to  locate 
possible  corrosion  of  the  tank  bottom,  and 

o  Designs  for  new  cathodic  protection  systems  for  retrofitted 
breakout  tanks  installed  as  a  result  of  using  the  electrical 
inspection  techniques  recommended  in  API  651. 

PLAMNBD  yOR  PY  1995; 

Completion  of  the  survey  begun  in  FY  1994  would  examine: 

o  Changes  in  industry  monitoring  practices  of  cathodic 
protection  systems  of  breeikout  tanks  initiated  as  a  result  of 
API  651. 

o  The  number  of  existing  breaJcout  tanks,  installed  before  the 
federal  pipeline  safety  rules,  electrically  surveyed  according 
to  the  practices  in  API  651  and  determined  not  to  need 
cathodic  protection. 

Such  factors  as  tank  design,  location  (environmental  sensitivity, 
population  density,  climate) ,  and  costs  to  implement  protection 
also  will  be  addressed  to  determine  the  need,  if  any,  for 
additional  regulation  and  the  extent  to  which  such  regulation 
should  be  applied. 
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VHOaSOM:      RB8EMICH  AMP  DBVBLOPMEMT 
MAMAGKMEMT  AMP  AMALYSIS 

ACTIVITY  (in  thousands) :   RISK  ASSESSMENT 

FY  1993  FY  1994         FY  1995 

Enacted         Enacted        Request         Difference 

0  50  168  -1-118 

PROBLEM  BT^TBingHT: 

The  risk  to  public  safety  and  the  environment  is  not  equally 
distributed  over  the  nation's  pipeline  system.  The  cost  of  all 
potential  actions  or  solutions  to  reduce  risk  far  exceed  any 
organization's  resources.  Oxir  choice  of  where  and  how  to  best  use 
appropriated  resources  must  be  based  on  our  assessing  risks  and  the 
potential  effects  of  solutions. 

In  the  past,  RSPA's  prioritization  and  use  of  resources  have  been 
dominated  by  mandates  driven  by  public  perceptions  which  may  not 
have  been  substantiated  by  facts.  In  1988,  the  Pipeline  Safety 
Reauthorization  Act  directed  10  rulemeJcings  and  studies,  many  of 
which  RSPA  has  been  unable  to  complete  due  to  the  lack  of  a 
defensible  basis  on  which  to  pursue  the  initiative.  The  Pipeline 
Safety  Act  of  1992  directs  more  than  30  mandates,  many  of  which 
need  to  be  justified  on  the  basis  of  risk  before  resources  are 
dedicated  to  their  accomplishment.  Structured  risk  assessment  is 
consistent  with  the  direction  the  pipeline  industry  and  others, 
including  codes  and  standards  organizations,  are  teJcing  to  improve 
their  use  of  resources. 

An  essential  need,  not  fulfilled,  is  to  determine  the  benefits 
derived  from  reducing  the  environmental  consequences  of  accidents, 
for  example,  clean-up  costs  and  impacts  on  ecosystems.  RSPA 
expects  to  fill  this  need  through  contacts  and  cooperative  efforts 
with  its  stakeholders.  By  using  modern  analytical  tools  and  oiir 
institutional  expertise  in  a  carefully  designed  and  consistently 
applied  review  process,  we  can  assure  ourselves,  the  public, 
industry,  and  our  other  stakeholders  that  we  are  maximizing  the 
effectiveness  of  allocated  resources.  This  need  was  recognized  by 
the  Office  of  Management  and  Budget  in  its  policy  passback  on 
RSPA's  FY  1993  budget  request. 

ACCOMPLI SHMEMT8 1 

In  FY  1993,  RSPA  developed  the  technical  ability  to  analyze 
potential  OPS  actions  in  terms  of  risk  reduction  to  produce  a 
rational,  cost-effective  national  program.  RSPA  has  made 
significant  progress  in  the  enhancement  of  existing  data  systems 
and  development  of  new  data  and  risk  analysis  systems  to  support 
pipeline  safety  activities,  including: 
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o  Development  of  a  historical  data  base  on  accident  and  operator 
compliance  history  and  enhancement  of  a  risk-based  progreun  for 
pipeline  operator  inspection. 

o  Development  of  a  menus  program  which  allows  direct 
computer  access  to  accident  data,  annual  reports,  and 
safety-related  condition  reports. 

o  Development  of  a  risk  assessment  model  for  prioritizing 
initiatives  and  maximizing  the  effectiveness  of  the  resources 
allocated  to  us. 

o  Presentation  of  the  risk  assessment  model  in  executive  level 
briefings  to  congressional  staff  and  the  Office  of  Management 
and  Budget. 

o  Presentation  of  the  risk  assessment  model  in  public  meetings 
that  included  participation  by  the  National  Transportation 
Safety  Board,  the  National  Association  of  Regulatory  Utility 
Commissioners,  the  National  Association  of  Pipeline  Safety 
Representatives,  the  American  Gas  Association,  the  Gas 
Research  Institute,  the  American  Petroleum  Institute,  the 
Natural  Resources  Defense  Council,  the  pipeline  safety 
advisory  committees,  and  pipeline  operators. 

o  Adjustment  of  the  risk  assessment  model  to  provide  for 
stakeholder  input  to  the  development  and  implementation  of  the 
risk  assessment  model  while  retaining  final  decisions 
regarding  prioritization  in  OPS. 

o  Purchase  of  the  services  of  an  organization  expert  in  risk 
analysis  and  prioritization  to  support  refinement  and 
implementation  of  the  risk  assessment  model. 

PLANNED  FOR  FY  199S; 

In  FY  1995,  RSPA  intends  to  improve  its  risk  assessment  capability, 
utilizing  contract  support  for  planning  and  executing  risk 
assessment  functions,  assessing  external  perceptions  and  activities 
related  to  pipeline  safety  and  environmental  protection. 

RSPA  will  improve  its  risk  assessment  capability  by  enhancing  our 
in-house  capability  to  statistically  analyze  data  bases,  to  perform 
economic  estimates,  and  to  assess  risk  trends.  To  support  this 
initiative,  RSPA  will  contract  for  supporting  risk-based  planning 
functions,  for  executing  risk  assessment  functions,  for  assessing 
perceptions  of  stakeholders,  and  for  accessing  and  analyzing 
external  data  bases  to  complement  and  expand  in-house  findings. 

Tasks  would  include: 

o  Refining  the  risk  based  prioritization  process.  The  process 
involves  identifying  risks,  analyzing  actions  to  mitigate  risk 
(in  terms  of  reduction  of  the  probability  and  consequence  of 
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accidents  and  the  estimated  cost  to  industry  and  government  of 
implementation) ,  and  identifying  resources  to  implement 
mitigating  actions. 

o  Execution  of  detailed  fvmctions  inherent  in  the  risk 
assessment  process,  such  as  maintenance  of  the  computerized 
data  base,  entry  of  issues,  solutions  and  ratings,  and 
preparation  of  computer  program  outputs.  The  process  involves 
processing  of  information  in  accordance  with  the  risk 
assessment  model. 

o  Assessment  of  situations  external  to  RSPA  by  surveying 
activities,  attitudes,  and  opinions  among  parties  involved  or 
participating  in  pipeline  safety  programs  and  environmental 
protection. 

o    Identifying,  accessing,  and  analyzing  data  bases  external  to 

OPS  by  direct  contacts  with  stakeholders,  by  designing  and 

preparing  notices  to  seek  data,  and  by  analyzing  and 
synthesizing  results. 

COM8EQPEMCE8  OF  MOT  FUHDINGt 

Reduction  or  elimination  of  funding  to  enhance  the  risk  assessment 
capability  will  limit  RSPA's  ability  to  prioritize  pipeline 
regulatory  and  compliance  initiatives.  The  resulting  impact  on 
initiatives  and  policy  will  forestall  RSPA's  efforts  to  correct 
deficiencies  in  the  effectiveness  of  the  pipeline  safety  program 
and  diminish  its  chances  of  restoring  credibility  with  its 
stakeholders . 
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PROGRAM;   GRAMTS 

ACTIVITY  (in  thousands) :   NATURAL  GAS  AND  HAZARDOUS  LIQUID 

PIPELINE  SAFETY  GRANTS-IN-AID 

FY  1993  FY  1994  FY  1995 

Enacted         Enacted        Request        Difference 

7,000  7,500  8,000  +500 

PROBLEM  STATEMENT; 

Both  the  Natural  Gas  Pipeline  Safety  Act  and  Hazardous  Liquid 
Pipeline  Safety  Act  provide  authority  for  reimbursing  states  for  up 
to  50  percent  of  the  costs  incurred  in  carrying  out  their  pipeline 
safety  programs.  Since  1981,  state  requests  for  funds  have 
exceeded  appropriations,  and  RSPA  developed  methods  to  allocate 
available  funds  to  the  states.  In  1992,  the  Federal  contribution 
amounted  to  only  35  percent  of  state  costs  for  the  gas  program  and 
28  percent  for  the  liquid  program.  States  are  increasingly  hard 
pressed  to  fund  the  shortfall  in  the  Federal  contribution,  given 
their  own  budget  constraints.  In  1993,  the  National  Association  of 
Pipeline  Safety  Representatives  petitioned  the  Federal  government 
to  live  up  to  its  commitment  to  fund  state  program  costs  at 
annually  increasing  amounts  in  order  to  meet  the  50  percent  level. 

In  return  for  50  percent  funding,  states  are  expected  to  improve 
their  program  performance.  However,  a  number  of  states  continue  to 
have  difficulty  adopting  Federal  regulations  and  extending  their 
safety  jurisdiction  to  all  intrastate  pipelines. 

A  major  constraint  to  improving  performance  is  the  need  for  state 
legislative  authority  to  adopt  Federal  requirements  and  the  issue 
of  "who  speaks  for  the  state."  The  state  legislature,  the  public 
utility  commission,  and  the  state  agency  under  the  commission 
overseeing  the  program  may  have  different  levels  of  commitment  to 
adopting  Federal  requirements.  In  an  exit  interview  with  the  OPS 
Central  Regional  Office,  Inspector  General  staff  noted  in  auditing 
the  program  that  a  number  of  states  had  not  adopted  one- call 
notification  systems  and  civil  penalty  requirements.  Currently,  45 
States,  the  District  of  Columbia  and  Puerto  Rico  participate  in  the 
hazardous  gas  program  and  10  States  participate  in  the  hazardous 
liquid  program. 

The  Secretary's  environmental  program  review  of  the  pipeline  safety 
program  identified  the  need  for  increased  oversight  of  hazardous 
liquid  pipelines  reflecting  growing  public  concern  over  the 
consequences  of  spills  from  these  pipelines.  This  need,  coupled 
with  the  new  environmental  mandates  in  the  Pipeline  Safety  Act  of 
1992  (e.g.,  regulation  of  low  stress  pipelines),  dramatically 
increases  the  pipeline  safety  inspection  workload.  To  minimize  the 
impact  on  Federal  inspectors  and  at  the  same  time  leverage 
available  resources,  state  agencies  must  become  more  involved  in 
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overseeing  intrastate  hazardous  liquid  pipelines.  Only  10  out  of 
31  states  having  intrastate  hazardous  liquid  lines  currently 
participate  in  the  liquid  program.  States  can  also  be  called  on  to 
serve  as  Federal  agents  on  a  permanent  or  temporary  basis  for 
conducting  inspections  and  accident  investigations  involving 
interstate  hazardous  liquid  pipelines  under  Federal  jurisdiction. 

ACCOMPLISHMENTS : 

RSPA,  working  closely  with  states,  continued  efforts  to  restructure 
the  allocation  grant  formula  to  increase  the  focus  on  state  program 
performance.  A  final  rule,  issued  February  23,  1993,  codified  the 
formula  and  phased  in  a  performance-based  approach,  allowing  states 
time  to  meet  performance  criteria  and  position  themselves  to  be 
eligible  for  maximum  funding.  In  1993,  75  percent  of  grant  funds 
were  allocated  to  states  on  the  basis  of  program  performance, 
compared  to  50  percent  in  1992. 

RSPA  emphasized  the  importance  of  one-call  notification  systems  by 
earmarking  10  percent  of  the  total  performance  points  states  can 
attain  in  the  1993  grant  allocation  for  compliance  with  the  Federal 
minimum  requirements  for  these  systems.  Similarly,  RSPA  focused  on 
the  importance  of  states  assuming  safety  jurisdiction  over  all 
intrastate  pipeline  facilities  by  allotting  15  percent  of  the  total 
1993  performance  points  to  this  factor.  RSPA  is  also  requiring 
states  which  serve  as  Federal  agents  for  inspecting  interstate 
pipeline  operators  to  have  full  intrastate  safety  jurisdiction  by 
December  31,  1994,  to  maintain  status  as  interstate  agents. 

RSPA  staff  met  officials  in  Kentucky,  Virginia,  and  Ohio  to  explain 
Federal  requirements  and  encourage  state  compliance-.  In 
recognition  of  the  value  of  this  type  of  dialogue,  the  National 
Association  of  Regulatory  Utility  Commissioners  passed  a  resolution 
encouraging  state  agencies  having  jurisdiction  over  pipeline  safety 
to  request  assistance  from  RSPA  in  providing  input  and  testimony  to 
state  legislative  members  pertaining  to  the  importance  of  adopting 
critical  Federal  pipeline  safety  requirements. 

PLANNED  FOR  FY  1995; 

RSPA  will  focus  on  two  primary  objectives  in  funding  state  pipeline 
safety  programs  in  FY  1995: 

o  First,  existing  state  agencies  participating  in  the  gas  and 
liquid  programs  need  to  continue  to  improve  their  program 
performance  --  adopting  Federal  regulations  and  taking  over 
safety  jurisdiction  for  all  intrastate  pipelines.  Continuing 
progress  toward  50  percent  funding  is  critical  to  provide 
incentive  to  states  to  bring  their  programs  into  full 
compliance  with  Federal  requirements  ($7,500). 
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o  Second,  additional  state  participation  in  the  hazardous  liquid 
program  needs  to  be  stimulated  to  address  growing  public 
concern  about  the  environment  and  the  prevention  of  spills 
from  hazardous  liquid  pipelines.  Start-up  funds  for  certain 
one-time  costs  will  be  necessary  to  establish  a  credible 
program  in  those  states  where  an  agency  other  than  the  agency 
overseeing  the  gas  program  will  handle  the  licjuid  program 
($400)  . 

Additionally,  special  initiative  funds  will  allow  selected  state 
agencies  to  undertake  high-priority  projects,  e.g.,  expanding 
safety  jurisdiction,  implementing/upgrading  one-call  notification 
systems.  These  funds  will  help  states  having  difficulty  in  meeting 
certain  Federal  requirements  to  take  steps  necessary  to  come  into 
compliance  ($100)  . 

CONSEQUENCES  OF  NOT  FUNDING; 

It  is  in  RSPA's  best  interest  to  provide  sufficient  financial 
incentive  to  keep  states  in  the  pipeline  safety  program.  States 
clearly  bear  the  brunt  of  the  inspection  workload.  State 
inspectors  constitute  over  90  percent  of  the  combined  state/Federal 
inspector  work  force.  In  1992,  states  were  responsible  for 
conducting  95  percent  of  all  pipeline  safety  inspections. 

States  are  closer  to  pipeline  operators  and  consumers,  have  a 
better  understanding  of  local  issues,  and  can  more  cost-effectively 
deliver  a  viable  pipeline  safety  program  than  the  Federal 
government.  In  return,  states  deserve  to  be  reimbursed  for  their 
efforts  as  intended  by  Congress.  Grant  funding  provides  an 
effective  approach  to  leverage  resources  and  increase  total 
inspection  capability  since  states  provide  matching  or  greater 
funding . 

The  success  of  the  Secretary's  action  plan  for  implementing 
recommendations  in  the  environmental  program  review  depends  upon 
additional  state  assumption  of  safety  jurisdiction  over  intrastate 
hazardous  liquid  pipelines.  Expanded  state  participation  is 
imperative  in  light  of  growing  public  concern  over  the  soundness  of 
those  pipelines  which  pass  through  environmentally  sensitive  and 
high  density  population  areas. 

A  shortfall  in  Federal  funding  acts  as  a  disincentive  for  expanded 
state  participation  in  the  pipeline  safety  program.  States  are 
very  much  aware  that  the  entire  Federal  pipeline  safety  program, 
including  grants,  is  supported  by  industry  user  fees.  Given  the 
user  fee  base  of  the  program,  states  find  it  difficult  to 
comprehend  why  their  costs  cannot  be  reimbursed  at  the  5  0  percent 
level  intended  by  Congress . 
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DEPARTMENT  OF  TRAM8PORTATIOH 
RESEARCH  AND  SPECIAL  PROGRAMS  ADMINISTRATION 
Intragovernmental  funds: 
Working  Capital  Fund, 

Volpe  National  Transportation  systeas  center 

The  Working  Capital  Fund  finances  multidisciplinary  research, 
evaluation,  analytical  and  related  activities  undertaken  at  the 
Volpe  National  Transportation  Systems  Center  (VNTSC)  in  Cambridge, 
MA.  The  fund  is  financed  through  negotiated  agreements  with  the 
Office  of  the  Secretary,  Departmental  operating  administrations, 
and  other  governmental  elements  requiring  the  Center's 
capabilities.  These  agreements  also  define  the  activities 
undertaken  at  VNTSC. 
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DEPJUtniBira  OP  TRJUISPOitTAIION 

RBSBJUICH  AMD   SPBCZAL  PBOOKANS  AONZVZSTRAIIOH 

MORKXMO   CAPZZJU.   PDHD,    VOLPB   HATKMIMi   TRAMSPORTAIIOM   STSTBNS    CBNTBR 

PROOIUN  MID  PZMUICZIiO   (in  thousand*  of  dollars) 

Identification  code  69-4522-0-4-407 

FY   1993        FY   1994        FY   1995 
ACTOAL        ENACTED        REQUEST 

Program  by  activities: 
10.00  Total  obligations 225,263        228,000        238,000 

Financing: 

17.00   Recovery  of  prior  year  obligations (2,307) 

21.40   Unobligated  balance  available, 

start  of  year i (173,015)  (183,896)  (179,896) 

24.40   Unobligated  balance  available, 

end  of  year 183,896   179,896   173,896 

Budget  authority: 
68.00   Spending  authority  from 

offsetting  collections  233,837   224,000   232,000 

Relation  of  obligations  to  outlays: 

71.00   Total  obligations 225,263   228,000   238,000 

72.10   Obligated  balance,  start  of  year (92,305)   (98,352)   (94,352) 

74.10   Obligated  balance,  end  of  year 98,352    94,352    88,352 

78.00   Adjustments  in  unexpired  accounts (2,307) 

87.00    Outlays  (gross) 229,003   224,000   232,000 

Adjustments  to  budget  authority 

and  outlays: 

Deductions  for  offsetting  collections: 

88.00     Federal  Funds (152,053)  (145,657)  (150,859) 

88.30     Trust  Funds (81,342)   (77,921)   (80,703) 

88.40     Non-federal  sources (442)      (422)      (438) 

88.90       Total,  offsetting  collections (233,837)  (224,000)  (232,000) 

89.00   Budget  authority  (net) 

90.00   Outlays  (net) (4,833)        0         0 
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DEPARTMENT  OF  TRAN8PORTATIOH 

RESEARCH  AMD  SPECIAL  PROGRAMS  ADMIMISTRATIOH 

WORXIMO  CAPITAL  FUND,  VOLPE  HATIOMAL  TRANSPORTATION  SYSTEMS  CENTER 

OBJECT  CLASSIFICATION  (in  thousands  of  dollars) 

Identification  code  69-4522-0-4-407 

Reinbursabla  Obligations: 

FY  1993  FY  1994  FY  1995 
ACTUAL  ENACTED  REQUEST 

Personnel  Compensation: 

11.1  Full-time  permanent 27,714  29,687  31,171 

11.3  Other  than  full-time 

permanent 2,630  2,126  2,232 

11.5  Other  personnel 

compensation 761  781  820 

11.9   Total  personnel  

compensation 31,105  32,594  34,223 

12.1  Personnel  benefits: 

Civilian 5,717  5,991  6,290 

21,0  Travel  and  transportation 

of  persons 2,241  2,767  2,684 

22.0  Transportation  of  things 218  223  228 

23.3  Communications,  utilities, 

and  miscellaneous  charges 3,585  3,603  3,783 

24.0  Printing  and  reproduction 253  278  306 

25.1  Consulting  services 1,786  2,500  2,625 

25.2  Other  services 165,129  164,142  171,593 

26.0  Supplies  and  materials 4,217  4,318  4,418 

31.0  Equipment 9,740  9,974  10,203 

32.0  Lands  and  structures 1,263  1,610  1,647 

42.0  Insurance  claims  and  indemnities...  9 

99.9     Total  obligations 225,263  228,000  238,000 


PERSONNEL  SUMMARY 

Revolving  Fund  Civilian: 

Full  Time  Equivalent  Employment       597      576      576 
Full  Time  Equivalent  of  Overtime 
and  Holiday  Hours  (Hon -Add)  111 

Total  FTE  597       576       576 
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WORKIHG  CAPITAL  yOHP; 
VOLPB  MATIOMAL  TRAMSPORTATIOM  SYSTEMS  CEHTER 


The  John  A.  Volpe  National  Transportation  Systems  Center  is  the 
Department's  only  multi-modal  research  facility.  The  Center 
receives  no  direct  appropriation;  it  is  funded  entirely  by  its 
clients  through  a  working  capital  fund.  Clients  include  all 
elements  of  the  DOT  and  elements  of  other  federal  organizations 
concerned  with  transportation  issues.  The  Center  ma^es  extensive 
use  of  private  sector  and  university  resources.  Specifically,  the 
Volpe  Center  mission  is: 

In  support  of  Departmental  policy  objectives,  the  Center 
shall  anticipate  future  national,  state,  local,  and 
international  transportation  and  logistics  issues  and 
requirements ,  and  respond  to  current  needs  and  priorities 
in  accordance  with  its  role  as  the  national  center  of 
transportation  and  logistics  expertise. 

The  Center  promotes  an  enhanced  awareness  of  federal  transportation 
issues.  It  assists  in  the  advancement  of  federal  transportation 
initiatives,  serves  as  a  bridge  to  industry  and  academia,  and 
provides  independent  and  objective  policy  level  support  concerning 
major  systems  acquisitions. 

The  Center's  work  involves  all  aspects  of  transportation  including 
impacts  on  shippers  and  passengers.  Consistent  with  the 
Secretary's  statutory  responsibility,  the  Center  supports  other 
Federal  organizations  with  transportation-related  matters.  The 
Center  complements  the  specialized  modal-oriented  capabilities  of 
other  DOT  R&D  elements  with  its  capabilities  for  research, 
analysis,  planning,  management,  and  logistics  aspects  of 
transportation  safety,  security,  systems  modernization,  and 
analysis  for  policy  formulation.  The  Center  also  conducts  multi- 
agency  efforts  within  DOT  on  a  consolidated  basis.  Examples 
include  Technology  Sharing,  Small  Business  Innovation  Research,  and 
R&D  Coordinating  Council  support. 

The  Center  is  also  a  key  resource  in  DOT'S  defense  conversion 
support  to  DOD's  ARPA  Technology  Reinvestment  Project  and  DOC's 
Advance  Technology  Program. 
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